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REPORT,  &c. 


To  THE  Secretary,  Board  of  Trade. 

Sib,  July  1879- 

I  HAVE  the  honour  to  present  to  the  Board  of  Trade  a  General  Report  on  the 
accidents  and  collisions  which  have  occurred  in  the  working  of  the  railways  of  the  United 
Kingdom  during  the  year  1878,  founded  principally  on  the  returns  miule  by  the  railway 
companies  under  the  Act  34  &  35  Vict  c,  78.  s,  6,  and  on  the  reports  upon  certain 
accidents  and  collisions,  which  have  formed  the  subject  of  inquiry  by  Officers  of  this 
Department, 

Total  killed  and  injured  from  all  Causefi  in  the  working  of  Railways. 

The  total  number  of  persons  returned  to  the  Board  of  Trade  as  having  been  killed 
in  the  working  of  the  railways  during  the  year  was  1,053^  and  the  number  of  injured 
4,007<  Of  these  125  persons  killed,  and  1,752  persons  injured  were  passengers. 
Of  the  remainder  544  killed  and  2^003  injured  were  officers  or  servants  of  the  railway 
companies,  or  of  contractors ;  and  384  killedj  and  252  injured,  were  trespassers,  and 
suicides,  and  other  persons  who  met  with  accidents  at  level-crossings  or  from  miscellaneous 
causes.  Of  the  passengers,  according  to  the  returns  made  to  the  Board  of  Trade, 
24  were  killed,  and  1,173  were  injured  from  accidents  to  trains.  In  addition  to  the 
above,  the  companies  have  returned  59  persons  killed,  and  2,050  injured  from  accidents 
which  occurred  on  their  premises,  but  in  which  the  movement  nf  vehicles  was  not  con- 
cerned, and  which  consequently  cannot  be  considered  as  ^'  Railway  Accidents/' 

Proportion  of  Passengers  killed  and  injured  from  all  Causes  in  the  working  oJ^Railwat/s* 

The  total  number  of  passenger-journeys,  exclusive  of  journeys  by  season-ticket 
holders,  was  565,024,455,  or  about  13,430,000  more  than  in  the  previous  year.  Calcu^ 
lated  on  these  figures,  the  proportions  of  passenijers  killed  and  injured  in  1 87 8 j /r9m 
all  causes,  were  in  round  numbers,  1  in  4,520,000  killed,  and  1  in  322,000  injured- 

In  1877,  the  proportions  were  1  in  4,377  J27  killed,  and  1  in  429,924  injured. 

Proportion  of  Passengers  killed  and  injured  from  Causes  beyond  their  own  controL 

The  proportion  of  passengers  returned  as  killed  and  injured /rom  causes  beyond  their 
own  control  was  in  1878  1  in  23,540,000  killed,*  and  1  in  481,600  injured. 

In  1877,  the  proportion  was  1  in  50,144,876  killed,  and  I  in  830,713  injured. 

Thus  the  proportion  of  passengers  returned  as  killed  from  causes  beyond  their  own 
control  during  1878  shows  a  large  increase,  when  compared  with  that  of  the  year  1877- 

The  following  statement  shows  the  proportion  of  passengers,  returned  as  killed  from 
causes  beyond  their  own  control,  to  passenger-journeys  for  the  three  years  ending  1849, 
the  four  years  ending  1859i  the  four  years  ending  1869s  the  four  years  ending  1873, 
and  the  four  years  ending  1877,  and  for  the  year  1878  ; — 
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trains. 

1847-49    - 

36 

173,158,772 

1  in    4,782,188 

1856-59     - 

64 

557,338,326 

1  in    8,708,411 

1866-69    - 

91 

1,177,646,573 

1  in  12,941,170 

1870-73      - 

142 

1,589,912,975 

1  in  11,196,570 

1874-77 

152 

2,074,721,360 

1  in  13,650,000 

1878 

24 

565,024,455 

1  in  23,540,000 

ACCIDKNTS    rPfQUIKED    INTO. 

Excluding    10    inquiries    under    the    head   of   miscellaneous^    108     train-accidents 
on  railways  have  formed  subjects  of  inquiry,  and  have  been  reported  on,  by  officers 

*  If  tbe  joameya  of  season-ticket-boklers  are  included  the  proportion  would  be  1  in  29^000,000, 

■)■  Exclusive  of  journeys  by  season-tick^^t-bolders,  which  has  been  estimated  for  thc^  past  year  ut  U0,0OU,O00* 
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of  the  Board  of  Trade  during  the  past  year,   against    146  for  the  previous  year, 

The  investigated  train-accidents,  in  which  loss  of  life  occurred  to  passengers  from 
causes  beyond  their  own  control,  were  five  in  number. 

They  were  as  follows,  namely  : — 

One,  on  the  London  and  North- Western  and  Great  Western  Joint  Line,  on  the 
western  side  of  Chester  Central  station,  by  which  2  passengers  were  killed  and 
16  injured,  appeared  to  have  resulted  from  the  facing-points  having  been  shifted  whilst 
the  train  was  passing  over  them,  causing  the  fifth,  sixth,  and  seventh  carriages  to  be 
dragged  off  the  rails. 

One,  on  the  London,  Chatham,  and  Dover  Railway,  at  Sittingbourne  station,  by  which 
5  passengers  were  killed  and  80  injured,  was  due  to  the  shunting  by  mistake  of  some 
trucks  of  a  down  goods  train  across  the  up  main  line,  in  front  of  a  fast  up  passenger 
train  as  it  was  travelling  at  a  speed  of  upwards  of  40  miles  an  hour. 

One,  on  the  Cork  and  Macroom  Railway,  near  BallincoUig,  by  which  3  passengers 
and  the  driver  and  fireman  were  killed,  and  50  passengers  were  injured,  was  caused  by 
the  train  leaving  the  rails  on  a  curve  where  the  sleepers  were  in  a  very  defective  state. 

One,  on  the  Dublin,  Wicklow,  and  Wexford  Railway,  near  Glenageary  station,  by 
which  \  passenger  was  killed  and  15  were  injured,  was  owing  to  the  fracture  of  a 
coupling  of  a  goods  waggon,  and  the  running  back  of  a  portion  of  the  waggons,  which 
came  into  collision  with  a  passenger  train. 

And  one  on  the  Taff  Vale  Railway,  at  Rhondda  Branch  junction,  by  which  13  pas- 
sengers were  killed  and  93  injured,  was  due  to  the  mistake  of  the  signalman  in  allowing 
a  train  of  empty  carriages  to  be  shunted  back  through  a  curve,  the  hinder  carriages 
coming  into  collision  with  a  passenger  train  at  the  junction  with  the  main  line. 

The  number  of  inquiries  into  accidents  are  classified  as  follows  for  the  past  year,  and 
the  corresponding  cases  for  the  previous  eight  years  are  given,  for  the  purpose  of 
comparison. 


1870.    IS71*    1872.    1873.     1874.    1875.     1876.     1877.     1878. 
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from  engines  or  vehicles  meeting 
with,  or  leaving  the  rails  in 
consequence  of,  obstructions,  or 
from  defects  in  connexion  with 
the  permanent  way  or  works. 

from  boiler  explosions,  failures  of 
axles,  wheels,  tyres,  or  from 
other  defects  in  the  rolling 
stock. 

from  trains  entering  stations  at 
too  great  speed. 

from  collisions  between  engines 
and  trains  following  one  another 
on  the  same  line  of  rails, 
excepting  at  junctions,  stations, 
or  sidings. 

from  collisions  at  junctions. 

from  collisions  within  fixed  signals 
at  stations  or  sidings. 

from  collisions  between  engines 
or  trains  meeting  in  opposite 
directions. 

from  collisions  at  level-crossings 
of  two  railways. 

from  engines  or  trains  being 
wrongly  run  or  turned  into 
sidings,  or  otherwise  through 
facing-points. 

on  inclines. 

miscellaneous. 


Total    131     171     246    247     l68     164     150     155     118 
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Whilst  the  numbers  of  investigated  accidents  were;  respectively,  131  for  1870,  171  for 
1871,  246  for  1872,  247  for  1873, 168  for  1874, 164  for  1875, 150  for  1876,  155  for  1877, 
and  117  for  1878,  the  numbers  of  passengers  killed  in  those  accidents  varied  during  the 
same  years,  from  66  for  1870,  to  12  for  1871,  21  for  1872,  43  for  1873,  80  for  1874,  19 
for  1875,  35  for  1876,  16  for  1877  and  30  for  1878  ;  and  the  numbers  of  passengers  and 
others,  exclusive  of  servants,  injured  by  these  accidents'  were,  for  the  several  years, 
1,084,  821,  1,183,  1,379,  1,373,  1,043,  1,101,  563,  and  992: 

The  passengers  killed  in  the  accidents,  which  were  investigated  in  the  past' year,  com- 
prised 24  killed,  as  before  mentioned,  from  causes  beyond  their  own  control,  one  in 
attempting  to  get  into  and  four  in  getting  out  of  trains,  and  one  by  putting  his  head 
out  of  a  carriage  window  in  a  tunnel,  besides  one  other  person  who  was  run  over  at  a 
level-crossing. 

From  the  above  table,  it  will  be  seen  that  the  number^  of  inquiries  show  a  large 
•decrease  as  compared  with  the  preceding  eight  years,  and  that  the  number  of  acddents 
from  collisions  has  also  much  decreased.  It  is  not  unreasonable  t6  conclude,  especially 
considering  the  increased  length  of  railway  opened  and  the  large  increase  in  the  traffic 
during  this  period,  that  thils^  decrease  is  due  in  a  great. Yueasure^ to  the  receat  extension 
of  the  improvements  in  interlocking  and  concentration. of  points  and  signals,  and  of  the 
working  of  the  traffic  on  the  absolute  block  system. 

It  will  be  observed  that  of  the  above  108  train-accidents  for  1^78,  (ten  of  the  casualties 
under  the  head  of  Miscellaneous  being  excluded  from  consideration^)  53,  or  about 
4*9  per  cent.,  were  cases  of  collision  under  different  classes,  in  addition  to  certain  collisions 
which  occurred  on  inclines  or  in  connexion  with  facing-points  ;  whilst  11,  or  10  per  cent., 
were  from  passenger  trains  being  wrongly  turned  into  sidings,  or  otherwise  through 
facing-points;  12,  or  11  per  cent,  were  from  engines  or  vehicles  meeting  \yith  or  leaving 
the  rails  in  consequence  of  obstructions  on,  or  defects  in,  the  pernjanent  way ;  19,  or  18 
per  cent.,  were  from  boiler-explosions,  or  failures  of  axles  or  tyres,  or  from  other  defects 
of  roUing-stock  ;  and  11,  or  10  per  cent.,  were  on  inclines. 

Classification  of  Accidents  and  Collisions  inquired  into. 

A  classification  of  the  accidents  and  collisions  which  have  formed  the  subject  of 
inquiry,  similar  to  those  made  in  previous  years,  will  be  found  in  Appendices  Nos.  1 
and  2  of  this  Report,  but  it  has  not  been  thought  necessary  to  make,  as  hitherto,  an 
analysis  of  the  reports  of  the  inquiries,  as  they  are  appended  to  the  returns  of  accidents 
presented  quarterly  to  Parliament,  and  may  readily  be  referred  to. 

In  the  following  pages  a  summary  of  the  several  accidents  will  be  given  under  the 
respective  classes  to  which  they  belong,  with  remarks  as  to  the  causes  which  led  to  them, 
and  as  to  the  measures  necessary  for  prevention  of  like  accidents  in  future. 

A. — Accidents  from  Engines  or  Vehicles  meeting  with  Obstructions  or  leaving  the  Rails  ^ 
in  consequence  of  Defects  in  connexion  with  the  Permanent  Way  or  Works. 

Twelve  investigated  accidents  in  this  cbss  occurred  from  obstructions  on,  or  defects 
in,  the  permanent  way  or  works,  resulting  in  the  death  of  3  passengers  and  3  servants  of 
companies,  and  injury  to  83  passengers  and  5  servants  of  companies.  In  eight  cases 
there  was  defective  maintenance,  and  in  three  cases  defective  construction  of  road  or 
works.  In  one  case  there  was  the  want  of  a  locking-bar.  In  two  cases  there  was 
negligence  of  the  servants,  and  in  two  cases  excessive  speed  having  regard  to  the 
condition  of  the  permanent  way.  ; ; 

The  most  serious  accident  of  this  class,  in  which  three  passengers  and  the  Qngine- 
driver  and  fireman  lost  their  lives  and  50  passengers  were  injured,  16  having  limbs 
fractured,  was  attributed  to  the  defective  state  of  the  sleepers,  the  fastenings  not  having 
sufficient  hold  to  resist  the  pressure  of  the  engine  wheels  in  running  round  a  curve. 
The  sleepers  have  since  been  renewed,  and  the  line  made  fit  for  traffic.  The  condition 
of  this  line  was  made  the  subject  of  special  inquiry  immediately  after  the  occurrence  of 
the  accident,  and  the  company  at  the  instance  of.  the  Board  of  Trade  restricted  the 
speed  of  the  trains  during  the  repairs  which  it  W6is  pointed  out  were  necessary  to  make. 
Another  acci^i^nt,  in  which,  happily,  uq  one  was  injured,  occurred  from^  similar  cause, 
namely,  the  decayed  state  of  the  sleepers  and  the  absence  or  rottenness  of  many  of  the 
wedges,  which  allowed  the  rails  to  spread  in  a  curvb  during  the  passage  of  a  mixed 
passenger  and  goods  train.  The  condition  of  this  line  was  also  made  the  subject  of  special 
inquiry,  and  the  speed  of  the  trains  reduced  until  the  Imfe  was  put  into  proper  condrtioh. 

'One  accident,  by  which  I9pas!9engers  and  4  servknts  of  the  company  were  injured, 
wis  attributed^to  the  traid  passing  at  too  high  speed  tlfrotigh  a  very  shaf^  and  not  well 
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laid  in  curve.  Two  cases,  in  which  passenger  trains  left  the  line,  were  due  to  some 
obstruction  haying  been  placed  on  the  rails.  One  case  was  that  of  a  train  getting  off  the 
line  when  paseing  through  facing-points,  which  were  being  renewed  and  did  not  close 
properly;  one  case  was  due  to  the  want  of  a  locking-bar;  one  case,  by  which  three 
passengers  were  injured,  was  due  to  a  broken  rail  which  had  been  several  times  turned  ; 
one  case  in  which  five  passengers  were  injured,  was  caused  by  the  train  passing  over 
some  broken  rails ;  one  accident,  in  which  three  passengers  were  injured,  was  due  to 
the  line  being  under  repair ;  and  two  cases  occurred  of  trains  leaving  the  rails  in  con- 
sequence of  the  permanent  way  having  been  put  out  of  order  by  preceding  trains. 

Of  casualties  reported  to  the  Board  of  Trade,  including  those  investigated  by  their  officers, 
there  were  76  cases  of  passenger  trains,  or  parts  of  such  trains,  leaving  the  rails;  and  15 
cases  of  goods  trains,  or  parts  of  them,  leaving  the  rails.  There  were  also  I69  cases  of 
trains  coming  into  collision  with  obstructions,  including  cattle ;  and  57  cases  of  trains 
running  through  gates  at  level-crossings;  as  well  as  I9  cases  of  slips  in  cuttings  or 
embankments,  and  490  cases  of  broken  rails. 

B- — Accidents  from  Boiler  Explosions,  or  from  Failures  of  Axles,  Wheels,  or  Tyres,  or 

from  other  defects  in  Rolling  Stock. 

Under  this  head^  19  accidents,  occasioning  the  death  of  one  passenger  and  injury 
to  41  passengers  and  21  servants  of  companies,  were  inquired  into.  Of  the  number 
of  cases,  six  were  due  to  the  fracture  of  axles,  two  to  the  fracture  of  tyres,  four 
to  the  fracture  of  couplings,  two  to  the  fracture  of  crank  pins  of  axles  of  engines, 
one  to  the  loss  of  the  springs  of  a  carriage,  one  to  the  fracture  of  the  axle-box  of  a 
waggon.  Two  cases  of  explosions  occurred,  one  of  which  caused  injury  to  three  of  the 
servants  of  the  company. 

Twelve  out  of  the  19  cases  were  attended  with  personal  injury,  the  most  serious  being 
that  due  to  the  fracture  of  a  coupling  of  a  waggon  in  a  goods  train,  the  remaining 
waggons  being  run  into  by  a  following  passenger  train,  by  which  one  passenger  was 
killed  and  the  engine-driver  injured.  One  case,  in  which  about  six  passengers  were 
injured,  was  due  to  the  breaking  of  an  axle  of  a  coal  waggon  in  a  goods  train,  some  of 
the  waggons  of  which  fouling  the  down  main  line  were  run  into  by  the  down  Scotch 
expressj  which  was  entirely  thrown  off  the  rails,  and  its  engine  being  foul  of  the  up  line, 
was  immediately  after  run  into  by  an  upp assenger  train.  The  vacuum  break  of  the 
express,  which  was  applied,  reduced  the  speed  before  the  colh'sion,  or  very  serious 
consequences  would  probably  have  ensued. 

In  one  case,  that  of  an  express  train  from  Dover,  in  which  the  axle  of  the  tender 
wheel  broke  and  threw  one  vehicle  off  the  rails,  the  effect  of  the  automatic  action  of  the 
break  reduced  the  speed  of  the  train  from  40  or  45  to  25  miles  an  hour  before  the  leading 
van  came  iito  contact  with  the  abutment  of  a  bridge  on  the  railway.  In  another  case, 
where  five  post  office  officials  were  injured,  the  engine  and  tender,  owing  to  the  breaking 
of  a  coupling,  separated  from  the  carriages,  which  afterwards  came  into  collision  with  the 
engine  and  tender ;  the  train  was  fitted  with  the  vacuum  break,  and  the  case  affords  a 
striking  illustration  of  the  value  of  an  automatic  continuous  break,  which  would  at  once 
have  arrested  the  course  of  the  carriages  on  the  separation  occurring. 

Another  case,  in  which  the  tyre  of  a  wheel  in  the  tenth  vehicle  broke,  and  the  train 
ran  for  three  miles  afterwards  before  it  was  observed  by  the  engine-driver  and  before 
it  was  stopped,  shows  the  importance  of  securing  the  tyres  in  such  a  manner  as  to 
prevent  the  tyres  from  leaving  uie  wheel  in  case  of  fracture.  This  has  been  repeatedly 
pointed  out  by  the  Board  of  Trade.  In  this  instance  had  the  train  been  fitted  with 
continuous  breaks,  the  train  might  have  been  stopped  sooner.  Two  other  cases 
exemplified  the  danger  of  running  mixed  trains,  especially  when  made  up  with  the 
goods  waggons  in  front. 

The  total  casualties  reported  to  the  Board  of  Trade  comprise,  as  will  be  seen  by  the 
return  of  accidents,  540  cases  of  axle  failure,  1,034  cases  of  tyre  failure,  20  cases  of 
wheel  failure,  16  cases  of  coupling  failure,  10  cases  of  the  failure  of  parts  of  locomotive 
boilers,  and  5  cases  of  failure  of  machinery,  springs,  &c.  of  engines. 

C. — Accidents /rom  TVains  entering  Stations  at  too  great  Speed. 

Only  two  cases  were  inquired  into  under  this  head;  in  one  case  one  passenger  and  in 
the  other  cage  13  passengers  were  injured.  In  both  cases  the  want  of  sufficient  care  on 
the  part  of  the  driver  was  evidenced. 

Eighteen  other  casualties  of  a  similar  nature  were  also  reported  to  the  Board  of  Trade, 
but  were  not  investigated,  as  the  causes  were  apparent  from  the  returns  sent  in  by  the 
companies.  r^  ^^^\^ 
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The  small  number  of  these  casualties  is  satisfactory,  and  reflects  credit  upon  the 
care  which,  as  a  rule,  is  displayed  by  the  engine-drivers  in  the  discharge  of  their  duties. 
The  use  of  more  effective  and  in  some  cases  of  continuous  breaks  in  the  hands  of  the 
drivers,  and  improved  station  arrangements,  doubtless  contributed  to  the  comparative 
immunity  from  accident  under  this  head. 

D. —  Collisions  between  Engines  and  Trains  following  one  another  on  the  same  Line  of 
Rails,  excepting  at  Junctions,  Stations,  or  Sidings. 

The  three  investigated  accidents  in  this  class  show  a  decrease  as  compared  with  the 
previous  year,  both  as  regards  the  number  of  accidents  and  injuries,  five  passengers  and 
two  servants  of  companies  only  having  been  injured. 

Two  of  the  collisions  appear  to  have  been  caused  by  the  want  of  attention  on  the 
part  of  the  servants  of  the  company.  The  third  would  seem  to  have  been  due  to  the 
fracture  of  a  coupling  of  a  waggon  of  a  goods  train,  owing  to  which  two  waggons  were 
left  on  the  line  and  were  nm  mto  by  a  following  train,  causing  injury  to  two  servants 
of  the  company.  This  could  not  have  happened  if  the  traffic  had  been  properly  worked 
on  the  absolute  block  system. 

E. — Collisions  at  Junctions. 

Nine  investigated  accidents  occurred  in  this  class,  namely,  collisions  at  junctions, 
occasionine:  the  death  of  13  passengers,  and  injury  to  318  passengers  and  6  servants  of 
companiesT  In  8  case^  there  was  negligence  or  want  of  care  on  the  part  of  the  ofticers 
or  servants  of  the  companies.  In  2  cases  there  was  defective  telegraph  working.  In 
2  cases  there  were  insuflficient  or  inadequately  enforced  regulations.  In  3  cases 
defective  signal  or  point  arrangements.  In  2  cases  there  was  inadequate  or  unsuitable 
break -power.  And  in  2  cases  m  sufficient  or  defective  accommodation  for  the  require- 
ments of  the  traffic. 

Of  these  8  collisions,  2  occurred  on  the  Great  Eastern  Railway,  2  on  the  Midland 
Railway,  one  on  the  London  and  North-Western  Railway,  one  on  the  London,  Brighton, 
and  South  Coast  Railway,  one  on  the  North  British  Railway,  one  on  the  South  Eastern, 
and  one  on  the  Taff  Vale  Railway. 

The  accidents  in  this  class,  though  less  in  number  than  in  the  preceding  year,  were 
in  several  cases  attended  with  serious,  and  in  two  cases  especially  with  disastrous 
results.  One  of  these,  which  occurred  on  the  Great  Eastern  Railway  at  Stratford, 
during  a  dense  fog,  by  which  17  passengers  were  injured,  was  occasioned  by  the 
mistake  of  the  fog-signalman.  Another,  on  the  same  railway,  at  Stepney  junction,  by 
which  24  passengers  were  injured,  was  due  to  the  signal-arm  not  obeying  the  motion 
of  the  lever.  One,  on  the  Midland  Railway,  at  Settle  junction,  by  which  6  passengers 
and  4  servants  of  the  company  were  injured,  was  due,  as  in  another  case  enumerated 
in  this  class,  to  the  practice  of  permitting  trains  from  more  than  one  direction  to 
approach  a  junction  at  the  same  time.  One  case  on  the  London,  Brighton,  and  South 
Coast  Railway  at  the  Bricklayers  Arms  junction,  by  which  168  passengers  were  injured 
by  an  up  excursion  train  coming  into  collision  with  two  light  engines,  was  due  to  the 
practice  followed  by  the  South  Eastern  Railway  Company  of  passmg  some  of  its  light 
engines  and  empty  passenger  trains  between  London  Bridge  and  the  Bricklayers  Arms 
station  by  way  of  this  junction.  One  case  occurred  on  the  South-Eastern  Railway, 
at  Charlton  station,  in  which  the  driver  of  a  down  train  mistook  the  green  head-]ight 
on  the  engine  of  the  up  train  for  what  he  thought  was  a  green  hand-lamp  signaL  The 
use  of  these  hand-lamps  is  a  practice  which  should  not  be  allowed  to  set  aside  the 
arrangement  of  signals  and  interlocking  of  points.  Another  case,  iby  far  the  most 
serious  in  its  consequences  of  any  which  occurred  during  the  year,  by  which  13  pas- 
sengers were  killed  and  93  injured,  took  place  on  the  Taff  Vale  Railway  at  the 
Rhondda  Branch  junction.  This  accident  resulted  from  the  unfortunate  mistake  of  a 
signalman,  and  from  the  mode  employed  in  working  the  traffic  on  a  wrong  line  of 
railway,  which  was  not  provided  witn  out-of-door  signals  to  check  anj-  mistake  which  a 
signalman  might  make. 

In  4  of  the  cases  included  in  this  class,  if  the  trains  had  been  fitted  with  continmm 
breaks  under  the  control  of  the  engine-driver,  the  collisions  might  probably  have  been 
altogether  avoided  or  greatly  mitigated  in  their  effects. 


F. —  Collisions*  within  fxed  Signals  at  Stations  or  Sidings. 
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There  were  38  investigated  accidents  under  this  class,  or  6  less  than  in  the  previous 
year,  all  of  which  occurred  within  fixed  signals  at  stations  or  sidings,  and  caused  the 
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death  of  5  passengers  and  3  servants  of  companies,  and  injury  to  395  passengers  and 
27  servants  of  companies.  This  class  of  accidents  continues  to  be  quite  as  formidable 
as  in  previous  years,  containing  no  less  than  35  per  cent,  of  the  108  investigated  train 
accidents.  Notwithstanding  the  decrease  in  the  number  of  collisions,  38  as  against  44 
in  the  previous  year,  the  number  of  passengers  killed  and  injured  show  a  large  increase ; 
it  is  stated,  however,  with  regard  to  the  passengers  injured,  tfiat  except  in  a  few  cases  the 
injuries  were  comparatively  slight. 

Out  of  the  38  cases  inquired  into,  there  were  no  less  than  36  cases  of  negligence  or 
mistake  on  the  part  of  the  officers  or  servants ;  10  cases  of  defective  system  for  securing 
intervals  of  space  between  trains,  or  want  of  blockitelegraph  working;  9  cases  of 
defective  arrangements  of  signals  or  points,  or  of  want  of  locking  apparatus  or  safety 
points;  18  cases  of  inadequate  or  unsuitable  break-power;  6  cases  of  insufficient  or 
madequately  enforced  regulations;  3  cases  of  insufficient  accommodation;  6  cases  of 
foggy  weather  ;  and  7  cases  of  excessive  speed. 

Thirteen  of  the  cases  were  primarily  due  to  the  mistakes  or  incaution  of  engine- 
drivers  in  working  their  trains  or  to  disregard  of  signals;  15  to  the  mistakes  or  neglect 
of  signalmen;  2  to  the  inattention  of  guards;  3  to  the  neglect  of  shxmters;  amongst 
other  causes,  one  was  due  to  the  use  of  wire-locking  instead  of  rod-lockirtg  of  points,  a 
matter  to  which  the  attention  of  the  railway  companies  was  specially  called  in  the  Report  of 
last  year ;  2  to  defective  station  airrangements ;  one  to  the  improper  coupling  of  a  waggon 
in  a  mixed  train ;  6  were  partly  due  to  the  want,  or  the  proper  working,  of  the  block- 
telegraph  system ;  3  cases  might  have  been  prevented  by  proper  interlocking  of  points 
and  signals  ;  3  cases  might  have  been  prevented  by  interlocking  the  points  and  signals 
with  the  telegraph  instruments  for  working  the  block  sj^stem ;  one  case  was  partly  due 
to  the  continuous  breaks  not  being  available  for  the  use  of  the  driver  as  well  as  of  the 
guard ;  in  one  case  had  the  driver  possessed  control  over  a  continuous  break  applying 
to  the  engine  and  tender  as  well  as  to  the  vehicles  composing  the  train,  instead  of  to 
only  four  of  the  vehicles,  the  force  of  the  collision  might  have  been  much  reduced ;  in 
one  case  the  vacuum  break  failing  to  act  when  put  on,  fiirnished  a  strong  argument 
in  favour  of  automatic  breaks;  in  l6  other  cases  the  collisions  might  have  been 
either  altogether  prevented  or  the  evils  mitigated  had  the  train  been  fitted  with 
continuous  breaks  in  the  hands  of  the  driver.  In  2  of  the  latter  cases,  both  occurring 
on  the  same  day,  namely,  one  at  the  Citadel  station  at  Carlisle,  and  the  other  at 
Drumhurgh  on  the  North  British  Railway,  no  less  than  107  persons  were  injured, 
though  not  severely,  it  is  stated,  both  of  which  might  have  been  prevented  had  the 
trains  been  provided  with  continuous  breaks.  The  lamentable  accident  which 
occurred  on  the  London,  Chatham,  and  Dover  Railway  at  Sittingbourne,  by  which  an 
up  train,  timed  to  travel  at  a  speed  of  40  miles  an  hour,  came  into  collision  with  some 
trucks  which  had  been  shimted  by  mistake  across  the  main  up  line  as  the  train  was 
approaching,  would  have  been  rendered  impossible  had  the  points  and  signals  been 
properly  interlocked  ;  and  the  very  serious  effects  of  the  collision  might  have  been 
greatly  mitigated  had  the  train  been  provided  with  continuous  breaks  in  the  hands  of 
the  driver. 

Eighteen  companies  were  concerned  in  the  38  accidents,  which  were  distributed 
amongst  them  as  follows : — 8  to  the  London  and  North-Westem,  3  to  the  Caledonian, 
3  to  the  Great  Western,  3  to  the  Lancashire  and  Yorkshire,  3  to  the  Midland,  2  to 
the  North  London,  1  to  the  Belfast  and  County  Down,  1  to  the  Glasgow  and  South 
Western,  1  to  the  Great  Northern  of  Ireland  Railway,  1  to  the  London,  Brighton, 
and  South  Coast,  1  to  the  London,  Chatham,  and  Dover,  1  to  the  Manchester, 
Sheffield,  and  Lincolnshire,  1  to  the  Metropolitan,  1  to  the  Metropolitan  District, 
1  to  the  North  British,  1  to  the  North  Eastern,  1  to  the  Rhymney,  and  1  to  the 
South  Eastern  Railway. 

G. — Collisions  between  Engines  or  Trains  meeting  in  opposite  directions. 

There  were  three  investigated  accidents  in  this  class,  resulting  in  the  death  of  one 
servant  of  a  company  and  ^in  injury  to  one  passenger  and  two  servants  of  companies. 
In  all  three  cases  there  was  negligence ;  in  two  cases  there  was  a  defective  system  for 
securing  intervals  between  trains,  in  two  cases  defective  arrangements  of  signals  and 
interlocking  arrangements,  in  one  case  want  of  break  power,  and  in  one  case  defective 
maintenance  of  road. 

In  one  case  the  accident  was  primarily  caused  by  the  failure  in  working  of  the  up 
distant^signal ;  in  the  second  case  a  special  goods  train  came  into  collision  with  a  ballast 
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train  whch  had  been  taken  on  to  the  wrong  line  without  the  knowledge  of  the  signalman, 
the  points  and  signals  not  being  interlocked ;  and  in  the  third  case  the  accident  was  due 
to  the  driver  not  having  his  train  under  proper  control  when  approaching  the  station, 
and  80  overrunning  the  station  loop. 

H. — Accidents  or  Collisions  on  Level  Crossings  of  Railways, 
No  accident  was  inquired  into  under  this  class. 

I. — Accidents  in  conseqicence  of  Engines  or  Trains  being  wrongly  turned  into  Sidings 

or  otherwise  throtigh  Facing  Points. 

There  were  1 1  investigated  accidents  in  this  class,  at  facing  points,  which  were  the 
occasion  of  death  to  two  passengers  and  one  servant  of  a  company,  and  injury  to 
55  passengers  and  8  servants  of  companies.  In  every  case  there  was  negligence  or 
mistakes  of  servants.  In  six  cases  there  were  defective  signal  or  point  arrangements 
or  want  of  locking  apparatus,  in  three  cases  there  were  insufficient  or  unsuitable  break 
power,  and  in  one  case  defective  maintenance  of  road. 

Six  of  these  collisions  were  primarily  due  to  the  mistakes  or  neglect  of  signalmen. 
Two  of  the  six  cases,  in  one  of  which  2  passengers  were  killed  and  15  were  injured, 
were  due  to  the  points  being  shifted  before  the  whole  of  the  carriages  of  the  train  had 
passed  over  them,  showing  the  necessity  of  locking-bars.  In  two  other  of  the  six  cases 
the  interlocking  gear  was  out  of  order.  In  four  cases  collisions  were  due  to  neglect  on 
the  part  of  the  ground  pointsman  to  attend  pro|)erly  to  the  points  under  his  charge, 
showing  the  necessity  of  general  adoption  of  the  interlocking  system.  In  one  case  the 
accident  was  due  to  the  forgetfulness  of  an  engine-driver.  In  one  case,  in  which 
10  passengers  were  injured,  had  the  continuous  breaks  been  in  working  order,  the 
accident  would  probably  have  been  prevented.  In  another  case,  in  which  6  passengers 
were  injured,  the  application  of  contmuous  breaks  reduced  the  speed  to  three  or  four 
miles  an  hour.  In  another  case,  in  which  17  passengers  were  injured,  if  there  had  been 
continuous  breaks  throughout  the  length  of  the  train  under  the  control  of  the  driver, 
instead  of  two  sections  of  continuous  breaks  at  its  extremities,  the  collision  might  probably 
have  been  prevented. 

J. — Accidents  on  Inclines. 

There  were  11  accidents  in  this  class, 'viz.,  on  inclines,  which  were  the  occasion  of 
death  to  5  servants  of  the  companies,  and  injury  to  71  passengers  and  8  servants  of 
the  companies.  In  seven  cases  there  was  negligence  or  mistakes  of  the  companies 
servants  ;  in  one  case  there  was  a  defective  system  for  securing  intervals  between  trains ; 
in  one  case  there  was  inadequately  enforced  regulations ;  in  four  cases  there  was  defective 
signal  or  point  arrangements ;  in  one  case  inadequate  accommodation,  in  one  case  defective 
construction  of  road ;  and  in  three  cases  fracture  or  unloosening  of  couplings. 

The  worst  of  these  accidents,  that  on  the  Brecon  and  Merthyr  Railway,  by  which 
four  servants  of  the  company  were  killed  and  four  injured,  occurred  to  a  mixed  mineral 
and  goods  train  with  three  engines,  which  became  unmanageable  and  obtained  a  speed  of 
60  miles  an  hour,  and  ran  off  the  line  at  a  curve  and  over  a  road  bridge.  This  accident 
vas  caused  by  the  driver  starting  from  the  preceding  stopping  place  at  such  a  speed  as  to 
prevent  the  brakesmen  pinning  down  the  whole  of  the  breaks  on  the  waggons.  Two  cases, 
in  which  10  passengers  and  3  passengers  respectively  were  injured,  were,  in  each  case, 
caused  by  the  pilot  engine  running  into  the  tram  it  was  to  help  up  the  incline.  One  case, 
causing  injury  to  30  passengers  in  an  excursion  train,  was  due  to  the  imcoupling,  before 
the  guard  had  put  down  his  breaks  and  sprags,  of  13  loaded  trucks,  which  ran  back  and 
came  into  collision  with  the  excursion  tram.  One  case,  causing  injurj'^  to  12  passengers, 
was  caused  by  the  neglect  of  the  guards  to  put  the  breaks  on  the  carriages  before 
uncoupling  them  from  the  two  engines  with  which  they  afterwards  came  into  collision  on  a 
descending  gradient.  In  one  case  four  passengers  were  injured  by  some  trucks,  detached 
by  the  breaking  of  a  link  of  a  goods  train,  running  back  and  coming  into  collision  with 
a  following  passenger  train.  Three  other  cases  in  which  trains  became  divided,  were 
fortunately  unattended  with  personal  injury.  In  one  case,  upon  a  mixed  train  being 
uncoupled,  part  of  it  ran  back,  owing  to  the  block  of  the  breaks  being  frozen  and 
incapable  of  action ;  and  in  another  case  a  passenger  train,  unable  to  get  up  an  incline, 
^as  run  into  by  another  passenger  train  at  the  junction,  to  which  it  had  slipped  back,  the 
result  being  injury  to  three  passengers  and  one  servant ;  had  the  train  been  fitted  with 
continuous  breaks  placed  under  the  control  of  the  driver,  he  could  have  prevented  it 
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slipping  back.  In  one  of  the  preceding  cases,  if  the  traitt  had  been  provided  with  con- 
tinuous breaks,  the  effects  of  tne  collision  would  have  been  mitigated ;  and  in  another  of 
those  cases  due  to  the  couplings  breaking,  if  the  train  had  been  provided  with  an 
automatic  continuous  break,  the  run  back  would  not  have  taken  place ;  and  in  two  of 
the  cases,  if  the  usual  siding  or  station  catchpoints  had  been  provided,  the  carriages 
would  not  have  run  back. 

M. — Miscellaneous. 

In  this  class  are  enumerated  six  cases  of  fatal  accidents,  inquired  into,  to  passengers 
in  getting  out  of,  or  attempting  to  get  into,  trains  in  motion.  One  fatal  accident  at  a 
level-crossing.  One  case  in  which  a  passenger  looking  out  of  a  carriage  window,  was  killed 
by  his  head  coming  into  contact  with  the  side  of  the  tunnel.  One  case  in  which  an  under- 
guard  looking  out  of  the  window,  was  killed  by  his  head  striking  against  a  scaffold  pole 
erected  for  the  repair  of  a  bridge.  One  inquiry  was  into  an  accident  to  a  train,  on  the 
Metropolitan  District  Railway,  caused  by  the  guard  in  the  rear  carriage  applying  the 
sectional  breaks  by  which  the  train  became  divided.  This  accident  mmishes  an 
example  of  the  advantage  of  continuous  breaks  in  the  hands  of  the  driver  over  those 
commonly  termed  sectional  breaks.  One  inquiry  was  made  into  the  circumstances 
under  which  a  collision  between  two  passenger  trains  was  avoided  on  the  Metropolitan 
District  Railway  by  the  prompt  action  of  the  Westinghouse  air  continuous  break.  This 
case  is  another  evidence  of  the  expediency  of  having  all  trains  fitted  with  efficient 
continuous  breaks  under  the  control  of  the  driver. 


General  Summary. 

The  investigated  train-accidents  for  1878  were  108  in  number,  against  146  for  1877j 
149  for  1876,  l6l  for  1875,  168  for  1874,  241  for  1873,  and  238  for  1872;  and  the 
usual  causes  contributed  or  combined  to  produce  them  in  the  following  proportions  for 
each  of  the  seven  years  : — 

Causes. 


No8.  of  Cases. 

1872. 

1873. 

1874. 

1875. 

1876. 

1877. 

1878.    ' 

4 
11 

16 

11 

4 

4 
16 
24 
12 

6 

5 

5 

13 

8 
4 

5 
11 
20 

6 

4 

3 
8 

19 
6 

11 

8 

7 

21 

10 

13 

9 
6 
12 
8 
9 

13 

37 

18 

23 

23 

16 

6 

7 
8 

17 
12 

1 
6 

12 
10 

8 
21 

7- 
27 

2 

28 

Fracture  or  unloosening  of  couplings 

Defective  maintenance  of  rolling-stock    - 
„  „  of  road  or  works  - 

Defective  construction  of  rolling-stock    - 
„  „  of  road  or  works 

Insufficient  or  defective  accommodation 
for  the  requirements  of  the  traffic 

Insufficient  establishment,  long  hours,  or 
inexperienced  servants 

Inadequate  or  imsuitabje  break  power    - 

Defective  arrangement  of  signals  or 
points,  or  want  of  or  defective  locking- 
apparatus,  or  want  of  safety-points  or 
locking-bars  or  bolts  -  -     71  78  49  53  48  41  21 

Insufficient    or    inadequately    enforced 

regulations     -  -      /     -  -     11  33  24  37  29  53  11 

Defective  system  for  securing  intervals 
between  trains,  or  want  of  telegraph- 
communication  or  of  block-system     -    42  59  36  43  25  23  18 

Negligence,  want  of  care,  or  mistakes  of 

officers  or  servants      -  -  -  180         182         126         126         101         101  81 

Excessive  speed,  having  regard  to  engine, 
road,  or  other  circumstances  -  -     16  12  9  13  18  23  12 

Foggy    or    stormy   weather,    or    snow-' 

storms  -  -  -  -     14  22  28  9  5  9  8 

The  number  of  causes  which  contributed  to  the  investigated  accidents  of  the  past 
year  are  considerably  less  than  those  of  the  previous  year,  1877,  the  number  of  accidents 
inquired  into  having  decreased  by  fully  one  fourth ;  there  is  at  the  same  time  a  very 
marked   decrease  in  the  number  of  instances  in  which  accidents  were   due,  amonsst 
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847  miles 

1,676 

99 

2,139 

99 

455 

59 

14 

99 

1,295 

99 

877 

99 
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other  causes,  to  defective  signal  and  point  arrangements,  or  to  defective  system  for 
securing  intervals  of  space  between  trains^  The  cases  of  insufficient  or  inadequately 
enforced  regulations  is  also  much  less.  The  cases  due  to  foggy  or  stormy  weather, 
or  cases  in  which,  the  insufficiency  of  break -power  contributed  to  the  accidents,  remain 
about  the  same.  Amongst  the  latter  cases,  however,  as  iu  the  past  year,  those  cases 
have  been  included,  in  which  it  was  reported  that  had  continuous  breaks  been  available 
on  the  trains  the  accident  might  have  been  mitigated  in  its  effect  or  have  been  altogether 
averted. 

The  principal  causes  which  led  to  the  accidents  appear  to  have  been — 

(1.)  Negligence,  want  of  care,  or  mistakes  ; 

Inadequate  or  unsuitable  break-power ; 

Defective  arrangements  of  signals,  points,  &c. ; 

Defective  system  for  securing  intervals  of  space  between  trains ; 

Defective  maintenance  of  rolling-stock  or  road  ; 

Excessive  speed ;  and 
(7.)  Insufficient  regulations ; 

the  most  serious  being  that  of  negligence  or  want  of  care  o^  mistakes  of  officers  and 
servants,  inadequate  or  unsuitable  break-power,  and  defective  arrangement  of  signals 
and  points. 

It  appears  that  of  the  108  train  accidents  investigated,  the  largest  number  occurred 
on  the  following  railways,  viz. : — 

12  on  the  Caledonian  ; 

12  on  the  London  and  North- Western  ; 

II  on  the  Great  Western ; 

5  on  the  Lancashire  and  Yorkshire ; 

5  on  the  Metropolitan ; 

5  on  the  Midland ; 

4  on  the  Great  Eastern  ; 

The  remaining  accidents  occurred  on  other  railways,  but  not  exceeding  three  on  any  one 
system. 

Total  Accidents  to  Passengers  and  Servants.   . 

It  will  only  be  necessary  in  this  place  to  refer  in  general  tenns  to  the  accidents  which 
occurred  on  railways  during  the  past  year,  as  the  information  may  be  obtained  from  the 
returns  already  made  to  Parliament. 

It  wiU,  however,  be  useful  to  compare  the  numbers  killed  and  injured  during  the  year 
1878  with  those  of  the  previous  year  1877. 

By  accidents  to  trains j  rolling  stocky  permanent  way,  Sfc,  24  passengers  and  15 
servants  were  killed,  and  1,173  passengers  and  156  servants  were  injured.  There  was, 
during  the  year  1878  as  compared  with  the  year  1877,  an  increase  in  the  number  of 
passengers  killed  of  13,  and  in  the  number  injured  of  509;  and  there  was  a  decrease  in 
the  number  of  servants  killed  of  7,  and  an  increase  in  the  number  injured  of  2. 

JBy  the  a^cddents  from  other  causey*  including  accidents  from  their  own  want  of 
caviion  or  misconduct ^  101  passengers  and  529  servants  were  killed,  and  579  passengers 
and  1,847  servants  injured.     This  was  a  decrease  in  the  number  killed  of  14  passengers 
and  91  servants,  and  in  the  number  injured  of  40  passengers  and  162  servants. 

In  these  numbers  are  included  6l  deaths  and  459  injuries  to  passengers  in  getting  in 
and  out  of  trains,  which,  as  compared  with  the  previous  year,  show  a  decrease  of 
2  passengers  killed  and  of  41  injured.  30  passengers  killed  and  19  injured  in  crossing 
the  lines  at  stations,  or  a  decrease  of  7  in  the  number  killed.  1  passenger  was  killed 
and  42  injured  by  the  closing  of  carriage  doors,  against  39  injured  in  the  previous 
year. 

*  It  has  not  been  deemed  right  to  include  among  these  figures,  although  returned  by  the  several  companies, 
the  number  of  servants  killed  and  injured  whilst  employed  in  the  workshops  or  warehouses,  or  in  loading  goods 
in  yards  of  the  companies,  and  consequently  not  employed  in  the  working  of  railways.  It  may  be  stated, 
however,  that  the  number  of  railway  servants  thus  killed  amounted  to  40,  and  the  number  of  those  injured 
to  1,795. 
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Amongst  other  classes  of  servants,  127  permanent- way  men,  and  63  porters, 
47  breaksmen  and  goods  guards,  45  shmiters,  19  engine-drivers,  24  firemen,  &c.  were 
killed. 

There  were  44  killed  and  313  injured  whilst  employed  in  coupling  or  uncoupling 
of  trains,  36  were  killed  and  208  injured  in  getting  on  or  off  engines,  51  killed  and  147 
injured  by  being  caught  between  trains,  24  killed  and  86  injured  by  falling  between 
trains  and  platforms,  86  killed  and  126  injured  whilst  working  on  the  permanent  way 
and  sidings,  134  killed  and  173  injured  whilst  walking,  crossing,  or  standing  on  the  line 
on  duty,  besides  others  killed  and  injured  employed  in  various  other  ways. 

These  accidents  to  the  servants  of  the  companies  employed  in  the  maintenance  of 
the  railways  and  variously  in  the  working  of  the  traffic,  appear  to  be  due  in  most  cases 
to  their  want  of  caution,  induced  perhaps  by  familiarity  with  danger. 

Accidents  to  Persons  other  than  Passengers  or  Servants  of  Railway  Companies. 

Trespassers,  as  usual,  form  the  largest  class  under  this  head ;  of  these  238  were 
killed  and  147  injured  during  the  year.  This  large  total  of  385  persons  killed  or 
injured,  including  so  large  a  proportion  of  fatal  cases,  shows,  as  there  has  been  occasion 
to  remark  in  previous  years,  that  personal  carelessness  contributes  .to  fatal  accidents  no 
less  than  the  want  of  precaution  by  the  companies. 

The  next  class  in  importance  is  that  of  persons  using  level  crossings,  of  whom  48 
were  killed  and  22  were  injured.  As  in  the  case  of  passengers,  these  accidents  would  be 
lessened  by  the  construction  of  footbridges  over,  or  passages  under,  the  railways.  In 
the  miscellaneous  class,  composed  mostly  of  persons  coming  to  the  railways  on  business, 
but  not  being  passengers  or  in  the  service  of  the  companies,  38  were  killed  and  83 
injured. 

The  large  number  of  persons  reported  during  each  year  as  having  been  killed  and 
injured  whilst  trespassing  upon  railways,  makes  it  a  matter  for  serious  consideration 
whether  all  is  done  that  can  be  devised  to  prevent  so  great  a  loss  of  life  ;  whether  the 
fences  and  gates  are  properly  maintained ;  whether  the  rules  are  sufficiently  stringent 
and  are  firinly  acted  upon  whenever  any  person,  for  any  reason  whatever,  is  found 
wrongfully  on  the  line. 

General  Remarks. 

Increased  Safety/  to  Passengers  consequent  upon  Improvements  in  Railway  Working. 

If  the  increased  safety  of  railway  travelling  may  be  judged  of  by  the  number  of 
accidents  to  railway  trains,  rolling  stock,  permanent  way,  and  by  the  number  of  passen- 
gers killed,  the  accidents  in  the  past  year  of  1878  will  contrast  most  favourably  with 
those  of  tlje  eight  preceding  years,  especially  when  it  is  taken  into  consideration  that 
both  the  number  of  trains  of  all  descriptions  and  the  number  of  passengers  have  largely 
increased.  Amongst  the  causes  which  have  led  to  this  greater  freedom  from  accidents, 
may  no  doubt  be  mentioned  the  more  general  interlocking  and  concentration  of 
signal  and  point  levers,  the  working  of  railways  upon  the  absolute  block  telegraph 
system,  and  the  exercise  of  the  powers  conferred  upon  the  Board  of  Trade  by  the 
Regulation  of  Railways  Act,  1871,  which  require  all  new  railway  works,  such  as 
stations,  junctions,  siding  connections,  cross-over  roads,  and  additional  lines  of  rails 
to  be  submitted  for  inspection  before  being  brought  into  use,  the  proper  arrange- 
ments of  these  works,  including  the  interlocking  and  signal  arrangements,  being 
closely  bound  up  with  the  workmg  of  the  block  system.  It  may  be  here  stated 
that  since  the  passing  of  that  Act  the  railway  companies,  or  the  greater  number 
of  them,  have  been  by  no  means  negligent  in  enlarging  and  re-arranging  their  station 
yards,  improving  their  stations,  providing  additional  lines  for  their  merchandize  and 
general  traffic,  and  in  doubling  their  single  lines.  On  these  new  works  being  sub- 
mitted for  inspection,  care  has  been  taken  to  eliminate,  as  far  as  possible,  all  elements  of 
danger ;  unnecessary  facing-points  have  been  disallowed,  and  others  have  been  required 
to  be  provided  with  proper  facing-point-locks  and  locking-bars,  and  other  requirements 
whix^h  were  considered  necessary  for  the  safety  of  the  public  travelling  on  railways  have  been 
insisted  upon.  A  reference  to  the  tables  in  the  Appendix,  No.  4,  attached  to  this  report, 
will  show  that  the  length  of  railway  opened  for  traffic  has  increased  between  December 
1873  and  December  1878  by  nearly  1,300  miles,  or  7*9 per  cent.;  that  the  number  of 
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miles  travelled  by  trains  of  all  descriptions  in  each  year,  from  and  including  1873  to 
the  end  of  1878,  has  increased  from  197  millions  to  rather  more  than  222  millions,  or  12*7 
per  cent. ;  that  the  number  of  passengers  carried,  exclusive  of  season  ticket  holders,  has 
mcreased  from  455  millions  in  1873  to  nearly  565  millions  in  1878,  or  24  per  cent. ;  and 
the  number  of  tons  of  merchandise  and  minerals  carried  have  during  the  same  years 
increased  from  nearly  191  millions  to  nearly  207  millions,  or  8*3  per  cent. ;  yet,  notwith- 
standing this  increase  in  the  length  of  railway  brought  into  use  in  this  period,  the  very 
great  increase  in  the  mileage  of  trains,  and  in  the  number  of  passengers  and  the  number 
of  tons  of  minerals  and  merchandise  carried,  the  accidents  arising  in  the  working  of 
railways  shows  a  remarkable  decrease  in  the  past  year  as  compared  with  the  year  1873 
and  each  of  tlic  succeeding  years,  the  njumber  of  such  accidents  having  decreased  from 
459  to  363.  If  the  number  of  collisions  included  in  those  accidents  alone  are 
considered,  they  will  also  show  during  the  year  1878  a  still  greater  improvement,  the 
number  having  decreased  from  253  to  179,  whilst  the  proportion  to  the  whole  number 
of  those  accidents  show  separately  a  gradual  but  very  satisfactory  decrease  of  from  55 
per  cent,  in  1873,  to  53  per  cent,  in  1874,  to  49  per  cent,  in  1875,  to  45  per  cent,  in 
J  876,  to  46  per  cent,  in  1877,  and  to  49  per  cent,  in  1878. 


Absolute  Block  and  Interlocking  Systems. 

A  reference  to  the  tables  in  the  Appendix  will  show  that  the  comparative  reduction  in 
the  number  of  accidents  to  trains  durmg  the  past  year  has  been  concurrent  with  the  intro- 
duction and  extension  of  the  absolute  telegraph  block  system.  At  the  end  of  the  year 
1873,  a  proportion  of  6,217  miles,  out  of  16,082  miles  open,  was  worked  on  that  system, 
since  which  time  the  proportion  has  been  extended  to  10,287  miles  out  of  17,359  miles 
open  at  the  end  of  1878.  The  10,287  miles  so  worked  consisted  of  7,078  miles,  or 
more  than  three-fourths  of  the  entire  length  of  double  line  of  railway  open,  and  3,209 
miles  or  nearly  the  half  of  the  entire  length  of  single  line  of  railway  open.  In  other  words, 
the  increased  number  of  miles  worked  on  the  absolute  block  system,  which  amounted 
to  nearly  38  per  cent,  of  the  entire  length  of  railway  open  at  December  1873,  amounted 
to  59  per  cent,  of  the  entire  length  of  railway  open  at  December  1878.  Thus  a  very 
large  proportion  of  the  main  lines  and  branch  lines  of  railway  in  England  and  Scotland 
are  now  worked  on  the  absolute  block  system. 

By  a  further  reference  to  the  returns  presented  to  Parliament,  from  which  more 
detailed  information  may  be  obtained,  it  will  be  seen  that  77  per  cent,  of  the  length  of 
double  lines  of  way,  or  an  increase  during  the  year  of  3  per  cent.,  is  now  worked  on  the 
absolute  block  system,  and  that  the  number  of  signal  and  point  levers  interlocked  amount 
to  71  per  cent. 

It  may  also  be  observed  from  those  returns,  that  of  the  important  railway  companies  in 
England,  the  Manchester,  Sheffield,  and  Lincolnshire  ranks  the  lowest  in  the  length  of 
double  line  worked  on  the  absolute  block  system,  45  per  cent,  being  only  so  worked  ; 
that  in  Scotland,  the  North  British  has  only  31  per  cent.,  and  the  Glasgow  and  South- 
western, 33  per  cent. ;  and  that  in  Ireland,  the  amount  of  line  so  worked  is  altogether 
insignificant,  being  only  14  per  cent,  of  the  522  miles  of  double  line. 

VVith  regard  to  the  interlocking  system,  the  important  companies  in  England  who  rank 
the  lowest  in  this  respect,  are  the  Great  Eastern  and  the  South  Eastern ;  in  Scotland, 
the  Great  North  of  Scotland  has  only  12  per  cent.,  the  Highland  28  per  cent.,  and 
the  North  British  36  per  cent. ;  and  in  Ireland,  the  Waterford  and  Limerick  has  onh^ 
14  per  cent.,  the  Great  Northern  of  Ireland  16  per  cent,  and  the  Great  Southern  and 
Western  1 8  per  cent. 

There  appears  no  reasonable  excuse  for  the  slow  progress  in  the  adoption  of  those 
systems,  so  necessary  for  the  safe  working  of  the  railways  belonging  to  those  com- 
panies, and  great  responsibility  will  rest  upon  them  should  any  serious  accidents  occur 
which  could  have  been  prevented  by  these  means.  In  Ireland  it  is  most  desirable  that 
the  companies  should  no  longer  postpone  the  adoption  of  these  safeguards.  In  several 
reports  of  inquiries  into  accidents  on  Irish  railways  it  has  been  stated  that  had  those 
systems  been  in  force  the  accidents  could  not  have  occurred. 

It  is,  however,  satisfactory  to  observe  with  regard  especially  to  the  railways,  in  England, 
with  the  exception  of  the  instances  mentioned  above,  that  the  companies  have  been 
making  in  the  past  and  previous  years  great  exertions  in  re-organizing  their  lines^and  signal 
arrangements,  and  introducing  the  interlocking  system,  and  have  thus  been  able  to  do 
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much  to  perfect  the  absolute  electric  block  working  on  their  railways.  It  is  to  be  hoped 
that  the  companies  will  not  relax  their  efibrts  until  the  whole  of  their  interlocking  nas 
been  completed,  and  that  when  completed  due  precautions  will  be  taken  for  the  proper 
maintenance  and  working  of  the  system.  It  is  also  to  be  hoped  that  no  great  length 
of  time  will  be  allowed  to  elapse  before  all  their  lines,  including  the  junctions,  which 
are  in  some  cases  worked  in  an  improper  manner,  will  be  worked  on  the  absolute  block 
system ;  and  further  that  the  companies  will  see  the  necessity  of  working  their  single 
lines  on  the  train  staff  and  block  systems ;  and  of  changing  the  mode  of  working  of 
those  lines  now  worked  by  the  aid  of  the  electric  telegraph  only. 

Another  precaution  to  be  observed  in  connection  with  the  interlocking  system  is,  that 
all  facing  points  should  be  secured  during  the  passage  over  them  of  a^train  by  efficient 
facing  point  locks  and  locking  bars,  or  by  some  other  effectual  means  which  will 
effectually  prevent  the  points  from  being  pidled  over  by  the  signalman  until  the  train 
has  passed.  A  serious  accident  occurred  from  the  neglect  of  this  precaution  during  the 
past  year  at  Chester,  in  which  afler  five  of  the  carriages  of  a  train  had  passed,  the 
remaining  carriages  were  turned  into  and  took  anothier  direction,  and  were  consequently 
upset,  2  passengers  being  killed  and  15  injured.  It  is  a  matter  for  regret  that  the 
managers  of  railway  companies  after  the  accidents  which  have  occurred  from  this  cause, 
should  allow  facing-points  to  exist  upon  any  passenger  line  without  this  necessary 
precaution. 

But  the  most  serious  colh'sions  during  the  year, — the  one  on  the  Taff  Vale  Railway 
near  Pontypridd,  in  which  13  passengers  were  killed  and  93  injured,  although 
primarily  due  to  a  mistake  of  a  signalman,  really  resulted  from  the  working  of  traffic 
on  a  wrong  line  of  railway,  not  provided  with  out-of-door  signals  to  check  any 
mistake  which  a  signalman  might  make.  Another — a  collision  on  the  London, 
Chatham,  and  Dover  Railway  at  Sittingbourne,  in  which  5  persons  were  killed  and 
about  80  injured,  was  caused  by  the  neglect  of  the  head  guard  and  a  mistake  of  a  porter 
in  moving  the  wrong  lever,  and  thereby  turning  some  goods  waggons  across  the  main 
line  on  which  a  cheap  fast  up  train  was  advancing  at  a  speed  of  upwards  of  40  miles  an 
hour ;  this  mistake  could  not  have  been  made  had  the  signals  and  point  levers  been 
properly  interlocked. 

In  two  other  collisions — one,  in  which  39  passengers  were  injured  in  a  train  which  was 
standing  at  Paisley  station,  and  which  was  run  into  by  a  following  train,  was  due  to  the 
want  of  the  absolute  block  system  of  working ;  and  the  other,  in  which  46  passengers 
were  injured  at  Drumburgh  on  the  North  British  Railway,  in  a  coUisicm  between  two 
excursion  trains,  was  owing  to  the  want  of  a  proper  system  of  interlocking.  In  another 
case  38  passengers  in  a  passenger  train  at  Beccles  station  on  the  Great  Eastern  Railway 
were  injured  by  a  collision  with  a  runaway  sand  train,  which  might  have  been  turned 
into  a  siding  had  the  points  and  signals  at  the  station  been  concentrated  in  a  cabin. 

Out  of  these  six  collisions,  resulting  in  the  death  of  20  and  injury  to  311  passengers, 
five  were  due  to  the  want  of  either  the  interlocking  or  block  systems,  and  would  not 
have  occurred  had  those  systems  been  in  force. 

In  the  reports  of  inquiry  into  certain  collisions,  the  advisability  of  adopting  recent 
improvements  for  preventing  as  far  as  possible  the  naistakes  which  arise  between  signal- 
men in  working  the  absolute  block  system  has  been  commented  upon.  In  the  case  of 
a  collision  on  the  Metropolitan  Railway  at  Baker  Street  station,  in  which  12  passengers 
were  injured,  it  was  suggested  that  if  the  points  and  signals  had  been  combined  with  the 
electric  working  of  the  block  sj^stem  by  either  of  the  systems  recently  invented,  the 
collision  would  have  been  prevented.  In  the  report  of  a  collision  which  occurred  at  the 
Shoreditch  station  on  the  North  London  Railway,  in  which  six  passengers  and  two  of 
the  companies  servants  were  injured,  it  was  suggested  as  deserving  of  consideration 
whether  those  improvements  for  electrical  block  working  would  not  have  prevented  the 
mistakes  which  led  to  the  collision. 

In  the  report  of  an  inquiry  into  a  collision  which  occurred  at  Dalston  junction  on  the 
North  London  Railway,  by  which  15  passenejers  were  injured,  a  similar  suggestion  was 
made  as  to  the  desirability  of  adopting  mechanical  means,  by  electricity,  for  preventing 
similar  mistakes  in  working  the  absolute  block  system. 

Mixed  Passenger  and  Ooods  Trains. 

The  practice  on  some  railways  of  running  trains  composed  partly  of  passenger  carriages 
and  partly  of  goods  and  other  waggons,  has  also  been  made  the  subject  of  comment 
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In  several  of  the  reports  of  inquiry,  and  recommendations  have  been  mode  that  such  a 
practice  should  be  discontinued  wherever  practicable. 

Propelling  Trains  on  Injclines. 

The  objectionable  and  dangerous  practice  also  employed  on  some  railways  of  assisting 
traiBs  up  inclines  by  means  of  pilot  engines  in  the  rear  instead  of  in  front,  has  led  to 
several  accidents  in  the  past  year  and  should  be  discontinued. 

Catch-points  on  Inclines. 

Some  accidents  have  occurred  also  during  the  past  year,  fortunately  not  resulting 
in  very  grave  injury,  from  the  want  of  catch-points  at  stations  or  sidings  on  inclines. 
In  one  case  a  part  of  a  train  ran  back  for  more  than  three  miles,  and  in  another 
case  a  very  considerable  distance,  and  were  only  stopped  by  a  change  of  gradient,  but 
the  result  in  each  case  might  have  been  most  disastrous  if  a  train  had  been  met  on 
the  line.  Under  these  circumstances  it  is  not  too  much  to  require  the  railway  com- 
panies to  see  that  all  necessary  catch-points  are  provided,  not  merely  in  reference  to  new 
lines  or  new  works  submitted  for  inspection,  but  also  on  all  their  railways  on  which 
passenger  traflBc  is  carried. 

Continuous  Footboards. 

Six  cases  of  fatal  accidents  to  passengers  attempting  to  get  into  or  out  of  railway 
carriages  whilst  the  trains  were  in  motion  were  inquired  into  during  the  year,  all  of 
which  appeared  more  or  less  to  be  due  to  their  own  imprudence  or  want  ot  care.  By 
a  reference  to  the  returns,  however,  it  will  be  seen  that  no  less  than  61  passengers  were 
killed  and  459  injured  from  this  cause  alone.  Taking  into  consideration  that  565  millions 
travelled  by  trains  during  the  year,  and  the  recklessness  or  impatience  of  passengers  too 
often  seen  in  getting  in  or  out  of  the  carriages  before  the  train  has  stopped  or  after  it 
has  got  into  motion,  it  cannot  be  a  cause  for  surprise  that  so  many  are  injured  or  meet 
with  some  mishap  ;  but  that  persons  falling  under  such  circumstances  should  be  liable  to 
be  dragged  under  the  wheels  of  the  carnages,  seems  to  indicate  that  proper  means  bf 
entering  and  leaving  the  carriages  are  not  provided.  It  is  to  be  hoped  that  the  narrow 
iron  step  will  be  abolished,  and  that  proper  continuous  footboards  will  be  provided,  so 
as  to  render  it  impossible  for  a  passenger  to  be  injured  in  this  way. 

Replies  to  a  circular  addressed  to  the  railway  companies  have  been  received,  in  many 
instances  giving  an  assurance  of  their  intentions  both  with  regard  to  the  height  of 

Elatform  and  the  fitting  of  suitable  footboards.      Under  these  circumstances  it  is  to 
e  hoped  that  before  a  long  time  has  elapsed,  this  class  of  accident  may  be  reduced  to 
a  minimum. 

Defective  Permanent  Way. 

In  2  investigated  accidents,  one  on  the  Cork  and  Macroom  Railway,  in  which 
3  passengers  were  killed  and  50  were  injured,  and  2  servants  of  the  company  were  killed, 
the  cause  was  found  to  arise  from  the  very  defective  permanent  way,  which  was  also  the 
case  at  an  accident  on  the  Bishops  Castle  Railway.  In  both  these  cases  the  Board  of 
Trade  suggested  to  the  companies  the  propriety  of  at  once  reducing  the  speed  -of  their 
trains.  The  lines  have  since  been  put  into  a  satisfactory  condition,  and  the  trains  are 
now  running  as  usual. 

Level  Crossings  ofRoads^  Sfc. 

Complaints  have  been  and  are  continually  being  received  from  road  authorities  and 
other  parties,  not  only  on  the  score  of  inconvenience,  but  of  danger,  to  persons  travelling 
on  the  roads  crossing  railways  on  the  level,  especially  on  those  lines  on  which  the  traffic 
has  greatly  increased,  and  on  some  of  which  more  than  a  double  line  of  way  has  been 
laid. 

Complaints  have  also  been  received  of  the  danger  to  passengers  at  stations  where  they 
may  have  to  pass  across  the  line  from  one  platform  to  another. 

It  certainly  appears  only  reasonable  that  this  danger  to  passengers  wherever  there  is 
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a  large  traffic  and  always  where  there  is  more  than  a  double  line  of  way,  should  be 
guarded  against  by  the  construction  of  foot-bridges  or  subways.  Considerable  progress 
has,  however,  been  made  iu  this  respect. 

With  regard  to  level -crossings  over  turnpike  or  public  carriage  roads,  footpaths,  and 
even  over  occupation  roads  or  any  private  ways  across  a  railway,  where  there  is  a  large 
traffic  or  where  the  importance  of  the  traffic  is  such  as  to  necessitate  the  laying  down  of 
additional  lines  of  rails  or  sidings  upon  their  railways  beyond  a  double  line,  it  would 
appear  only  reasonable  that  the  companies  should  be  required  to  build  bridges  for  all 
such  roads,  except  in  cases  in  which  the  building  of  bridges  would  be  impossible  or 
inconvenient  for  public  use.  In  some  cases,  however,  it  may  be  a  question  whether  the 
road  authorities  should  not  contribute  in  some  proportion  to  the  expense. 

Cmitintcous  Breaks. 

In  26  cases  of  accidents  inquired  into,  it  was  reported  that  had  the  trains  been  fitted 
with  continuous  breaks  iu  the  hands  of  the  driver,  the  consequences  might  liave  been 
cither  alto^ther  prevented,  or  their  effects  in  some  degree  mitigated.  The  accidents 
to  which  these  remarks  apply,  caused  the  death  of  5  and  injuries  to  307  passengers  and 
22  sei  vants  of  companies. 

Returns  under  the  Railway  Returns  (Continuous  Breaks)  Act,  1878,  are  required  to 
1)0  laid  before  Parliament  every  six  months.  These  Returns  will  indicate  what  has 
been  done  in  a  matter  so  important  for  securing  safety  in  railway  travelling. 

In  the  report  on  a  collision  to  a  limited  mail  train  on  the  Great  Northern  of  Ireland 
Kailway,  it  was  pointed  out  that  it  afforded  a  striking  illustration  of  the  value  of  an 
automulic  continuous  break.  Had  the  train  been  fitted  with  a  break  of  this  description, 
the  carriages  J  which  had  separated,  would  at  once  have  been  arrested  and  no  collision 
would  have  resulted* 

In  the  report  on  an  accident  to  a  passenger  train  on  the  Midland  Great  Western 
Hallway,  in  consequence  of  the  breaking  of  the  tyre  of  a  wheel  of  the  tenth  vehicle  from 
the  engine,  it  was  remarked  that  had  ihe  train  been  fitted  with  continuous  breaks  under 
the  control  of  the  driver,  the  train  might  have  been  stopped  without  risk,  as  soon  as 
the  vehicle  was  perceived  to  be  off  the  rails,  and  the  perilous  run  of  three  miles  which 
ensued  would  have  been  avoided. 

Iq  the  report  on  an  accident  to  the  up  boat  express  train  on  the  London,  Chatham, 
and  Dover  Railway,  by  the  breaking  of  an  axle  of  the  tender,  it  was  stated  that  the  effect 
of  the  automaiic  action  of  the  breaks,  coupled  with  the  retarding  force  exercised  by  some 
of  the  wheels  being  off  the  rails,  was  estimated  to  have  reduced  the  speed  from  40  or  45 
to  ii5  miles  an  hour,  when  the  leading  van  struck  the  abutment  of  a  bridge,  in  running  a 
distance  of  215  yards  from  the  spot  where  the  wheels  left  the  rails. 

In  the  report  on  a  collision  on  the  Lancashire  and  Yorkshire  Railway  at  Kirkgate 
statif/n,  Wakeficldj  it  was  stated  that  the  accident  furnished  a  strong  argument  in  favour 
of  the  general  adoption  of  automatic  breaks. 

In  the  report  of  a  collision  on  the  London  and  North-Western  Railway  at  Springs 
Branch  Junction,  near  Wigan,  it  was  reported  that  had  the  driver  possessed  control  over 
a  continuouis  break  appl>  ing  to  the  engine  and  tender,  as  well  as  to  all  the  vehicles 
composing  the  train,  instead  of  to  only  four  out  of  nine  of  those  vehicles,  the  force  of 
the  collision  might  have  been  much  reduced. 

In  the  report  of  a  collision  at  the  Citadel  Station  at  Carlisle,  in  which  6I  passengers 
were  injured,  it  was  stated  that  had  the  driver  been  provided  with  an  efficient  continuous 
break,  he  would  no  doubt  have  been  able  to  have  stopped  his  train  in  time  to  have 
prevented  the  collision. 

In  the  report  of  a  collision  on  the  North  London  Railway,  at  Broad  Street,  it  was 
stated  that  it  was  probable  if  there  had  been  continuous  breaks  throughout  the  whole 
length  of  the  train,  instead  of  two  sections  of  continuous  breaks  at  its  extremities,  placed 
under  the  control  of  the  engine-driver,  he  would  have  been  enabled  to  have  prevented 
the  collision  from  taking  place. 

In  the  report  of  the  serious  collision  at  Sittingboume  on  the  London,  Chatham,  and 
Dover  Railway^  by  which  5  passengers  were  killed  and  about  80  injured,  it  was  stated 
that  if  the  cheap  fast  iip  express  train  to  which  the  collision  occurred  had  been  fitted 
with  continuous  breaks,  although  the  use  of  them  would  not  have  prevented  the  collision 
from  taking  placc^  the  shock  of  the  collision  would  without  doubt  have  been  greatly 
dimiuishcd. 
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Concluding  Remarks. 

It  cannot  be  otherwise  than  satisfuctory  to  observe  the  annual  decrease  in  the  number 
of  railway  accidents  requiring  investigation,  and  especially  in  the  number  of  collisions 
between  trains.  The  Facts  above  stated  appear  to  justify  the  conclusion  that  this 
decrease  is  mainly  due  to  improved  methods  of  working,  which  have  been  the  result  of 
experience,  of  inquiry,  and  of  comparison,  aided  by  the  result  of  official  investigations 
and  by  parliamentary  discussion.  Nor  is  it  too  much  to  expect  that  those  further 
improvements  in  railway  working,  which  are  now  the  subject  of  similar  discussion,  will 
be  adopted  by  the  companies,  and  will  lead  to  still  further  immunity  from  accident, 

I  have  the  honour  to  be, 
Sir, 
Your  most  obedient  servant, 

Henry  G-  Calcraft. 
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APPENDIX  No.  1. 

CiiST  of  the  AccTDBHTS  wWch  have  been  reported  upon  by  the  Inspecting  Officers  of  the  Department  during  the  year 
1S78, — Qassified  according  to  the  Nature  of  each  Accident,  and  the  Causes  to  which  it  may  be  attributed. 
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k^piiL  of  the  enjcine 


_A|f<fVf9iber,— Ptot  ef  nn  express  train 
loH  t)v*i  r»lki  aear  Bick!»y'  l^y  fracttire  of 
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NAME  OF  ItAlLlV^AY 
DESCEIFTIDN  OF  ACGIBENT. 


SUFFERERS 

BT 

ACCIDENT. 


Paa- 


Servants 
iiengen  i       of 
and       Company 

others.    I     only. 

i . 


I 


i  I  "S 
'M    I 


CAUSES  OF  ACCIDENT. 


Attributable  to 

the  Rolling  Stock 

or  the  works. 


Defeotive   Defective 
Main-    I  Oonstruc- 
tenanoe  of     tion  of 


s 

1 

•s 

^ 

^ 

& 

c 

1 

1 

Attributable  to  the  Mana^iement. 


P 


3j| 


n 


"5  ■SOD    . 


i  i 


H 
fl 


1^ 


i  =  i!^ 


5^ 


^  %  -  b 

P 


•Sag 

Mi 

fit 
III 


si 


s^ 


lis 


ll 


P 


B. — i^cc^d^?^(^/rom  Boiler-EncploaicmSy  FoMures  of  Axles,  Wheels,  or  Tyres,  or  from  other  Defects 

in  the  Rollvng  Stock — continued. 


MiiJr,,ii?P  Great  Wf^tebx  of  rfiSLAifD: 
iTth  TK'*':i?iTibeT.— Van  at  rearol  imsst^niuer 
(fflin  left  the  rails  iicor  IMtunchaindstown 
^i  tut  ion  hy  trnctwrG  at  tyrti 
^ijili  December.— Tyru  of  clrivinp-whcel  of 
41 1  ig]  lie  of  mail  train  broke  noni'  DqnopU- 
more  Station  ,  -  *  , 


HOUTH-BASTItES^J 

:;itli  Novfimher.— Eiplosion  of  boiler  of 
^mgine  of  a  goods  Ettiin  at  Bla^'don 
Station  .  ,  .  *  , 


ToTfcX 


41 


21 


C, — Accidents  froni  Trams  entering  Stations  at  too  great  Speed. 


Calkdon JA>  ! 

g?tnl  Fubniao'.— PawssenRior  train  camu  intyo 
poilislon  wit)i  ImlTijr  utops  at  Grange- 
tnctutlt  Station  _  .  _  . 

^Lh  June,— A  !»»»(! n^ar  train  ran  Into 
luiiTer  Btopa  at  Btiehana»  Strevt  Station, 
GJaagow     -  *  *  - 

TOTAJ. 


13 


D. — UoUiaions  between  Engines  and  Trains  followmg  one  another  on  the  same  Line  of  Rails,  excepting/  cU 

Junctions,  StcUio^is,  or  Sidings. 


Qu^moTff  City  lT?rioif : 

Uth  Mny*— Collision  1>etwecn  a  pajint^n^er 
imiti  iitid  a  preccdinff  ^oods  train  fttopped 
by  tb 0  frac tttr«  o f  a  d raw-Jmr 


MJSTROFOI^JTAN : 

3rd  Febrwary.— Collision  lictwccn  two  cxml 
tmiiiM  between  Farrlngdon  Street  snd 
Ludtfat«  Hill  Stationti     -  - 

l^tli  October.— Collision  botwe^-n  a  jjbs- 
^^It^r  train  and  a  detaclird  |jart  of  n 
preceding  goodA  train  between  Farrintr^ 
don  St  reset  iind  Klnic's  Cross 

ToTAr, 


E.—  Collisions  at  Junctions. 


GkXAT  EABTlERir : 

7th  February.— A  pn^enser  train 
into  cnVlls inn  with  HfienKineanrt  break- 
van  III  liu'  \Ve*it«!rn  J  u  net  ion  lat  Slrnt- 
forf     ,,,,.- 

Uh  Augunt.— Colli fiimi  bUween  two  ima- 
seJiKi>r  trains  at  Stepn^-y  J  onrtion 

London  atp  NoRxri-WEaTEBs : 

30th  JimuAJfy,— A  paawinirer  train  ran  int^t 
the  rear  of  a  (Koods  train  standJTijf  out- 
(iido  the  Philts  Bridge  J  uncticiti   - ' 
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24 

2 

1 

% 

1 

- 

4 

- 

- 
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- 
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- 
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1 
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LosiK)5,  Bbightott,  akd  South  Coast  : 
ah  An^nst.— CJoHiaion  at  Bricklayers^  Arms 
Jonction  between  an  excursion  train  and 
t«o  light  engines,  and  between  one  of 
the  latter  and  another  light  engine 

Xisun): 
iSth  June.— Collision  between  a  posaenger 
tnin  and  a  goods  train  at  Settle  Junc- 


NAMB  OF  RAILWAY 
ARD 
PBSCRIPTION  OF  ACCIDENT. 


CAUSES  OF  ACCIDENT. 


SUFFBSBBJ3 

BT 
ACCIDENT. 


E. — CoUi&uma  at  Junctions — continued. 


Jifli  September.— Collision  between  an  up 
Scotch  expr^s  and  a  goods  train  at 
Whitehall  Junction,  Leeds 


H  January.— A  special  train  came  into 
collision  with  a  goods  train  at  Bonning- 
toQ  South  Junction 


ferra-EABinur:  , 

1st  Msy.-Collision  between  an  up  and  a 
down  paaenger  train  at  Charlton  Station 

TurViiK:  ^    . 

19th  October.— CoUifflon  between  a  train 
of  empty  carriages  and  a  passenger  train 
It  Bhondda  Branch  Junction,  near  Ponty- 
pridd -         -  -  -  -  - 


Total 


168 


F. — Collisions  withva  fixed  Signals  at  Stations  or  Sidings, 


Bbtact  AID  CoiTKTY  Down : 
Sth  October.— Collision  between  two  trains 
at  Newtownards      -  -  •  - 


CiUDOJIAS  : 

i4th  Jaly.-CoUision  between  ?»«»"«©»• 
tnin  and  light  engine  at  Larbert  Station 

Jllh  July.-^llision  between  engine  and 
the  train  to  which  it  was  about  to  be 
attached         -  "  "x         ' 

l«h  December.— Collision  between  a  pas- 
KTiger  train  and  limited  mail  train,  near 
Wemyss  Bay  Junction 

CniDBL  (Caslislb)  Station  Likes  : 
tod  July.— Collision  between  two  passenger 
trains »  -  -  •  -  ■ 

GusGow  AiTD  PAiaLET  Joint  :  .  ^      , 

lah  July.— Passenger  traiu  came  into  col- 
lision with  a  portion  of  a  train  standing 
at  Paisky  Station     .  -  -  - 

GLilGOW  AJTO  SOTITH-WBBTEBlf : 

Uth  Norember.— Collision  between  an 
exprcm  train  and  a  mineral  train  at 
Barassie  Junction 

Qbzat  NoETHEBjr  OP  Ireland  : 
11th  October.— Collision  between  an  express 
tram  and  a  train  of  empty  waggons  at 
Navan  Station  -  -  •  - 


6azii  Western: 

mh  January.— Some  goods  waggons  of  a 
mixed  train  which  were  being  pushed 
back  at  Theale  Station  became  uncoupled 
ftrom  the  engine  and  came  into  collision 
with  the  passenger  carriages  to  which 
they  were  to  be  attached 

nth  October.— Collision  between  a  passen- 
wr  train  and  an  empty  train  at  Dudley 
Station  .  -  -  -  - 

UthDeoember.— Double  collision  between 
an  up  passenger  train  and  a  goods  train 
and  between  a  down  passenger  train  and 
pwt  of  the  goods  train  at  Slough  Station 
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th«  ^Mm  Stock 
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1 
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-     Y. — Collisions  vjiihin  fimd  Signals  at  Statiojis  or  Sidinga— continued 

J 

tkVCA6WTJm  AWD  TORKiHIBB  1 

OUi  Mitrehp— A  pftsaengea"  train  <^Tne  into 

H     wlifplj  wore   KKjitii^  (ihuntetl  wcTma   the 
^^    innin  Jinf  at  River  Bridijfe  Sidiiixs,  near 

^^b^^ptfiimber^-Mlollbioti   butw^^^i^n   two 
^Q^BipiigGr    tniiiii    at    Kirk^to    Joiat 

ard    &ipt<\Biher.-'ColliBi(>n   >jetw€«n    piw- 
iK?iip?r  train  rmd  some  empty  carriiwiraa 
^L    wliJch  Irod  hcon  Jot  doWTj  out  of  iv  sidfjig 
K    ill  SoiV(jfbj  BHtiifO 

LEFP3  Joist  Station  i 

^tli  Nov*>nil>?r.— Colliiion  between  u  pi»8- 
^L    senff  r  r  truin  sind  a  train  of  einpt  j  ooiu^]i*jii 

■  ftt  tim  MatJon 

Lojrtjo:!*  ANB  NOBTH*WBarBRK  1 

Slat    M*^'.— Collision    l>etwwii    pa&s^nK^f 
K     tniin  iLfid  a  cofll  tmin  at  Bolton  Sbitiou  - 

■  3lH.il    July.— Coll i8i(m    lietw^jitt    a    liicht 
^f     piiBiuo  and  a  paKaenptpr  train  lit  Edgi! 

Hill  station  ^         .         ,         -         - 

25th  SMplcmbor.— A  wirtion  of  n  iiassonffer 

train  mnm  into  eoilision  with  nn  itinglDB 

^L     Bt  Eijfihy  Nation  *           -          * 

^bDai   SepttMnhcf.-CoinaiQn    botvrpea  en- 

^V   pTBfaS  train  iind  a  train  of  *\mpty  eoal 

^P     wagKtmfl  at  Sprinsf  Brannh  Junction     - 

Bl&tb   Novenitoor.-adlLsJori    Iwtwwn    &n 

^B    exprctffl   train   and  a  loaded   truck  At 

K   Bn^by           .          -          .          .          . 

^Pwh  Novembar.— ColHgion  betwtson  .i  pus* 

^     (Senwer  train  and  a  coal  train  Ijetwtren 

Itjw  Moss  Junction  and  Springs  Branch 

Junf^tion        .... 

nth    Df^c^^mbpr— ColJision    between   two 

jtootls  tmirjs  and  Iwstwtitn  n  tnit^fc  of  one 

c>f  the  KfKnU  timim  and  a  psiiien^r  tHkin 

^      »eftf  Widncsj  Mtatlo?! 

^■T  senfar  trnin  and   a   li^ht  en^n«i  at  a 
^     through  ertis5i«ff  ne»t  Tyldt'3l*?y  Btation 

WESTFnJf  Joist  t 
Htli  NovtMTl^*er.— Collijdon   Ixjtttren   two 
_     pAssonger  tmitti  near  SbravirBbnry 

Hpooir,  BuK^nroir.  aitb  Soitth  Cc»48T  : 
Hind  Nov*?inb<jn--CoUjnion    between    two 
B    pa»stjiig*?r  tmmn  at  York  Eoid  StatioJi   - 

iffltBrnoirjOHATttAM,  amd  Dovbs: 

Sl»t  August,— Collision  b(?tween  a  pjififlenffer 

trein  ami  somo  (Mods  wtig^ons  wrongly 

tiimed  ficmaJi  the  up  lino  at  Sifcti  ogboiime 

_     St&tion           .          .          ,          .          . 

SfliJi  K0TenibflP.--ColliBfoii  between  &  jifti- 
^K    ueriicor  tfaln  and  a  gtiod^  train  inssidf  the 
^B   di«tflnt-isi;iftij|l  at  Meiborowh  Station     ^ 

i»lb  MikPch.— Oollbion  b**wt«u  two  down 
^^H|^r  tninii  kI  Uie  Bato  Street 

:ii»t  Janwary, -Collision   between   aai  up 
r        iiii<i   «   *l«wu  {Huit^uetTr   trato    %t  tho 
^r  OTilwHicw  of  the  Maaslot)  House  Statioij  - 

HItb  Jjinuwy.-An  citpiMs  pufianger  tniin 
^m  erunv  iniiMvjfliston  with  »  wajr^nii  whirh 
^B   lioii  Ijrrii  |,uHh.doul  of  4  ^idinK  foul  of 
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NAME  OF  RAILWAY 
Aim 
DBSCaiPTION  OF  ACCIDENT. 


SUVFEBEBS 

BY 

ACCIDENT. 


Pas- 
sengers 

and 
others. 


Servants 

of 

Company 

only. 


Attributable  to 

the  Bollinff  Stock 

or  the  Works. 


Defective 

Main- 
tenance of 


Defective 

Constmo- 

tionof 


€•3 


CAUSES  OF  AOCIDBNT, 


Attributable  to  the  HuuiiciiianL 


sn 
"g' 


-Si 


Ilia 


IS 


Is 
ft 

Mi 


I 


^1: 


2.: 


F. — CoUiaions  withvn  fixed  Signals  at  Stations  or  Sidings — contiiiued. 


9th  February.— A  passenger  train  came 

into  eoUision   with    some  coal   trucks 

vbicfa  had  foaled  the  main  line  at  Coates 

Ptek  Sidings  -  -  -  - 

Bth  December. — Collision    between    an 

eipress  train   and  a  goods  break-van 

I      attached    to     an   engine   at    Methley 

I       Junction  -  .  -  -        - 


iXosTHBunsH: 

'     ind  Jo];.— Collision  between  two  excursion 

I        trains  at  Drumburgh  Station 


ISqeth-Bastksit  : 

90th  Inly.— Collision  between  two  goods 
trains  at  York  Station        ... 


NomLo5i>oir: 

Qth  January. — A  down  passenger  train 

ease  into  ooUision  with  a  down  pas- 

I        iei«er  train  standing  at  the  Shoreditch 

■     Station  -  -  -  .  - 

7th  June.— An  up  passenger  train  came 

into  oolliHion  with  an  up  empty  train  at 

Balston  Junction  Station      -  -       - 


|Bkijuxy: 

I  3th  February. — A  pilot  engine  came  into 
'  ooUision  with  the  engine  of  a  goods  train 
,       between  Crockerbtown  and  Ooal  Lane 


I  South-Sastbbk  : 

I  SM  September.— OoUision  between  a  pas- 
,  aenger  train  and  a  train  of  empty  car- 
I       liages  at  Waterloo  Junction     - 


TOTAX 


IS 


15 


27 


1        18 


1  1 


1(» 


^ 


7        0 


G. — Collisions  between  Engines  or  Trai/ns  meeting  vn  opposite  Di/recivma. 


,  I>CBLnr,  "WlCKLOW,  ajtd  "Wixpobd  : 

Hh    September.— Collisiou     between  a 

mineral  train  and  a  ballast  train  at 

DalKey  Station         .          -          -  - 


G21AT  WB8TBEW : 

,  llth  November.— Collision  between  two 
pasBifflger  trains  at  MoUand  and  Bishop's 
Nypiptoa  Station     .  .  .  . 


>OSTHBRITI|n  :    ! 

llth  October.— Collision  between  a  special 
mds  train  and  a  baUast  train  between 
Qi^oge  and  Bqg  Side  Stations         -      - 

Total 


0  4 
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KAME  OP  RAILWAY 
IlBSimiPTlDN  OF  ACnlDBNT. 


SUFFEEERS 

BY 
ACCIDENT. 


geirants 

of 

(Company 

only. 


CAUSES  OF  ACOIDBNT. 


Attributable  to 

the  Bolting  Stock 

or  the  works. 


Defective 

Main- 
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Defective 

Oonstruc- 

tionof 


Attributable  to  the  Management. 


If 
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SB    A   O   gn 
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ti 


go 
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IS 


H. — Accidents  in  conseqitmce  of  Eiigvnea  or  Trains  being  wrongly  turned  into  Sidings  or  otherwise  through 

Fadng-povnts. 


BlXf  AFT  dim  NOTtTITBllJf  COtTKTtES  S  ^ 

8th  :Murfh.— A  passongpr  tmin    t^ 
mila  nt  Bank  SldinffSj  near  Lame 


the 


lifth    Aiinl,— I'jiason^r     train     wmnsly 
tumed  into  Bray  fload  Stoxvd  Sidtnifs    - 


30th  AiitriiKt— Co[li8ion  at  Princoa  Ris- 
lwn.ML»rli  l>etwefln  a  paMen«eiP  train  and 
soiUi  waggons  in  a  siding  - 


niGHi^Aini : 

nnf]  NoTmnber— Part  of  a  paaMsngoP 
trail  J  kft  the  mJlB  at  a  pttftsin?  loop  b* 
Lantran         .         .         -         ,        - 


LmCAStJlHE  XND  YoaKaHtEB : 

lOth  Jnnnarj,— A  pick-up  HOods  trehi  tan 
violently  into  aafoty  point 9  at  MirDela 
Station  .  .  -  - 


WB3TEft!f  1 

Bth  .TitlT,^Three  ctarriasrcs  ^r  a  paaw^ni^er 
train'  l^ft  the  rfiiU  ftt  Chofttir  Central 
Stall*in  -  -  -  -  - 


L{>!TtJ03r  A?rD  aouTTT-WSBTBfiM : 

Sth    Jidy.— Passennar    train   <»me  Into 

(^liHton  ^th  lome  ballaat  tru<^ks  m  a 

alfiiii;;             ,             -             -  - 


MAKCHBaTKB,    8HlEFTrEI.tJ,     AUD     LlHCOLH- 
&JTTUK :  ^      . 

S>th  Novomber,— A  nwsSBiiffor  tram  cam*^ 
iTjtf)  tolllMoTi  with  H  lij^ht-enffine  at 
huL'ini  points  of  a  Kooda  line  junction  at 
Ardwick         -  - 


MjSTnopoLiTAK  ATfP  St.  Jotiir'a  Wood  : 

45tk  f  JoLoljop.— Colliaion  hotweon  two  paa- 
Bt-ruEor  trains  at  81.  John's  Wood  Road 
Station  -  .  ,  -  - 


13  th  X'U'emiwr-— A  pMaoturer  train  tnrnod 
by  ntihtitko  into  a  bay  and  catad  into  col- 
li'^fnn  with  a  train  of  empty  carriage*  at 
UtGod  StPflct  station 


5th  November.— Part  of  a  pa*iBengflr  imn 
left  the  lallB  at  facing  pointH  at  Cannon 
Street  Btfttion 


TdtAL 


10 


17 


AS 


-    I  ■- 


U 


I. — Accidents  on  Inclmes. 


BZLf  A8T  AK1>  NOETHSB»  COlTFTIBi  : 

;^rd  Dpc^uiber.— Four  paisengct'  iwrriageB 
escaped  fhxm  BicUng  near  Carriokfeiigua 
Btation  -  -  -  .  - 


2nd  Decent l>or.  -A  njiied  mineral  train 
bj;M!3Lm«  umniuingeablo  between  T^rpan- 
tau  and  tab'bont  Station* 
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II 

a* 


J. — J.ccide7i^s  on  inclines — continued. 


Cth  Hftj.— Collisioii  between  a  pilot  engine 
and  pafwpmgcr  train  on  incline,  near 
^em^-as  Bay  Junction 

2Alli  Jmy.— Part  of  a  passenger  train  ran 
*i  on  the  incline  near  LifiT  Station 


rBASTERK: 

July.— Collision  between  some  run- 
sway  tinK^ks  and  an  excursion  train 
ituiaiii^  at  Eeccles  Junction  Station     - 


\  Vay.— Passenger  train  got  off  rails  on 
JnciiTie  at  Bickleigh  Station 

Jaxtoaiy. — ColBsion  between   Kings- 

bridi^  Road  and  firent  Stations  between 

^  nnwTiiger  train  and  a  runaway  portion 

ora  soodstrain        .  .  .  . 

dStli    Itofember. — Collision   between  two 

I  of  a  goods  train  that  had  become 

ated  near  Horrabridge  Station 


XWD  TOBKBHISB : 

September.— Collision  betwetm  a  |mis- 
sr  train  and  a  following  bonk  engine 
M iddleton  Junction 


tut 


»  AST}  NORTH-WBBTBBir : 
_t  AiKost. — Collision    between    engine 
afid  Tehides  of  a  train  which  had  been 
detached  and  followed  the  engine  down 
tbe  incUne  at  Holyhead     - 


L  Jannaij.— A  Great  Northern  train  ran 
back  and  fouled  the  Junction  at  Kings 
QrosB  and  was  run  into  by  a  Midland 
traixi    ------ 


TOTAI. 


71 


M. — Mi8ceUan£ou8. 


AT£a0TEBH: 

th  Mj^.—A  passenger  stepping  out   of 

train  at  Biahopssate  Street  Station  after 

train  had  startea 

AT  KOSTHSBV  : 

_     Anffiist.— A  person  crossing  at  Marsh 
Gate  level-crossing  run  over 


oy  AID  South- Wbstbbw  : 
ii   ApriL— A    passenger    attempting    to 
enter  a  train   in.  motion  at  Turnham 
Green  Station  .  -  - 

Slid  Xay.— A  passenger.  Sir  Francis  Gold- 
aid,  leD  in  alighting  between  the  car- 
afes and  the  platform 
i  Juneu — A  guard  of  a  passenger  train 
killed  by  his  head  coming  in  contact 
vitfa  some  scaffolding  of  a  foot-bridge     - 

OI.ITAV  DiSTBICT  : 

UOk  March.— The  prompt  application  of 
the  mreatinghouse  brake  prevented  a  col- 
liriQn  between  two  up  passenger  trains 
viiSch  otherwise  must  have  occurred  - 
Szd  August.— Passenger  train  became 
aeparated  by  the  guard  applying  the 
rear  break  too  soon  at  Gloucester  lload 
station 
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APPENDIX    No.  2. 


Abstract  of  the  Accidents  which  have  beea  reported  upon  by  the  Inspecting  Officei's  ot  the  Uepartmenf.  during  the 
year  1878. — Classified  according,  to  the  Class  of  each  Accident,  and  the  Causes  to  whicli  it  may  be  attributed. 


CLASS  OP  ACCIDENT 
NAME  OF  RAILWAY. 


SUFFERERS 

BT 

ACCIDENT. 


Pas- 

wngen 

and 

others. 


I     i 


Servants 

of 
Company, 


^  I  s 


CAUSES  OF  ACCIDENT. 


Attributable  to 

the  Rolling  Stock 

or  the  Works. 


Defective 

Main- 
tenance of 


Defective 
Construc- 
tion of 


Attributable  to  tliti  MaTiMxemenl. 
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^ 

B  B 

^ 

H^ 
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fa 

•  IS 

11 


85, 

Is 

Si' 


ex 
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I  CLiaS  OV  AOCIDBHT. 

'  i-leddents  firom  Engines  or  Yehioles  meet- 
I  iDg  vith  or  leaving  the  Rails  in  con- 
'      seqiience  of  Obstructions  or  of  Defects  in 

conneDon  with  the  Permanent-way  or 

Worio        -  -  .  -  - 

!  £l-iocideQtB  from  Boiler-explosions,  or  firom 
j       Ftflom  til  Axles,  Wheels,  or  Tma,  or 

tinin  oUier  defscts  in  rolling-stock 
,  a-ieeidfotB  firom  Trains  enterii^  Stations  at 

too  nest  Speed 
Il-Oollinans  between   Engines  and  Trains 
I       ioQoviiig  one  another  on  the  same  Line 

of  Bails,  excepting  at  Junctions,  Stations, 


E-OoQiBons  at  Junctions 

f.-CfUMmi,  within  fixed  Signals,  at  Stations 

<if  Siothm  •  -  -  -  - 

G.-CoffirioDs  between  Engines  or  Trains 
oeeting  in  opposite  Directions  • 

E-i0ddentB  or  coUisitms  on  level-crossings 
ofnihwys    .  .  -  -  - 

L-Aeddmfe  m  oonflequence  of  Enfrines  or 
Tnina  beiaff  wrongly  turned  into  Sidings 
V  oiliuonrise  throu|rh  Facin^Polnts 

I^Lecidiniti  cm  Inplines 

l-IbeeJlADeoufl '  .  ,  .  - 


TortAL 


ITamb  or  lUiLWiT. 


itt*  Hd  County  l>own 
i*fc<iial  Northern  Counties  - 
rBahai'iCigtle   - 
|i««aid1ferthyr 
jWooan    .  - 

C^  Station.  Carlisle    * 
Oat  Hid  Mscn>om 
l?iiGii&.  Wicklow,  and  WexfoTd  • 
^mr  snd  Paisley  Joint 
ffiiiiw  Bud  &Qiith>Wesien> 
fii^Clty  Union 
^ismEtfteni  - 
ewtNwtbem 
GfntKorthcm  of  Ireland 
8i!irt  3fafth  of  ftootlflnd 


i^tivhire  and  Yorkshire 

5^  Jdbt  Station 

!«iidiniiid  ?Jorth-WefiteTn 

Mm  ind  NoilJKW«?atcra  juid  Great 

^  WMten  Jomt     - 

MmvEd  South-WesLem     - 

j«4s^  Brighton,  and  Soutb  Coast 

joika,  Chsibam.  and  Dover 

S  Sheflicld,  and  Lincolnshiro 


J^goEtKi  Diatticl 


|tADd  Great  Western 
^<ffiihL(uidoD 


ToTJUi 


Length  of 
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56 
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10 

62 
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24 
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t 

326 

6 

877 

698 

46e 

286 

2,139 

402 
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t 

1,676 

t 

698 

349 

169 

262 

14 

9 

1,296 
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913 
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12 

48 

334 


-14,663 
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98 


14 


79 


11 
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964     14 


79     11 
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15 


81 
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1 
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?  1  : 
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1 
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S 

1 
1 


11 


16 


81 


18 


"  ikv^e  not  caused  by  train  accidents. 


tiTht  length  of  each  of  these  railways  is  included  in  the  mileage  of  tb^  qompany  or  oompaniea  to  whom  it  belaoEs. 
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Table  No.  2. 

Incbrisk  per  Cent,  of  the  Length  of  Line  open  for  all  Public  Traffic,  and  of  the  Length  of  Line  worked  on  the 
Abiiolute  Block  System,  at  the  End  of  each  of  the  Years  1874,  1875,  1876,  1877,  and  1878,  over  that  at  the 
Etifl  of  1873;  imd  Jncreu-^f^  per  Cent,  of  the  Train  Mileage  run,  and  of  the  "  Passengers  "  (exclusive  of  Season 
Ticket  Holders)  and  of  the  Merchandise  and  Minerals  carried  in  each  of  the  Years  1874,  1875, 1876, 1877,  and  1878, 
over  the  Train  Mileage  run  and  the  "  Passengers"  and  Merchandize  and  Minerals  carried  in  1873. 


Inc  reuse  per  Cent. 

of  L^Dgth  of  Line 

opcti  for  all  Public 

Traffic,  at  the  End 

of  each  Year, 

OYer  that  at  the 

End  of  1878. 

Increase  per  Cent. 

of  Length  of  Line 

worked  on  the 

Absolute  Block 

System  at  the  End 

of  each  Year 

over  that  at  the 

End  of  1878. 

Increase  per  Cent, 
of  the  Number  of 
Miles  travelled  bj 
all  Trains  in  each 

Year  over  the 

Number  travelled 

in  1873. 

Increase  per  Cent. 

of  the  Number  of 

Passengers  carried 

in  each  Year 

(exclusive  of 

Season  Ticket 

Holders)  over  the 

Number  carried 

in  1873. 

Increase  per  Cent. 

of  the  Number  of 

Tons  of  Mmerals 

and  Merchandise 

carried  in  each 

Year  over  the 

Number  carried 

in  1873. 
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-1*1 

)|                 Total 
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4-9 

-1-8 
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1875      ^^'^tland 
;^   ^Ireland      - 
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11*1 

6*2 

Total 

n^B 
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6-2 

11*3 

4*8 

1876 
0rvr   H 
18T3 

"England  and  Wales 
Scotland            J- 
Ireland     - 

TOTAl- 

rEaglaiid  and  Waies 
Scotland 
Ireland      - 

Total 

5-5 
17 

48-8 
34 -8 
66-7 

10*8 
2*0 
2*9 

19-8 
6*6 
6-2 

6*7 
15-1 
11-5 

4-9 

46*2 

9-8 

18-2 

7*9 
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oTer  ■ 
1873 
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4-9 

57-9 

46-5 

166-7 

12-8 
4*8 
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22-7 

11*8 

5*7 

9-9 
17*9 
16*5 

s-g 

56-8 

11*4 
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11*0 

I«7» 
nvvT   ■ 
IB7a 

^England  and  Wal^ 
Bcotland 
Ireland        -         -        . 
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7-8 
8*9 
7"7 

64*8 

62-8 

558*3 

13*9 
5*9 
9*7 

26*5 

161 

9*4 

7-6 
11*8 
18*8 

7-9 

65-5 

12*7 

24*1 

8-3 
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Table  No.  3. 


Per-ckntage  of  Length  of  Line  open  for  all  Public  Traffic  worked  on  the  AbsoluU*  Telegraphic  Block 
System,  at  the  End  of  each  of  the  Years  1873,  1874,  1875,  1876,  1877,  and  1878,  and  Per-centage  of 
Accidents  ariBing  in  the  Workmg  of  the  Railways  from  Collisions  in  each  of  the  same  Year?, 


Per-centage  of 

Single-line 

worked  on  the 

Absolute  Block 

System. 

1 

Per-eentage  of 

Dfjuble  or 

more  Linej^ 

worked  on  thp    , 

Abs^olate  Block 

System. 

P(.'r-centag4?  of 

TotaJ  length  of 

Line  worked  on 

the  Absoink" 

Block  System. 

Per-oentage  of 

Accidents  from 

Cotlisionfi. 

'Eaglftud  and  Wales 

81-1 

54*tt 

46-0 

55  S 

Scotland 

441 

27-7 

37-5 

63-1 

1873   ■ 

Ireland      - 

Total 

— 

■2^4 

0-6 

27^3 

271 

48-5 

:^8■7 

55    1 

i 

'England  and  Wales 

38-5 

63G 

54 -U 

51-7 

Scotlaod 

45-9 

3l'I> 

40-4 

€5^7 

TOTAt 

— 

2-6 

0"6 

30  8 

320 

56 -ft 

441* 

33'& 

,' 

"BngUnd  and  Walei 

41  0 

fi9'5 

58-7 

30-8 

ScoUand 

46-7 

.19-8 

44  0 

42*9 

1875  ^ 

IrtiaBd      - 

Total 

0*1 

'I'B 

0-7 

21-7 

33-6 

6iS*| 

4H'8 

49- 1 

rEnglaad  and  Wales 

45-7 

7,^^6 

64-6 

4^-8 

Scotland 

48  0 

49  i^ 

48M 

45  « 

1876   H 

Ireland      - 

Total 

0-3 

2-9 

O'S 

afi'7 

36-6 

rt8-4 

iJ3-y 

4;i  ,-^ 

• 

* 
TEngland  and  Wales 

49-5 

7flM 

i 

68-2 

4S-1 

Scotland 

49-6 

54  •« 

5r7 

46-9 

1^7'    i  Ireland      ^            .        ^ 
L                Total 

0-3 

5M 

»'fl 

16*7 

390 

7a-i 

56-9 

46*1 

'England  and  Wales 

50-2 

Sa'ii 

70*3 

49-e 

Scotland 

54-7 

SSM 

56-0 

so*o 

1876 

Ireland 

0-3 
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40-4 

75  2 

59 -fi 
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Summary  of  Accidents  and  Casualties  which  have  been  reported 
to  the  Board  of  Trade  as  having  occurred  upon  the  Railways  in 
the  United  Kingdom,  during  the  nine  months  ending  30th  Sep- 
tember 1878. 


I. — Accidents  to  Trains,  Rolling-Stock,  Permanent- Way,  &c. 

Accidents  to  trains,  rolling-stock,  permanent-way,  &c.  caused  the  death  of  17  persons, 
and  injury  to  1,020,  viz. : — 


KiUed. 


Injured. 


Servants  of  companies 


Total 


11 
6 


17 


922 


1,020 


During  the  nine  months  there  were  reported  37  collisions  between  passenger-trains 
or  parts  of  passenger-trains,  by  which  281  passengers  and  13  servants  were  injured;  66 
coUisions  between  passenger-trains  and  goods  or  mineral-trains,  engines,  &c.,  by  which 
6  passengers  were  killed,  and  474  passengers  and  16  servants  were  injured;  17  collisions 
between  goods-trains  or  parts  of  goods-trains,  by  which  2  servants  were  killed,  and  19 
were  injured;  53  cases  of  passenger-trains  or  parts  of  passenger- trains  leaving  the 
rails,  by  which  5  passengers  and  2  servants  were  killed,  and  103  passengers  and  5  servants 
were  injured;  10  cases  of  goods-trains  or  parts  of  goods-trains  leaving  the  rails,  by 
which  2  servants  were  killed  and  23  were  injured;  15  cases  of  trains  or  engines  travelling 
in  the  wrong  direction  through  points,  by  which  12  passengers  and  8  servants  were 
injured;  14  cases  of  trains  running  into  stations  or  sidings  at  too  high  a  speed,  by 
which  36  passengers  and  1  servant  were  injured;  122  cases  of  trains  running  over  cattle 
or  other  obstructions  on  the  line,  by  which  2  servants  were  injured ;  7  cases  of  the 
bursting  of  boilers  or  tubes,  &c.  of  engines,  by  which  8  servants  were  injured;  the 
fidlure  of  383  axles,  causing  injury  to  2  passengers ;  14  cases  of  the  failure  of  couplings, 
causing  injury  to  7  passengers  and  2  servants ;  the  fracture  of  272  rails,  causing  injury 
to  5  passengers ;  and  5  accidents  of  a  miscellaneous  description,  causing  injury  to  2 
passengers  and  1  servant. 

There  were  also  reported  1  case  of  a  train  coming  in  contact  with  a  projection  from 
another  train  travelling  on  a  parallel  line ;  31  cases  of  trains  running  through  gates  at 
level-crossings ;  4  cases  of  the  failure  of  machinery,  springs,  &c.  of  engines ;  the  failure 
of  681  tyres,  13  wheels,  3  tunnels,  bridges,  viaducts,  &c. ;  16  cases  of  the  flooding  of 
portions  of  the  permanent- way ;  13  cases  of  slips  in  cuttings  or  embankments;  7  cases 
of  fires  in  trains,  and  3  at  stations;  but  in  none  of  these  was  any  personal  injury 
involved. 

Of  the  681  tyres  which  failed,  43  were  engine-tyres,  15  were  tender-tyres,  9  were 
carriage-tyres,  23  were  van-tyres,  and  591  were  wagon-tyres;  of  the  wagons,  372 
belonged  to  owners  other  than  the  railway  companies ;  548  tyres  were  mme  of  iron, 
and  131  of  steel,  whilst  in  2  cases  the  material  was  not  stated  ;  44  tyres  were  fastened 
to  their  wheels  by  Gibson's  patent  method,  I  of  which  left  its  wheel  when  it  failed ; 
15  were  fastened  by  Beattie's  patent,  and  5  by  Mansell's  patent,  but  none  of  these  left 
their  wheels ;  609  tyres  were  fastened  to  their  wheels  by  bolts  or  rivets,  and  of  these 
6  left  their  wheels  when  they  failed ;  while  the  remaining  8,  of  which  2  left  their  wheels 
when  they  failed,  were  secured  by  various  other  methods ;  59  tyres  broke  at  rivet-holes, 
165  m  the  solid,  39  at  the  weld,  and  418  split  longitudinally  or  bulged. 

Of  the  383  axles  which  failed,  204  were  engine-axles,  viz.,  191  crank  or  driving,  and 
13  leading  or  trailing ;  11  were  tender-axles,  3  were  carriage-axles,  157  were  wagon-axles, 
and  8  were  axles  of  salt-vans.  47  wagons  and  the  salt-vans  belonged  to  owners  other 
than  the  railway  companies.  Of  the  crank  or  driving-axles,  153  Mere  made  of  iron,  and 
37  of  steel,  and  in  I  case  the  material  was  not  stated ;  and  the  average  mileage  of  142 
of  the  iron  axles  was  170,957  miles,  and  of  31  of  the  steel  axles  128,246  miles. 

Of  the  272  rails  which  were  found  fractured  in  the  permanent-way,  200  were  double^ 
beaded,  56  were  single-headed,  8  were  of  Vignoles'  section,  5  were  bridge  rails,  and  the 
form  of  the  remainmg  3  was  not  stated;  141  were  made  of  iron,  and  130  of  steel,  and 
in  1  case  the  materia)  was  not  stated;  of  the  double-headed  rails,  118  had  been  turned* 
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II. — Accidents  to   Passengers  from    Causes    other    than    Accidents    to    Teains, 
Rolunq-Stock,     Permanent  -  Way,    &c.,    including    Accidents    from    their 

OWN  WANT    OF   CaUTION  OR     MtSCONDUCT ;     AcCIDENTS    TO   PERSONS    PASSING     OVER 

Level-Crossings;  Trespassers;  and  Others. 

Of  the  357  persons  killed  and  603  injured  in  this  division,  71  of  the  killed  and  416 
of  the  injured  were  passengers.  Of  the  latter  36  were  killed  and  72  injured  by  falling 
between  carriages  and  platforms ;  6  were  killed  and  249  injured  by  falling  on  to  plat- 
forms, ballast,  &c.,  when  getting  into  or  alighting  from  trains;  21  were  killed  and 
13  injured  whilst  passing  over  the  line  at  stations;  35  were  injured  by  the  closing, of 
carriagC'-doors  ;  2  were  killed  and  23  were  injured  by  falling  out  of  carriages  during  the 
travelling  of  trains ;  and  6  were  killed  and  24  injured  from  other  causes.  40  persons 
were  killed  and  13  injured  whilst  passing  over  the  line  at  level-crossings,  viz.,  25  killed 
and  11  injiired  at  public  level-crossings,  10  killed  and  1  injured  at  occupation  crossings, 
and  5  killeA  and  1  mjured  at  foot-crossings,  170  persons  were  killed  and  107  injured  when 
trespassing  on  the  railways.  48  persons  committed  suicide  on  railways.  And|  of  other 
persons  not  specifically  classed,  but  mostl^jr  private  people  having  business  on  the 
Companies'  preniises,  28  were  killed  and  67  mjured. 


Til. ACCDDENTS   TO    SERVANTS   IN   THE    EmPLOY   OF  RAILWAY    COMPANIES  OR  CONTRACTORS, 

CAUSED    BY    THE   TRAVELLING    OP   TrAINS    OR    THE    MoVEBiENT   OF   VEHICLES    USED 
EXCLUSIVELY   UPON   RAILWAYS. 

.  During  the  nine  months  there  were  377  servants  of  companies  or  contractors  reported 
as  having  been  killed  and  1,371  injured,*^  in  addition  to  those  included  in  Class  I. 
Of  these  34  were  killed  and  231   injured  whilst  coupling  or  uncoupling  vehicles; 

5  were  killed  and  31  injured  by  coming  in  contact,  whilst  riding  on  vehicles  during 
shunting,  with  other  vehides,  &Ci,  standing  on  adjacent  lines ;  3  were  killed  and  31 
injured  whilst  passing  over  or  standing  upon  buffers  during  shunting ;  27  were  killed 
and  155  injured  in  getting  on  or  off^,  or  by  falling  off  engines,  wagons,  &c.  during 
shuntmg ;  6  were  killed  and  108  injured  whilst  breaking,  spragging,  or  chocking  wheels  ; 

6  were  killed  and  29  injured  whilst  attending  to  ground  points,  marshalling  trains,  &c. ; 
4  were  killed  and  78  injured  whilst  moving  vehicles  by  capstans,  turn-tables,  props,  &c., 
during  shunting,  and  7  were  killed  and  115  injured  by  various  other  accidents  during 
shuntmg  operationa ;  12  were  killed  and  33  injured  by  falling  off  engines,  &c.,  during  the 
travelling  of  trains;  8  were  killed  and  34  injured  by  coming  in  contact  with  over- 
bridges  or  erections  on  the  sides  of  the  line  during  the  travelling  of  trains ;  10  were 
killed  and  33  injured  whilst  getting  on  or  off  engines,  vans,  &c.  during  the  travelling  of 
trains;  7  were  killed  and  61  injured  whilst  attenSng  to,  or  by  the  failure  of,  machinery, 
&c.  of  engines  in  steam ;  73  were  killed  and  102  injured  whilst  working  on  the  permanent- 
way,  sidings,  &c. ;  5  were  killed  whilst  attending  to  gates  at  level-crossings;  81  were 
killed  and  122  injured  whilst  walking,  crossing,  or  standing  on  the  line  on  duty;  35 
were  killed  and  101  injured  by  being  caught  between  vehicles;  17  were  killed  and  66 
injured  by  falling  or  being  caught  between  trains  and  platforms,  wall^,  &c, ;  36  were 
kuled  and  7  injiured  whilst  walking,  &c.  on  the  line  on  the  way  home  or  to  woik; 
and  1  was  killed  and  34  were  injured  from  various  other  causes. 

Altogether,  the  numbers  of  persons  killed  and  injured  on  railways  in  the  United 
Kingdom  in  the  course  of  public^traffic,  during  the  nine  months  ending  September  30, 1878, 
as  reported  to  the  Board  of  Trade,  were  as  follows : — 


Kilted. 

IigarecL 

11 

922 

71 

416 

6 

98 

877 

1,871 

40 

18 

218 

107 

28 

67 

751 

2,994 

Passengers: 
From  accidents  to  trains,  roUing-stock,  permanent^waj,  &c 
By  accidents  from  other  causes  ... 

Servants  of  companies  or  contractors : 
From  accidents  to  trains,  rolling  stock,  permanent- way,  &c 
By  accidents  from  other  causes  ... 

Persons  passing  over  railways  at  level-crossings    - 

Trespassers  (including  suicides)        ... 

Other  persons  not  coming  in  above  classification 

Total  .... 


*  FiH*  a  classification  of  the  injuries,  see  Table  No.  6. 
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Note. — In  addition  to  the  above,  the  Railway  Companies  have  reported  to  the  Board  of 
Trade,  in  pursuance  of  the  6th  Section  of  the  Relation  of  Railways  Act,  1871,  the 
following  accidents  which  occurred  upon  their  premises,  but  in  which  the  movement  of 
vehicles  used'  exclusively  upon  railways  was  not  concerned,  namely : — 2  passengers  killed 
and  60  injured  whilst  ascending  or  descending  steps  at  stations ;  19  injured  by  being 
struck  by  barrows,  falling  over  packages,  &c.  on  station  platforms ;  1  killed  and  19  injured 
by  falling  off  platforms  ;  and  30  injured  from  other  causes.  Of  servants  of  companies  or 
contractors  3  were  killed,  and  294  injured  whilst  loading,  unloading,  or  sheeting  wagons ; 
92  were  injured  whilst  moving  or  carrying  goods  in  warehouses,  ifec. ;  3  were  kilted  and  67 
injured  whilst  working  at  cranes  or  capstans  ;  3  were  killed  and  99  injured  by  the  falling 
of  wagon-doors,  lamps,  bales  of  goods,  &c. ;  2  were  killed  and  239  injured  by  falling 
off,  or  when  getting  on  or  off,  stationary  engines  or  vehicles;  6  were  killed  and  ^S 
injured  by  falling  off  platforms,  ladders,  scaffolds,  &c. ;  96  were  injured  by  stumbling 
whilst  walking  on  the  line  or  platforms  ;  1  was  killed  and  35  were  injured  whilst  attending 
to  stationary  engines  in  sheds ;  3  were  killed  and  36  injured  by  being  trampled  on  or 
kicked  by  horses  ;  7  were  killed  and  128  injured  whilst  working  on  the  line  or  in  sidings ; 
and  3  were  killed  and  100  injured  from  various  other  causes.  12  persons  who  were 
transacting  business  on  the  companies*  premises  were  killed  and  56  injured,  making  a 
total  in  this  class  of  accidents  of  46  persons  killed  and  1,458  injured. 

Thus  the  total  numbers  of  personal  accidents  reported  to  the  Board  of  Trade  by 
the  several  railway  companies  during  the  nine  months,  amount  to  797  persons  killed 
and  4,452  injured. 
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TABLE  No.  1. 


GENERAL  TOTAL. 


NuMBEB  of  Persons  reported,  during  the  Nine  Months  ending  SOth  September  1878,  as  Killed  or  Injured  on  the 
Railways  of  the  United  Kingdom,  distinguishing  between  Passengers,  Servants  of  the  Companies  or  of  Con- 
tractors, and  Other  Persons  ;  and  distinguishing  also  in  the  case  of  the  Two  former  Classes  between  Accidents 
caased  by  Accidents  to  Trains,  Bolling-Stock,  Permanent- Way,  &c.,  and  Acctdbnts  happening  otherwise. 


England  AHB 
Wauw. 

Soon-AMB. 

Irxlamd. 

United  B 

^ODOM. 

KiUed. 

Ii^iired. 

KJUed. 

I^joied. 

sued. 

Iqjored. 

Eaied. 

Iq}iiTed. 

Passengers  : — 

From  accidents  to  trains,  rolling- 
stock,  permanent-way,  &c 

7 

706 

143 

4 

74 

11 

922 

By  accidents  from  other  causes, 
including  accidents  from  their 
own  want  of  caution,  or  mis- 
conduct          -            - 

62 

376 

5 

30 

4 

10 

71 

416 

Servants  : — 

From  accidents  to  tndns,  rolling- 
stock,  permanent-way,  &c. 

4 

74 

- 

20 

2 

4 

6 

98 

By  accidents  from  other  causes, 
including  accidents  from  their 
own  want  of  caution,  or  mis- 
conduct          •            -            - 

313 

1,122 

47 

230 

17 

19 

377 

1,371 

Other  Persons  :— 

Whilst  passing  over  railways  at 
level-crossings 

34 

12 

3 

- 

3 

1 

40 

13 

Trespassers 

140 

100 

19 

5 

11 

2 

170 

107 

Suicides - 

39 

- 

6 

- 

3 

- 

48 

- 

Miscellaneous,   not   included   in 
either  of  the  above      - 

26 

56 

1 

9 

1 

2 

28 

67 

Total 

626 

2,445 

81 

437 

45 

112 

751 

2,994 

JV.B. — ^The  Board  of  Trade  state  the  cause  of  accident  as  returned  by  the  Companies,  but  do  not  guarantee  or 
oAerwise  adopt  the  statement,  except  in  cases  where  an  official  inquiry  has  been  held. 
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TABLE  No.  2, 

STuMBEB  of  Pebsoks  reported,  during  the  Nine  Months  ending  30th  September  1878,  as  EiLUsp  or  Jnjub^  in  the 
Untted  EnfQDOH  by  the  Travellinq  of  Trains  or  the  Movement  of  Yehioi^bs  nsed  e^^dosiyely  upon 
Bailwajs,  distinguishing  between  Passengers,  Servants  of  Railway  Companies,  and  Other  Persons,  and 
classifying  as  far  as  practicable  the  Nature  and  Causes  of  4he  Aooidents  ocoasioning  the  Death  or  Injury. 


EnOLAKD  AHB 

Waum. 

SOOniAHD. 

Iplltf^. 

Isjiired. 

KiUed. 

Injured. 

Killed, 

Izijnrod. 

Killed. 

Injured. 

Piaa  ENQBRS :  — 

Fn>m  Bcddfinta  to  trains,  Stc,»  see  Table 

Nv,B. 

7 

705 

- 

148 

4 

74 

11 

922 

From  ftilling  Ijetween  traics  and  plat- 

forms             _            -            -            - 

82 

59 

.     2 

10 

2 

3 

86 

72 

FroDi  fallings  on  to  the  platform,  ballast, 

ht^^  when  getting  mt<}  or  otil  of  tmns- 

5 

231 

..    1 

14 

- 

4 

6 

249 

Whilst  crossing  the  line  at  statious 

20 

11 

- 

2 

1 

- 

21 

18 

By  the  closing  of  carriage  dooPi    - 

- 

35 

- 

- 

- 

- 

- 

35 

i^W  Ming  out  of  carnage  during  the 

trnTelling  of  trains      - 

1 

17 

- 

8 

1 

3 

2 

23 

By  other  accidentB       -            -              - 

4 

28 

2 

1 

- 

- 

6 

24 

TtyrMi  -           -           - 

69 

1,081 

5 

173 

8 

84 

82 

1,338 

SsavAA'Tfl:  — 

From  aecidents  to  trains,  &c,,  anc  Table 

JVd.  a.           -           .           -            - 

4 

74 

*. 

20 

2 

4 

6 

98 

Wliibt  coupling  or  noconpling  Telixdes  - 

26 

175 

5 

50 

3 

6 

84 

381 

By  coming  in  contact  iifbibt  riding  on 

vehides  dnritig   sb  on  ting  with   other 

Tehicle^  &c.  stapding  on  adjacent  lines 

3 

21 

2 

9 

- 

1 

5 

31 

Wlii]«t   pa»8ing  o^er  or  stonding  upon 

biiffeiT*  during  shnniing 

S 

20 

- 

11 

- 

- 

3 

31 

When  getting  oa  or  off  or  falling  off  en- 

gines, waggona,  &c.,  doling  shmitiiig- 

19 

126 

8 

27 

- 

2 

27 

155 

Wbilst  breaking,  upragging,  or  chocking 

wheels             -             -.              -             - 

6 

94 

- 

13 

- 

1 

6 

108 

Whilst  attending  to  ground-points,  mar- 

shalling trains,  &c. 

5 

28 

1 

6 

- 

- 

6 

29 

Wbilfft    moving    vehjcies   hy   capstnns, 

tnmiahlea,  props,  &c.,  during  (ihuoting 

2 

65 

2 

13 

- 

- 

4 

78 

By  other  aecidenls  duriDg  ahunting  opera- 

tions, not  included  in  the  preceding    - 

7 

98 

- 

21 

- 

1 

7 

115 

From  fjilling  off  engines,  &c,,  during  the 

tni veiling  of  traioi^         ^             _          - 

11 

25 

1 

8 

- 

- 

12 

83 

By  coming  in  contact  with  orer-bridges 

or  erections  on  the  sides  of  the  line. 

during  the  travelling  of  trains    -      .  - 

8 

26 

- 

8 

- 

- 

8 

34 

When  getting  on  or  off  engincai,  vans. 

^c,  during  the  traTelling  of  trains     - 

8 

26 

2 

6 

- 

1 

10 

83 

Whilst  attending  to,  or  by  the  failure  of 

roacbineTy,  &o,  of  engines  in  steam     - 

5 

49 

2 

12 

- 

- 

7 

61 

Whilfit  working  on  the  permanent^way, 

sidings,  &c.         -             -             -          - 

60 

89 

7 

12 

6 

1 

73 

102 

WhWut    attending    to    gates    at    level- 

crossings         _            -            -            - 

6 

- 

- 

- 

- 

- 

5 

— 

Whilst  walking,  crossing,  or  standing  on 

the  line  on  duty 

70 

107 

7 

14 

4 

1 

81 

122 

From  being  caught  between  vehicles 

27 

94 

5 

5 

3 

2 

35 

101 

From  Miing  or  being  caught  between 

traiiis  and  platformi;,  walls,  &c. 

15 

56 

2 

7 

- 

3 

17 

66 

Whilst  walking,  &&.,  along  the  line  on 

the  way  home  or  to  work 

82 

6 

8 

1 

1 

- 

36 

7 

Hisoellaneont     -           -           -           - 

1 

27 

- 

7 

- 

1 

84 

Tot Al      *             -         - 

817 

1,196 

47 

250 

19 

23 

383 

1,469 

OTBIilPERSOKa:  — 

Whilst  pflssing  over  railwaya  at  level 

crossings            .            _            _         - 

34 

12 

3 

- 

3 

1 

40 

13 

Trcspaaserft        -                        -           - 

140 

100 

19 

5 

11 

2 

170 

107 

Suicide*     -           -            -            '        - 

39 

- 

6 

- 

8 

- 

48 

- 

"MianellMiaona     -               -               -               - 

26 

66 

1 

9 

1 

2 

28 

67 

TotAi 

289 

168 

SO 

14 

18 

5 

286 

187 

Faasengeni             -           _           _        - 

69 

1,081 

5 

173 

8 

84 

82 

1,888 

Sorvants             -            *            -           - 

817 

1,196 

•     47 

250 

19 

23 

883 

1,469 

Other  pertons        ,            -            -        - 

289 

168 

29 

14 

18 

5 

286 

187 

TOTAI.  Al-l-  CtJiasEs 

625 

2,445 

81 

487 

45 

112 

751 

2,994 
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TABLE  No.  3. 


^ceiDBiTS  to  Trains,  Rolling  Stock,  Permanent  Way,  &c.,  reported,  during  the  Nine  Months  ending  30th  September 
1878,  as  having  occurred  on  the  Railways  in  the  United  Kingdom,  distinguishing  the  different  Classes  of  Accident,  and 
the  Number  of  Passengers  and  others,  and  of  Servants  of  Railway  Companies,  Killed  or  Injured  in  each  Class  of  Accident. 


07  Gases. 

NUMBBB  OP  PiSSBWOEBS  AWD  OlHBBS. 

NUMBEB  OP  SBEVAHTS. 

Enff- 
Iwd 
and 

Root- 
land. 

Ire- 
land. 

United 
King- 

England 
and  Wales. 

Scotland. 

Ireland. 

United 
Kingdom. 

Englaud 
andWales. 

Scotland. 

Ireland. 

United 
Kingdom. 

Wales. 

Killed. 

In- 
jured. 

Ulled. 

In- 
lured. 

UUed. 

In- 
jured. 

Ulled. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed. 

In- 

jured. 

Otow  between  passenger 
wnsor  pirts  of  passenger 

Bsns         -           -           - 

31 

5 

1 

37 

186 

95 

281 

13 

13 

OiM^  b^ween  passenger 
tnb  md  goods  or  mineral 
ms,  engines,  and  vehicles 
itiad^  fool  of  the  line      - 

43 

10 

3 

56 

5 

443 

14 

1 

17 

6 

174 

14 

2 

16 

tigisBBS  between  goods  trains 
■  parts  of  goods  trains 

13 

2 

2 

17 

- 

- 

- 

- 

- 

- 

- 

- 

2 

16 

- 

2 

- 

1 

2 

19 

tnOi  eamog  in  contact  with 
IRfctions  from  other  tnu^ 
taveOiDg  on  parallel  lines  - 

— 

. 

I 

1 

_ 

«. 

-> 

^ 

« 

__ 

. 

„ 

. 

«. 

» 

_ 

« 

_ 

«. 

Jkaager  trains  or  parts  of 
IBgfenger  trains  leaTing  the 

ni        .            - 

38 

9 

6 

53 

2 

41 

. 

10 

3 

52 

5 

103 

_ 

5 

1 

^ 

2 

_ 

2 

5 

Mf  twos  or  parts  of  goods 
\na^  engines,  &c.  leaving 

feenils     -           - 

7 

1 

2 

10 

. 

2 

9 

14 

2 

28 

ftm  cr  engines  travelling  in 
Ik  TioDg  direction  through 

piBtl            -                -               - 

10 

2 

3 

15 

12 

. 

. 

. 

12 

8 

. 

. 

. 

8 

&^  luiiui^  into    stations 
ff  laiiiigs  at  too  high    a 
9«d        -           -            - 

9 

5 

. 

14 

18 

18 

36 

1 

. 

1 

kin  numiog  over  cattle  or 
<i(]ier(a)0mietiQns  on  the  line 

107 

15 

- 

122 

_ 

_ 

-. 

_ 

« 

. 

_ 

^ 

1 

- 

1 

_ 

- 

_ 

2 

fau  ranmng  throng  gates 

31 

- 

- 

31 

- 

- 

- 

- 

- 

- 

- 

- 

'    - 

- 

- 

- 

- 

- 

- 

- 

h  bating  of   hoilers    or 
toits,  &c  of  engines 

4 

1 

2 

7 

- 

- 

- 

- 

- 

- 

- 

- 

- 

5 

- 

3 

- 

-- 

- 

8 

k  faflore    of    machinery, 
9agi,  &c  of  engines 

1 

2 

1 

4 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

b^are  of  tyres 

645 

30 

6 

661 

- 

- 

- 

- 

- 

- 

-. 

- 

- 

- 

- 

- 

- 

- 

- 

- 

.     ,      wheels 

11 

2 

- 

13 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

-' 

- 

- 

- 

- 

>     „      azlea 

331 

42 

10 

383 

- 

2 

- 

- 

- 

- 

- 

2 

- 

- 

*- 

- 

- 

- 

- 

- 

a      „      break  apparatus 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

-" 

- 

- 

- 

- 

- 

,     a      conpliDgs 

6 

5 

3 

14 

- 

1 

- 

I 

- 

5 

- 

7 

- 

1 

- 

- 

- 

1 

- 

2 

a      „      ropes     nsed    in 
working  inclines 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

[,     ,      tmmels,  bridges, 
Tiadncts,  culverts,  itc. 

- 

3 

- 

3 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

fekanas 

204 

68 

- 

272 

- 

- 

- 

5 

- 

- 

- 

5 

- 

- 

- 

- 

- 

- 

- 

- 

k  loo£Dg  of   portions  of 

fnaent-way 

p  m  cuttings  or  embank- 

liitiains  -            -           - 

15 

13 
3 

1 

4 

- 

16 

13 

7 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1  a  stations,  or  involving 
^JBj  to  bridges  or  viaducts 

2 

1 

- 

3 

- 

- 

-. 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

bacddtfitg 

4 

1 

- 

5 

- 

2 

- 

- 

- 

- 

- 

2 

- 

1 

- 

- 

-. 

- 

- 

1 

T< 

)TAL  - 

7 

705 

- 

143 

4 

74 

11 

922 

4 

74 

- 

20 

2 

4 

6 

98 

T* 

\ 

J  899. 


B 


Digitized  by 


Google 


/ 


(     10    ) 


TABLE  No.  4.  . 

Accidents  to  Trains,  Rolling  Stock,  Permanent  Way,  &c.  on  the  Railways  in  the  United  Kingdom,  reported 
Railways  on  which  the  same  have  occurred,  and  the  Number  of  Passengers  and  others,  and  of 


NAME  O?  COMPANY. 

Col- 
lisions 

between 

pas- 

seneer 

tnunfl 

or  parts 
ofpas- 
aenfcer 
tnam. 

Col- 
liBions 
between 

pas- 
senger 
trams, 

and 
Roods 

or 
mineral 
trains, 
enfdnes. 

Col- 
lisions 
between 
(Wods 
trains 
or  parts 
of  goods 
trains. 

Trains 
coming 

in 
contact 
with  pro- 
jections 
from 
other 
trains 
travel- 
ling on 
parallel 
hnes. 

Pas- 
sei.per 
trains 

or  parts 
of  pas- 
sen^r 
trains 
leaving 

the  rails. 

Gk>ods 
trains  or 
parts  of 
goods 
trains, 
en^nes, 

leaving 

the 
[rails. 

Trains  or 
engines 
travel- 

wrong 
direction 
through 

points. 

Trains 
running 

into 
stations 

or 
sidings 

at  too. 

high  a 

speed. 

Trains 
running 
over 
cattle 
or  other 
obstruo- 
tions  on 
the  linn. 

Trains 
running 
throu^ 
gates  at 
level- 
cross- 
ings. 

The 

bursting 

of 

boilers 
or  tubes, 

Ac.  of 
engines. 

The 
failure 
of  ma- 
chinery, 

'^"^ 

engines. 

Tho 
failure 
of  tyre*. 

ENGLAND  AND  WALES. 
Biishops  Cmtlo 

- 

. 

- 

- 

1 

- 

- 

- 

- 

- 

« 

_ 

Brecon  and  Mcrthyr  - 

- 

- 

- 

- 

\ 

- 

- 

- 

- 

- 

- 

- 

I 

Cambrian    - 

- 

1 

- 

- 

2 

- 

- 

- 

^ 

2 

- 

- 

1 

FeEtiniog        -            ^        ' 

- 

- 

1 

- 

- 

1 

- 

- 

- 

- 

- 

- 

FumesB      -           -           - 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

10 

Great  Eaitlera 

5 

6 

1 

-     . 

2 

- 

- 

- 

16 

17 

- 

- 

IS 

Great  Kortlieni 

1 

2 

1 

- 

2 

- 

- 

- 

2 

1 

- 

- 

2 

Gf  eat  Wefltera 

2 

2 

- 

- 

3 

1 

8 

2 

22 

5 

- 

- 

61 

iBle  of  Wight 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

3 

IdiiKjaBbire  and  YorkiiUiro  - 

5 

7 

3 

- 

6 

1 

1 

2 

9 

- 

1 

1 

10 

London  and  North- Wc  stem 

London  and  North -WtiSttrn 

and  Great  Western  Joint 

8 

16 

1 

: 

8 
1 

1 

1 

1 

15 

1 

3 

3 

- 

124 

London  and  South- Western 
Loadon,  BrlghtoD,  aod  Soutb 

Coftst 
London,      Chatham,      and 

Dover          -             -         * 
London  J  Tilhary,  and  f>ou!h- 

end 
Londonderry,  Seaham    and 

Sunderland 

- 

1 

I 
1 

- 

- 

1 
1 

1 

- 

1 

2 
1 

1 

- 

- 

- 

2 

8 
2 

Manchester  and  Milford 
UaneheAter,    SheMeld    and 
Lincolnshire 

— 

— 

"~ 

: 

"" 

1 
1 

^ 

: 

1 

•- 

- 

- 

2 

Maryport  and  Carlisle 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Metropolitan 

2 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Metropolitan  Difitrict 

1 

- 

- 

- 

3 

- 

1 

- 

- 

- 

- 

- 

- 

Jlidlaad      .           -           - 

- 

4 

1 

- 

- 

- 

1 

- 

- 

- 

- 

- 

8 

Mid-Wales- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

Momnoutlishire 

- 

- 

- 

- 

1 

- 

- 

- 

12 

- 

- 

- 

- 

Northampton  and  Banhury- 

- 

- 

- 

- 

- 

- 

.    - 

- 

- 

- 

- 

- 

- 

Korth^EaBtera 

1'      ^ 

3 

1 

- 

1 

- 

t 

- 

26 

- 

- 

- 

9 

North  London 

2 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

ITortb  StaflTordshira 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

16 

North  Wales  Narroiv  Gauge 
Ohiham,        Ashton-und<?r- 

Ljne,  and  Guide  Bndge 

Jtmction 
Potf^rieB,  Shrewsbury,  and 

North  Wales 

1 

- 

- 

- 

1 

1 

- 

- 

- 

- 

- 

- 

- 

- 

Preston  and  Wyre  - 

1 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

Bhymney 

- 

- 

2 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

Severn  and  Wye 
Sheffield  and  Midland  Com- 
mittee     - 

^ 

: 

i. 

- 

: 

: 

1 

: 

: 

~ 

"• 

- 

~ 

South-TlBiitern 

2 

- 

- 

- 

1 

- 

- 

1 

- 

1 

- 

- 

- 

ValeofTowy 

Wbitchtiven,    Clcator,    and 
Egrem<mt 

"* 

.. 

: 

- 

- 

- 

- 

: 

.- 

2 

• 

„ 

^ 

Private  Oniiera 

- 

- 

- 

- 

- 

- 

- 

- 

.    - 

- 

- 

- 

872 

TOTAT, 

\              

31 

43 

13 

- 

38 

7 

10 

9 

107  0 

)y^k^j 

^H^^ 

>H 

645 
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TABLE  No. 

during  the  Nine  Months  ending  30th  September  1878^  distinguishing  tjie  aifferent  Clajsses  of  Accidents,  the  different 
Sa-vants  of  Baalway  Companies^  Killed  or  Injured  on  each  Railway  by  those  AccideDts. 


of 
'  wbedsL 


1 


The 
bilare 
of 


The 
fiulure 
ofbreftk 
appa- 
ratus. 


The 
ftuiure 
ofooap- 

liiigs. 


working 
inolmes. 


The 
fulure 
ofroi 


The 
failure 

of 
tnnnels, 
briclges, 
viaducts, 

or 
culverts. 


Broken 
rails. 


The 
flooding 

of 
portions 
of  per- 
manent 
way. 


Slips  in 
cuttings 

or 
embank- 
ments. 


Fire  in 
trains. 


Fire  at 
stations 
or  in- 
volving 
injury  to 
bridges 
or  via- 
ducts. 


Other 
acci- 
dents. 


Number 

of  Passengers 

and  others. 


Killed. 


In. 
jured. 


Number 
of  Servants. 


KiUed. 


In- 
jured. 


Total 
all  Classes. 


Killed. 


In- 
jured. 


2 
2 

90 
9 

60 

16 
35 

15 
6 


16 

1 


88 


8 
17 
12 

15 

8 
22 
18 
85 


11 


96 
25 
28 

19 
71 
12 
6 
283 
88 


6 
9 
5 

11 

18 

8 


50 


-    - 


lO 


8 
46 


1 
11 

1 
1 


1 
49 


15 

1 
20 


61 
21 


18 


102 
34 
33 


84 

20 

6 

233 

83 

1 


18 

1 

26 


63 
24 


13 
3 
2 


:* 


S 


l^ 


11         Ml 


204  15 


13 


4  7       7d5 


uiqiTizi  miN^  zyry 


I 


74 


779 


B  2 
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Table  No.  4. — Number  of  Accidents  to  Trains, 


N^ME  01?  COMPANY, 


Col- 
lisions 

between 

pas- 

sen^r 

tnUM 

or  iiurla 
of  pnA- 
seager 
tniins. 


SCOTLAIH}. 

Gallon  Ian 

City  of  Glasgow  XJnioa 

Glasgow  and  Paisley  Joint 

Glasgow  and  South- Western 

Great  North  of  Scotland     - 

KoTth  Britbh 

FriTate  Ownert 

-IRELAHD. 

BiLllymena  and  Larne 

Ballyniona,  Cnshendall,  and 
Bed  Bay 

Belfast  and  Connty  Down  - 

BelfMt  and  NortlierD  Coun- 
ties 

Cork  and  Bandon 

Cork  and  Macroom 

Dublin,  Wicklow,  and  Wex- 
ford        .  _  - 

Great  Northern  of  Ireland  - 

Great  Southern  and  Western 

Midland  Great  WeBteru 

Kewry  and  Annagh   - 

Waturfotd  and  Limerick     - 

Waterford  and  Tramore 

Total  United  Kingdom 


Col- 
ligions 
between 
pas- 
senger 
trains, 
and 
goods 

or 

mineral 

trainSt 

engines, 

fto. 


3T 


Col- 
lisions 
between 
goods 
trains 
or  parts 
of  goods 
trains. 


10 


Trains 
coming 

in 
contact 
with  pro- 
jections 
from 
other 
trains 
travel- 
ling on 
panulel 
lines. 


Pas- 
sen^ 
trains 

or  parts 
of  pas- 
sen^ 
trains 
leaving 

the  rails. 


Goods 
trains  or 
parts  of 
goods 
trains, 
engines, 

leaving 
the  rails. 


Trains  or 
engines 
travel- 
ling in 

the 

wrong 

direction 

through 

points. 


Trains 
running 

into 
stations 

or 
sidings 
at  too 
high  a 
speed. 


Trains 
running 
over 
cattle 
or  other 
obstruc- 
tions on 
the  line. 


Trains 
running 
througn 
gates  at 
level- 
cross- 
ings. 


The 
bursting 

of 
boilers 
or  tubes, 

Ac.  of 
engines. 


The 
failure 

of  ma- 
chinery, 
springs, 

&c.  of 
enginei. 


The  I 
failure  , 
of  ^rres.' 


86  17 


8S 


lO 


15 


18 


1ft 


19 


122 


80 


SI 


6S1 
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fioning  Stocky  Permanent  Way,  &c. — continued. 


of 

The 
failure 
of  axles. 

1%6 

Mlure 

of  break 

appa- 

Tatus. 

The 
lUlure 
of  coup- 
lings. 

The 
failure 
of  ropes 
used  in 
working 
inclines. 

The 
fUlure 

of 
tunnels, 
bridges, 
iriaduots, 

or 
culverts. 

Broken 
rails. 

The 
flooding 

of 
portions 
of  per- 
manent 
way. 

SliMin 
cuttings 

or 
Bmbank- 
ments. 

Fire  in 
trains. 

Pireat 
stations, 
or  in- 
volving 
injury  to 
bridges 
or  via- 
ducts. 

Other 
acci- 
dents. 

Number 
of  Passengers 
and  others. 

Number 
of  Sorvwits. 

Total 
all  Glasses. 

^^  ^^ 

Killed. 

In- 
jured. 

Bjlled. 

In- 
jured. 

\ 

9 

36 

3 

11 
3 

- 

8 
9 

- 

1 
2 

84 

1 
1 

82 

1 

- 

4 

1 

1 

- 

88 

4 

89 

8 
54 

- 

2 

14 

4 

- 

40 

4 

53 

12 
54 

1 

3 

48 

- 

5 

- 

8 

68 

1 

- 

4 

1 

1 

- 

148 

- 

20 

- 

168 

■« 

1 
4 

_ 

- 

1 
1 

1 

- 

- 

- 

- 

- 

- 

■ 

8 

1 

50 

15 
9 

— 
2 

2 

1 
1 

5 

1 

50 

17 
10 

1 

1 

- 1  •»  1  - 

S 

- 

- 

- 

- 

- 

- 

- 

- 

4 

74 

2 

4 

6 

78 

13 

i-i- 

1« 

- 

S 

a72 

16 

IS 

7 

S 

5 

11 

9aa 

6 

9a 

17 

l,02fl 

6  8 
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TABLE  No.  5. 

Number  of  Servants  of  Railway  Companies  and  Contractors  reported,  during  the  Nine  Months  ending  30th  September 
used  exclusively  upon  Railways,  distinguishing  the  Number  which  have  occurred  on  each  Railway  or  System  of  Railway, 


Nams  Of  CooAinr. 

1 

d(?i].b  to 

tminw,  Ac- 

.^^  Tuble 

No.  4. 

WbiJflt 

Hy  «»niinft 
ill  fcuttrict 

ridki^  tm 

lohii  It'll 

dtiriuif 

iiliuutlat? 

wirb  iitlier 

¥fbieli'i*.Ae. 

stauiiin^ 

on  luljtK'ont 

lines. 

WbilKt 

oifT.  or 

buffi'ta 

diirtrig 

shonting^. 

fcettiny^  on 

Ac.  durinif 
Bh^nting* 

wbikt 

breaking, 

orehcK'king 
wheeli. 

Wbilrt 
attencUnff 
io  ground- 

maraluLllin^ 
tndttit,  &c.^ 

Wliilst 

movinfF 

vehiclej  hy 

turn4abk«» 
pi™,  Ac. 

dunmt 
ehnntin^. 

By  other 
aooid«n]li 
durini? 
ihimting 
opttntioni, 
not  luductod 

bitbQ 
pTOcedfaTf 

Killed. 

In- 
jored. 

EillGd. 

Iti- 

jui^d. 

Killed 

In- 
}upad 

foiled 

In- 
■juml 

Killed 

In- 
■jured 

Kiiifld 

In^ 
Jtti«d 

Killed 

In- 
jurod 

Killfjd 

In- 
'jisred 

^«"|^ 

ENGLAND  AND  WALES. 

Brecon  and  Herthyr  -           -           - 

" 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

CuDbrian             ... 

- 

- 

1 

- 

- 

- 

- 

" 

* 

- 

- 

1 

- 

- 

- 

- 

- 

1 

Giirmarthen  and  Cttnli|,^n 

- 

' 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

" 

- 

- 

- 

- 

Comiriai 

- 

- 

- 

- 

' 

- 

- 

" 

- 

- 

- 

I 

- 

- 

" 

- 

- 

- 

Jestiniog         ,           _           -           - 

- 

1 

- 

" 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

' 

- 

- 

Fumeea                «               _               - 

- 

- 

- 

S 

- 

" 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

-, 

Gt«a£  Extern             -              -       - 

- 

6 

2 

10 

- 

- 

I 

3 

1 

3 

' 

7 

- 

- 

- 

4 

- 

9 

Great  Northern    - 

- 

9 

i 

14 

- 

1 

* 

- 

" 

9 

- 

'      1 

I 

3 

- 

- 

2 

e 

Gxc^t  Western            -               ,       - 

- 

S 

2 

34 

- 

4 

I 

6 

2 

24 

2 

IB 

- 

2 

- 

5 

- 

7 

Lancuifcice  and  TorksMro 

" 

10 

5 

is 

1 

3 

- 

2 

2 

15 

~ 

21 

1 

4 

" 

17 

- 

18 

tcindon  and  NoTth-West43rn 

L 

14 

S 

37 

1 

4 

X 

3 

5 

27 

s 

13 

L 

S 

2 

27 

- 

17 

London  and  North- Western  and  Great 
Wceienijomt        _             _             - 

^ 

8 

«. 

6 

_ 

a 

i_ 

_ 

,^ 

4 

_ 

_ 

1 

_ 

_ 

_ 

I 

2 

Loutlott  and  South- Western 

*- 

- 

- 

1 

" 

-   1 

- 

- 

1 

- 

-  1 

- 

- 

- 

- 

- 

- 

" 

Lond^m     and     Soutli-We&tem,     and 
Lt»&don,  Brighton,  and  South  Coast 

- 

. 

» 

• 

_ 

_ 

«. 

» 

_ 

- 

_ 

_ 

- 

-. 

- 

*. 

_ 

_ 

London,  Brighton,  and  South  Coast    - 

- 

- 

2 

3 

- 

- 

* 

- 

8 

4 

- 

4 

- 

1 

- 

1 

I 

3 

London,  Chatham,  and  Dorer 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

- 

- 

- 

- 

- 

4 

- 

I 

London,  Tilbury,  and  Southend 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

-- 

' 

- 

- 

- 

M*ncheBter,  Sheffield,  and  Lincolnshire 

1      1 

- 

1 

6 

- 

3 

- 

2 

- 

6 

- 

10 

- 

1 

' 

2 

- 

5 

Maryport  and  Carlidc 

- 

- 

- 

- 

-    1 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

_ 

Metropolitan       -           -           -        _ 

" 

3 

- 

2 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

MetrnpoHtan  and  St.  John's  Wood^ 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

' 

- 

-| 

Mtftj-opoUtan  District  -           .      *     - 

- 

~ 

- 

- 

- 

- 

- 

- 

- 

- 

" 

- 

- 

- 

- 

- 

- 

- 

■    MliiSJand      * 

Midland  and  Great  Western  Joint      - 

- 

6 

3 

l& 

- 

2 

- 

1 

3 

14 

- 

5 

I 

3 

- 

- 

2 

7 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

" 

- 

" 

- 

- 

- 

- 

- 

, 

Manittouthihjfc  -            ~           -        '- 

- 

- 

- 

2 

- 

- 

- 

1 

- 

2 

- 

a 

- 

- 

- 

- 

- 

- 

Uorth-Eaatem 

1 

2 

3 

18 

1 

1 

- 

a 

2 

U 

1 

6 

- 

1 

- 

5 

1 

13 

H  Hoflii  London    -            '           -       -  , 

- 

3 

- 

- 

- 

- 

-    ' 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

U  K<^i  61^'ordabire 

- 

2 

- 

- 

- 

- 

- 

-     1 

- 

- 

- 

" 

- 

- 

- 

- 

1 
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.  -  -  .  -  TABLE  No.  5. 

1878,  as  Killed  or  Injured  in  the  United  Kingdom  by  the  Travelling  of  Trains  or  the  Movement  of  Vehicles 
and  classifjing  as  far  as  practicable  the  Nature  and  Causes  of  the  Accidents  occasioning  the  Death  or  Injury. 


1 

1 

?roio 

[jjt  tp-irt-l- 
lineol 
tmm. 

By  coming 
in  contact 
?rith  'jver- 
briil^i.'B  or 
erect  loiia 
1  dh  thic>  sid&s 
of  thp  Jine, 
dtmuv'  the 

of  traini. 

When 
Bettiiifc  on 

Tan*,  Ac^ 
durioBt  the 
tniTelling 

oftrnim. 

Whilst 

attending 

to,  Of  by  the 

fbilum  (3f» 

mauhiiit^ry, 

«:e.,  of 

on^inea  in 

itcwn. 

Whilit 
working  on 

the 
IHsrtnAtient 

way, 
siditij^,  4c- 

Whilst 
Httondlnif 
toip.tc»*t 

cmaaiogfc 

walking, 

eroffljnp,  or 

stuiding^  on 

Llio  line 

on  duty* 

From 
bt'inir 

CJKlgbl 

bctvT«en 
vehiuloi. 

Prom 
MliTig  or 
hebm 
caught 
between 
tmiiLs  and 
platformfi. 
WftllH»  ko. 

Whilst 
walking  Ao. 
on  the  line 

OtL  i\w 

wny  honu*  or 

to  work. 

Miif- 

oeUoueouj) 

Tf'T*!.. 

1 

Kflled. 

In- 
jured, 

Killod, 

Kmod. 

In- 
jwraL 

KiUotL 

In- 
jnw3d. 

Killed 

In- 

^11-J   ,.^«l 

Kmed 

In- 

Killed 

In- 
lured 

Kllfed 

In- 
■Jntml 

.™^f^. 

KJled. 

In- 
jur o*L 

1    — 

1 

- 

- 

1 

^ 

- 

1 

1 

" 

- 

- 

1     - 

- 

- 

1 

1 

1 

1 

- 

- 

- 

r 
2 

2 

I 
1 

3 

a 

4 

I 

- 

- 

- 

- 

- 

- 

- 

- 

- 

2 

« 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

3 

- 

- 

1 

- 

1 

1 

7 

1 

- 

1 

6 

- 

5 

- 

4 

2 

- 

- 

4 

12     1 

7(» 

- 

3 

- 

2 

1 

1 

1 

3 

4 

6 

- 

" 

6 

4 

1    1 

7 

- 

3 

1 

- 

- 

1 

18 

75 

3 

2 

7 

1 

fl 

I 

7 

6 

18 

1 

13 

32 

3  ! 

17 

1 

9 

5 

1 

- 

6 

40 

ll*i5 

3 

S 

-      1 

3 

- 

4 

1 

20 

3 

7 

- 

5 

15 

3 

15 

- 

5 

S 

2 

- 

5 

25 

1S7 

!    3 

3 

- 

S 

3 

5 

- 

10 

10 

IS 

1 

- 

Ifi 

2*i 

3 

16 

4 

14 

10 

- 

- 

3 

66 

217 

- 

] 

- 

- 

- 

- 

- 

- 

1 

1 

_ 

_ 

-   1 

I 

1 

2 

1 

_ 

I 

_ 

- 

_ 

6 

27 

- 

1 

S 

- 

1 

- 

- 

' 

5 

1 

2 

- 

2 

2 
3 

2 

3 

1 

1 

s 

~ 

- 

- 

IS 

l* 

- 

- 

- 

_ 

- 

- 

- 

- 

- 

-     1 

- 

" 

1 

" 

- 

- 

_ 

- 

_ 

- 

_ 

^ 

1 

- 

- 

- 

1 

- 

- 

- 

- 

4 

7 

" 

"   ' 

4 

3 

2 

1 

1 

2 

1 

- 

- 

1 

18 

'M 

" 

^ 

2 

— 

- 

^ 

^^ 

^ 

3 

4 

- 

- 

^ 

4 

^ 

3 

~ 

I 

^ 

^ 

^ 

3 

5 

- 

" 

- 

1 

- 

3 

- 

- 

3 

1 

- 

- 

2 

3 

1 

2 

- 

5 

" 

- 

- 

- 

8 

50 

'     ^ 

- 

-     , 

' 

- 

- 

-- 

- 

~ 

- 

- 

- 

-  , 

- 

* 

- 

- 

- 

* 

- 

- 

- 

- 

2 

i 

" 

- 

- 

- 

1 

1 

I 

- 

- 

1 

2 

" 

- 

- 

3 

- 

-  ! 

- 

- 

2 

13 
I 

H 

4 

1 

- 

- 

3 

-  ' 

- 

7 

10 

- 

- 

11 

10 

3 

15 

3 

3 

8 

3 

- 

- 

37 

104 

- 

- 

- 

- 

-     ' 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

" 

1 

1 

1  ' 

- 

- 

1 

^ 

- 

' 

- 

"    , 

- 

- 

- 

" 

- 

- 

- 

- 

- 

- 

„ 

- 

- 

- 

9 

3 

2 

1 

3 

1 

5 

" 

7 

3 
2 

7 
3 

- 

: 

6 

4 

2 

6 

I 

4 

3 

- 

- 

2 

39 
2 

09 
ft 

1 

- 

- 

- 

-     ' 

- 

- 

- 

1 

- 

- 

^ 

- 

- 

1 

^ 

- 

- 

- 

- 

- 

^ 

5 

- 

B  4 
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Table  No.  6.- 

-Number  of  Servants  reported 

Njlms  ov  Govpaht. 

From  acci- 
dents to 
trains,  Ac 
iSto  Table 
No.  4. 

Whilst 

uncoupling 
vehicles. 

Byooming 
in  contact 

whilst 

riding  on 

vehicles 

during 

shunting 

with  other 

vehicles,  Ac. 

standing 

on  adjacent 

lines. 

Whilst 

passing 

over,  or 

standing 

upon 

buffers 

during 

shunting. 

When 
getting  on 

oroflTor 
falling  off, 

engines, 

AcTduring 
shunting. 

Whilst 

breaking, 

spiaggjng, 

or  chocking 

WhUst 
attending 
to  ground- 
marshalling 
trains,  Ac. 

WhiUt 

movinflf 

vehiclesby 

capstans, 

turn-tables, 

props,  Ac. 

during 

shunting. 

By  other 

aocidenta 

during 

shunting 

operations 

not  included 

in  the 

precedmg. 

l^ 

Killed 

In- 
'juied 

Killed 

In- 
'jured 

Killed 

In- 
'Jured 

Ki"«^j^ 

Killed 

In- 
iured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed-j^ 

1 

BNGTiAND  AND  WALES— coirt. 

North  Union           -            - 

North  Wales  Narrow  Gauge 

Oidhara,      Ashion-xmder-Lyne,      and 
Guide  Bridge  Junction      - 

Preaton  and  Wyre   -            - 

Khymney        ,            .            -            - 

Ehymnej  and  Great  Western  (Bargood 
Joint)              -            ,           -        - 

Ryde   and  Newport,  and  Cowes  and 
Newport  Joint       -            -            - 

Severn  and  Wye         -            -            . 

^h^eld  and  Midland  CoiQinittee 

Somerset  and  Doraist  -           -           * 

South-E  astern    -            -            •        - 

Ts^Vale        -            - 

1 

1 
8 

2 

1 

2 

1 

- 

- 

- 

^ 

- 

1 

1 
2 

1 

1 

1 
1 

- 

1 

1 
23 

2 

- 

- 

1 

4 

74 

26 

175 

8 

21 

8 

20 

19 

126 

6 

94 

5 

C5 

7 

98 

■ 

SCOTI-AND. 
Caledoman     -           -           -           - 
Glasgow  and  Paisley  Joint 
Glasgow  and  South- Western 
Glasgow,  Han-head,  and  Kilmarnock  - 
Great  North  of  Scotlaod 
Highland                    ,           ^           ^ 
North  British      -            -            -        _ 
Sutherland  and  CaithnesE 

- 

2 
14 

4 

1 
4 

15 
4 
2 

29 

2 

8 

2 

4 

- 

2 

1 

8 

5 
8 

10 
2 

15 

- 

8 
2 

8 

1 

2 

1 

8 

2 

5 
2 

1 
5 

- 

3 
I 
8 

I 
12 

1 

Total,  Sootlakc 

- 

20 

5 

50 

2 

9 

- 

11 

8 

27 

- 

18 

1 

6 

2 

IS 

- 

21 

\ 

IRELAND, 

O^^nymena  and  Larne 
Tlcl&st  and  Northern  Counties   - 
Cork  and  Macroom     -            -           - 
Bubliii,  Wieklow,  and  Wexford 
Great  Northern  of  Ireland 
Great  Sonthem  and  Western      - 
Midland  Great  Western 
Wiiterford  und  Limerick 

2 

2 

2 

1 
1 

1 
2 

1 
2 

1 

- 

1 

- 

- 

- 

1 
1 

- 

1 

- 

- 

- 

- 

■   - 

I 
1 

1 

( 

TtyrjLL,  Ibeuinu 

2 

4 

8 
3« 

6 

- 

1 

- 

-' 

- 

2 

- 

1 

- 

- 

- 

- 

- 

Total,  irifiTfli>  Ki^oDOM 

6 

9a 

2S1 

5 

SI 

S 

SI 

27 

185 

6 

loa 

6 

29 

« 

7a 

7 

l&S 

• 

D 

gitizec 

JbyV 

^O 

.OJ 

5le 

i 

r 
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as] 

ICUed 

orliyuredj 

» Ac.— tfonltntie</ 

'tin  travel. 

with  over- 
bridges  or 

on  the  sides 
oftheline^ 
duiiogthe 

STtnins. 

When 
gettingon 

or  off 
engines. 
Tans,  Ac, 
during  the 
travemng 
of  trains. 

WhUst 

to.  or  by  the 
fidlureof, 
machinery, 

&c.,of 

engines  in 

steam. 

Whilst 

working  on 

the 

way, 

8idhlg8,ftO. 

Whilst 
attending 
to  gates  at 

level 
crossings. 

Whilst 

wiUlung, 

crossing,  or 

standing  on 

thelme 

on  duty. 

Prom 

being 

caught 

between 

Tehides. 

From 

falling  or 

being 

between 
trains  and 
platforms, 
walls.  AC 

Whilst 
walWng.  &c., 
on  the  line 

on  the 

way  home  or 

to  work. 

Mis- 
cellaneous. 

TOTll.. 

I        1            puwi 

Killed. 

In- 
hired. 

Killed. 

In- 
jured. 

KiUed. 

In- 
sured. 

Killed. 

In- 
juied. 

KiDed. 

In- 
lured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

KUled. 

In- 
jured. 

Killed. 

In- 
juwd. 

KiUed. 

In- 
jured. 

1 

1 ' 

1  - 

i    1 

1 

1 
!- 

1 
1 

r 

1 
1 

- 

1 

_ 

- 

- 

- 

1 
5 

2 

- 

- 

8 

1 

1 
1 

8 

1 

1 

1 

1 

1 

1 

^ 
■■ 

1 

1 

1 
1 

8 

1 

1 

18 

8 

5 

8 

1 
3 

8 

2 
2 
2 
5 
5 

IT 

95 

8 

S6 

8 

26 

5 

49 

60 

89 

5 

- 

70 

107 

87 

94 

15 

56 

88 

6 

1 

27 

317 

1,196 

!  _ 

1. 
1 

1 1 

1 

1- 

S 

1 

5 

• 

4 

I 
1 
1 

1 

1 

1 

1 

1 

4 

1 

1 

18 

8 

1 

8 

8 

4 

- 

- 

4 
8 

4 
3 

8 

8 
8 

8 
8 

1 

1 
1 

1 
1 

5 

8 

1 

1 

k 

4 
8 

80 

4 

83 

72 

16 
82 

1 

10 

1 

127 

1 

' 

8 

- 

8 

3 

6 

8 

18 

7 

12 

- 

- 

7 

14 

5 

5 

8 

7 

8 

1 

- 

7 

47 

250 

1 

- 

"" 

" 

- 

1 

_ 

- 

1 

1 

1 

8 

1 

- 

- 

8 

2 

1 

8 

1 

1 
1 

- 

1 

- 

- 

- 

1 

8 

1 
6 
8 
5 

1 

4 

2 
5 

6 
6 

- 

- 

- 

" 

- 

I 

- 

- 

6 

1 

- 

- 

4 

1 

3 

8 

- 

1 

- 

- 

- 

19 

23 

U 

SS 

• 

34 

10 

SS 

y 

61 

7S 

loa 

6 

- 

•1 

laa 

SB 

101 

17 

66 

S6 

7 

1 

Sft 

sss 

1,M9 

J8« 

». 

0 
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tized 
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TABLE  No.  6. 

Table  showing  the  different  Occupations  of  Sebyants  of  Railway  Cokpanies  and  Contbactobs  who  were  Eillbd  and 
Injubed  daring  the  Nine  Months  ending  30th  September  1878,  and  dassiifying  their  Injuries  as  &r  as  practicable. 


Amputations.       1 

IMS-   " 

loca- 
tions. 

Crushes. 

Bprsins, 
Scalds,    ^uts, 
Bruises. 

SeTere.  Shaken,  i 

Slight 

Unspecified  Injuries  to  1 

Mis-    Total 
Dellar    In- 
leous  jured. 

CLASS  OP  SBBVICB.  1 

^tsl.  J 

A 

Legs 
or 
mns.  J 

Veet 
or 
lands.  I 

Toes 

or 

Ingera 

Logs  OoUar- 
or      bones 
Lrms.orBibB. 

Legs 

or 
Lrms.  ] 

Feet 
or      Body. 
Bands. 

Seod. 

Legs 
Body,     or 
Arms. 

Feet 

or 

Hands. 

Breaksmen   and 
Goodfl-guftrds 

SS 

8 

2 

6 

11 

4 

2 

14 

88 

19 

• 

84 

2 

10 

25 

6 

17 

17 

21 

1 

287 

CapBtanmen 

i 

- 

- 

- 

- 

- 

- 

- 

2 

- 

- 

2 

- 

- 

1 

- 

- 

1 

1 

- 

7 

Carmen    - 

4 

1 

- 

- 

1 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

3 

Carriage-cleanerB 

6 

- 

- 

1 

- 

2 

- 

- 

8 

.  8 

- 

3 

1 

1 

1 

- 

1 

1 

- 

- 

17 

Carriage  or  Wag- 
gon examiners 

3 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

2 

- 

- 

- 

- 

- 

1 

- 

- 

4 

Checkers 

1 

- 

- 

- 

- 

2 

- 

- 

2 

1 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

6 

Chockera,  Chain- 
boys,  and  Slip- 
pers 

3 

_ 

^^ 

1 

. 

« 

« 

2 

5 

_ 

. 

6 

mm 

« 

2 

_ 

„ 

2 

2 

^ 

20 

Clerks      - 

6 

1 

- 

- 

1 

- 

- 

- 

1 

- 

- 

1 

- 

- 

- 

- 

1 

- 

- 

- 

5 

Engine-cleaners 

iO 

- 

1 

- 

1 

- 

- 

1 

7 

1 

- 

1 

1 

- 

1 

- 

2 

1 

1 

1 

19 

Engme-drivers  - 

U 

1 

3 

1 

4 

- 

1 

2 

4 

1 

8 

23 

18 

6 

8 

4 

2 

6 

4 

2 

93 

Firemen    - 

i9 

2 

3 

1 

3 

3 

- 

3 

8 

5 

8 

81 

13 

7 

21 

11 

8 

4 

9 

2 

137 

Gatekeepers 

7 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

1 

- 

2 

Greasers  - 

4 

- 

- 

1 

- 

- 

- 

- 

2 

:a 

- 

,  - 

1 

- 

- 

- 

- 

- 

- 

- 

6 

Gnards,       Pas- 
senger 

4 

- 

- 

- 

4 

- 

- 

- 

1 

4 

- 

16 

6 

11 

6 

5 

1 

3 

- 

- 

67 

Horse-drivers    - 

12 

- 

- 

1 

3 

1 

1 

- 

7 

8 

- 

6 

3 

2 

1 

- 

1 

3 

3 

1 

41* 

Inspectors 

5 

- 

- 

- 

- 

1 

- 

- 

3 

- 

3 

1 

2 

3 

- 

1 

- 

- 

- 

15 

Labourers 

^ 

2 

- 

- 

2 

- 

- 

1 

4 

- 

13 

1 

6 

9 

2 

2 

3 

- 

1 

48 

Lampmen 

3 

- 

1 

- 

- 

- 

- 

- 

1 

- 

2 

- 

- 

-« 

2 

1 

I 

1 

1 

11 

Loaders        and 
Sheeters 

S 

- 

- 

- 

1 

- 

- 

1 

- 

1 

- 

1 

- 

- 

- 

-■ 

1 

r 

7 

Mechanics 

i6 

- 

- 

- 

4 

- 

- 

1 

- 

- 

6 

1 

- 

1 

1 

8 

2 

- 

- 

20 

Messengers 

- 

- 

- 

- 

- 

1 

- 

1 

1 

- 

1 

- 

- 

- 

1 

- 

- 

- 

- 

6 

Number-takers  - 

S 

- 

- 

2 

1 

- 

- 

- 

2 

3 

- 

- 

1 

- 

1 

- 

- 

1 

1 

- 

12 

Permanent  -  way 
Men      -        - 

94 

5 

- 

2 

8 

3 

- 

6 

9 

4 

- 

29 

13 

9 

14 

11 

5 

12 

2 

- 

132 

Pointsmen 

ii 

- 

- 

- 

2 

- 

1 

I 

5 

- 

- 

5 

- 

3 

2 

- 

2 

1 

- 

- 

22 

Policemen 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

- 

- 

1 

- 

- 

- 

- 

- 

3 

Porters  - 

41 

4 

2 

2 

12 

6 

2 

8 

36 

28 

- 

70 

17 

12 

25 

7 

6 

18 

15 

1 

266 

Shunters 

33 

2 

1 

- 

7 

3 

1 

6 

24 

8 

- 

28 

10 

4 

18 

6 

3 

11 

14 

1 

147 

Signal-fitters     - 

2 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

1 

- 

- 

- 

- 

- 

- 

- 

2 

Signalmen 

6 

- 

- 

- 

- 

1 

- 

I 

1 

- 

- 

8 

1 

- 

- 

1 

- 

1 

1 

- 

15 

Station  Masters 

4 

- 

- 

*     - 

- 

- 

- 

1 

- 

- 

- 

1 

- 

- 

1 

- 

- 

- 

1 

- 

4 

Ticket-collectors 

1 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

- 

1 

- 

4 

Watchmen 

4 

1" 

- 

- 

- 

- 

- 

- 

- 

- 

- 

•    1 

- 

- 

- 

- 

- 

- 

1 

- 

2 

Tardsmen 

4 

2 

- 

1 

2 

- 

1 

1 

3 

- 

- 

6 

1 

- 

- 

1 

- 

- 

1 

* 

19 

Miscellaneous    - 

4 

1 

- 

- 

- 

1 

- 

- 

- 

- 

- 

2 

1 

1 

1 

- 

- 

2 

1 

- 

10 

Contractors'  Ser- 
irants. 

S 

- 

- 

- 

3 

- 

- 

1 

1 

3 

- 

4 

2 

1 

2 

1 

1 

1 

- 

- 

20 

Total    - 

3^3 

31 

13 

19 

69 

29 

9 

51 

171 

93 

16 

360 

91 

76 

144 

59 

53 

98 

81 

11 

1,469 

[ 
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TABLE  No.  7. 

Number  of  Persons  reported  during  the  Nine  Months  ending  30th  September  1878,  as  having  been  Killed  or  Injurep, 
whilst  upon  the  Companies'  Premises,  by  Accidents  in  which  the  Movement  of  Vehicles  used  exclusively  upon 
Eailways  was  not  concerned,  distinguishing  between  Passengers,  Servants  of  Companies,  and  other  Persons,  and 
classifying,  as  far  as  practicable,  the  Nature  and  Causes  of  the  Accidents  occasioning  the  Death  or  Injury. 


England  AKD 

WaTiK8. 

8C0TLANI>. 

laBLAND. 

Unitbd  Kingdom. 

Killed. 

Ii^jured. 

Killed. 

iDJored. 

imed. 

Lyared. 

Killed. 

Iqjured. 

Passengers  :— 

Whilst  ascending  or  descending  steps  at 
stations  -            -            -            -        - 

2 

60 

— 

— 

— 

— 

2 

60 

By  being  struck  by  barrows,  by  &lling  over 
pack^es,  Ac  on  station  pjatforms 

— 

19 

*— 

*^ 

— 

-— > 

... 

19 

From  &lling  off  platforms  - 

1 

19 

— 

— 

— 

— 

1 

19 

By  other  accidents          -           -            - 

— 

30 

— 

— 

— 

— 

— 

30 

Total      - 

3 

128 

— 

— 

— 

— 

3 

128 

Servants  : — 

Whilst   loading,   unloading,  or   sheeting 
waggons-           -            -            -        - 

3 

276 

— 

16 

— 

2 

3 

294 

Whilst    moving   or    carrying    goods   in 
warehouses,  Ac           -            -            - 

— 

92 

f 

— 

— 

— 

— 

92 

Whilst  working  at  cranes  or  capstans 

3 

65 

— 

2 

— 

— 

3 

67      • 

By  the  &Uing  of  waggon-doors,  lamps, 
bales  of  goiras,^       ... 

3 

91 

— 

7 

— 

1 

3 

99 

From  falling  off,  or  when  getting  on  or 
off)  stationary  engines  or  vehicles 

1 

215 

1 

22 

— 

2 

2 

239 

From    falling    off    platfonps,    ladders, 
scaffolds,  Ac,  .            -            .            - 

6 

84 

— 

4 

— 

— 

6 

88 

By  stumbling  whilst  walking  on  the  line 
orpliUforms        -            -            -        - 

— 

93 

.— 

2 

— 

1 

— 

96 

Whilst  attending  to  stationary  engines  in 
aheds  -            -            -            -            - 

1 

34 

.— 

1 

.. 

_ 

1 

35 

By  being  trampled  on  or  kicked  by  horses 

2 

36 

-     1 

— 

— 

— 

3 

36 

WhiLst  working  on  the  line  or  in  sidings 

6 

123 

1 

5 

— 

—    ■ 

7 

128 

Miscellaneous         -           -            -        - 

8 

94 

— 

6 

— 

— 

3 

100 

Total  - 

28 

1,203 

3 

65 

— 

6 

31 

1,274 

Persons  on  Business  at  Stations 

8 

51 

4 

4 

— 

1 

12 

56 

SUMMART'.— 

Passengers           -           -           -         . 

3 

128 

— 

— 

— 

— 

3 

128 

Servants           .... 

28 

1,203 

3 

65 

— 

6 

31 

1,274 

Persons  on  business  at  stations 

8 

51 

4 

4 

— 

1 

12 

56 

Total  all  Classes     - 

39 

1,382 

7 

69 

— 

7 

46 

1,458 

Board  of  Trade,  Becember  1878. 
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BBPOETS  TO  THE  BOARD  OF  TRADE  UPON  ACCIDENTS  INQUIRED 
INTO  BY  THE  INSPECTING  OFPIOERS  OF  THE  RAILWAY  DEPART- 
MENT. 


Page 
BiLPAST  AND  County  Down  : 

Colonel  Rich's  report  on  an  tocident  that  occarred 
on  the  18th  Aogost,  at  Ballymacarrett  junction, 
from  part  of  a  passenger  train  leaving  the  rails    -    28 

Bishop's  Castle  : 

Mijor-General  Hutchinson's  report  on  an  accident 
to  a  mixed  passenger  and  goods  train  that  occarred 
on  28rd  Angost,  near  Craven  Arms  station,  iW>m 
a  waggon  leaving  the  rails  -  -  -    25 

CaLXDONIAN  : 

Major  Marindin's  report  on  an  accident  that  oocnmd 
on  27th  June,  at  Buchanan  Street  station, 
Glasgow,  to  a  passenger  train  which  ran  into  the 
hufiter  stops  -  -  -  -  -    26 

Major-Genml  Hutchinson's  report  on  a  collision 
that  occurred  on  24th  July,  at  Larbert  station, 
between  a  passenger  train  and  a  light  engine 

Mijor-Qeneral  Hutchinson's  report  on  an  accident 
that  occurred  on  24th  July,  near  Liff  station,  to  a 
passenger  train,  part  of  which  ran  hack,  owing 
to  therracture  of  a  coupling  -        - 

Hajor-General  Hutchinson's  report  on  a  collision 
that  occurred  on  30th  July,  at  Perth,  between  a 
light  engine  and  a  passenger  train  -  -        - 

Major-Gkneral  Hutchinson's  rep<nrt  on  an  accident 
that  occurred  on  30th  July,  between  Holytown 
and  Whifflet,  to  a  passenger  train  which  left  the 
railA  .-.--- 

Major-Gteneral  Hutchmson's  report  on  a  collision 
iaX  ocdured  on  1st  August,  at  Perth,  between  a 
mixed  passenger  and  goods  train  andagoods  train 


.    29 


31 


38 


34 


85 


42 


Citadel  (Cablisle)  Station  Linbs  : 

Major-General  Hutchinson's  report  on  a  collision 
that  occurred  on  2nd  July,  near  the  Citadel 
station,  Carlisle,  between  two  passenger  trains    -    87 

DUBUN,  WiCKLOW,  AND  WbXPOBD  : 

Major-General  Hutchinson's  report  on  an  accident 
that  occurred  on  the  10th  April  to  a  passenger 
train  which  was  wrongly  turned  into  Bray  Head 
stone  siding         .  -  -  -  - 

Major-General  Hutchinson's  report  on  a  collision 
that  occurred  on  7th  September,  at  Dalkey 
stadon,  between  a  mineral  train  and  a  ballast 
train 

Glasgow  and  Paislbt  Joint  : 

Major-General  Hutchinson's  report  on  a  collision 
that  occurred  on  the  13th  JiUy,  at  Paisley  Joint 
station,  between  two  passenger  trains 

Great  Eastebn  : 

Major-General  Hutchinson's  report  on  a  collision 
that  occurred  on  25th  Jul^,  at  Becdes  junction 
station,  between  the  carnages  of  a  special  ex- 
cursion train  and  a  runaway  part  of  a  sand  train  - 

Major-General  Hutchinson's  report  on  a  collision 
that  occurred  on  the  5th  August,  at  Stepney 
junction,  between  a  Great  Eastern  passenger 
train  and  a  London,  Tilbury,  and  Southend 
passenger  train       -  -       -  . 

Gbbat  Nobthbbn  : 

Colonel  Tolland's  report  on  an  accident  that  oc- 
curred on  23rd  June,  at  Quarry  Gap  junction, 
to  a  passenger  train  which  left  the  rails  -  -    58 

Biijor  Marindin's  report  on  a  fatal  accident  that 
occurred  on  9th  August,  at  Marsh  Gate  level 
crossing,  near  Doncaster,  to  a  man  who  was  run 
over  by  a  Manchester,'  Sheffield,  and  Lincolnshire 
goods  train         -  -  -  -  -    62 


47 


51 


-    54 


64 


Page 
Gbsat  Northern  Railway  of  Ireland  : 

Major-General  Hutchinson's  report  on  a  collision 
that  occurred  on  21st  July,  between  Beragh  and 
Omagh  stations,  between  two  parts  of  a  mixed 
train,  owing  to  the  fracture  of  a  draw-bar 

Major-General  Hutchinson's  report  on  a  collision 
that  occurred  on  the  27th  August,  between 
Skerries  and  Balbriggan,  between  a  train  of  pas- 
senger carriages  and  the  engine  -  -  -    66 

Great  Western  : 

Colonel  Tolland's  report  on  a  collision  that  occurred 
on  8th  June,  between  Eingsbridge  Boad  and 
Brent  stations,  between  a  passenger  train  and 
a  runaway  portion  of  a  goods  train         -  -    69 

Colonel  Rich's  report  on  a  collision  that  occurred 
on  80th  August,  at  Princes  Risboro,  between  a 
passenger  train  and  some  goods  waggons  in  a 
siding       -  -  -  -  -  -    74 

Lancashire  and  Yorkshire  : 

M^ior  Marindin's  report  on  a  collision  that  occurred 
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BELPAST  AND  COUNTY  DOWN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sib,  24th  August  1878. 

In  compliance  with  the  instructions  contained  in  your  Minute  of  the  19th 
instant,  I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circumstances  which  attended  the  accident  that  occurred 
on  the  13tii  instant  at  BaUymacarrett  junction  on  the  Belfast  and  County  Down 
Railway. 

The  engrae,  guard's  break-van,  and  four  passenger  coaches  of  the  7.15  a.m.  train  from 
Downpatrick  to  Belfast  got  off  the  rails  when  passing  through  the  facing-points  at 
the  junction.    No  persons  were  hurt. 

T^e  train  consisted  of  a  tank  engine,  a  break- van  with  a  guard,  seven  passenger 
coaches,  and  another  break-van  with  a  guard  at  the  tail  of  the  train.  The  train  was 
stopped  before  the  last  three  vehicles  reached  the  points,  and  they  did  not  leave  the 
rails.  The  train  was  travelling  at  a  speed  of  five  or  six  miles  an  hour  when  the 
accident  occurred. 

BaUymacarrett  jimction  is  about  half  arnile  from  the  County  Down  Belfast  Railway 
station.  The  railway  to  Holywood  and  Bangor  and  the  Belfast  Central  Railway 
join  the  Belfest  and  Uoimty  Down  Railway  attms  place,  but  the  accident  occurred  just 
beyond  the  junction  of  these  railways,  where  the  County  Down  single  line  becomes 
a  double  line  previous  to  being  joined  by  the  two  other  railways. 

The  junction  is  protected  by  the  ordinary  home  and  distant  signals.  They  are 
interlocked  with  the  points,  and  are  worked  from  a  raised  cabin,  which  is  62  yards 
from  the  points  where  the  accident  occurred. 

Since  the  accident  these  points  have  been  fitted  with  a  lifting  bar,  which  prevents 
their  being  moved  while  a  train  is  passing  over  them,  but  there  is  no  bolt  to  secure 
the  points  being  placed  close  home  to  the  stock  rail  before  the  signals  are  lowered, 
and  the  facing-points  are  so  far  from  the  signal  cabin  that  the  man  on  duty  cannot  see 
whether  they  are  close  home  to  the  stock  rail  or  not.  These  points  and  the  per- 
manent way  adjacent  to  them  had  been  renewed  just  previous  to  the  accident. 

The  evidence  is  as  follows : — 


Richard  Kirkhaniy  engine-driver  of  7.15  a.m.  from 
Downpatrick  on  the  13  th  August. — ^I  left  at  the 
proper  time,  and  arrived  at  BaUymacarrett  about 
8.36  a.m.,  due  at  Belfast  8.40  a.m.  BaUymacarrett 
is  about  half  a  mUe  from  Belfast.  The  signals 
were  aU  right  at  BaUymacarrett  junction.  I  ap- 
proached it  at  about  five  or  six  miles  an  hour.  It 
is  a  faUing  gradient  of  about  1  in  120.  Just  before 
my  engine  reached  the  junction  points,  the  travelUng 
inspector,  who  was  on  the  engine,  called  my  attention 
to  the  switches  not  being  right  (the  home-signal  was 
at "  aU  right  at  the  time  ").  I  blew  the  whistle,  reversed 
my  engine,  put  on  steam,  and  my  fireman  applied  the 
break,  which  fits  on  four  wheels,  and  I  brought  my 
engine  and  train  to  a  stand  about  50  yards  beyond  the 
jfocing-points.  My  engine,  leading  guard's  van,  and, 
I  think,  four  coaches  got  off  the  rails  just  after  passing 
the  points.  Three  coaches  and  the  guard's  van  at  the 
taU  of  the  train  remained  on  the  rails  :  they  were  at 
the  Downpatrick  side  of  the  points.  When  I  went 
back  to  look  at  the  points  after  the  accident,  they 
appeared  to  be  almost  right ;  the  switch  at  north  side 
was  half  to  three-quarters  of  an  inch  open,  and  had  the 
edge  cut  or  broken  off.  My  engine  was  a  tank-engine 
and  was  running  with  the  fimnei  in  front.  None  of  the 
vehicles  turned  over,  and  no  one  was  hurt,  I  have 
been  an  engine-driver  with  County  Down  16  years. 
New  points  were  put  in  a  few  days  before  the  acci- 
dent, and  the  lifting  bar  had  not  been  put  in.  I  saw 
no  one  near  the  points  when  the  accident  occurred. 
I  did  not  notice  that  the  switches  or  connecting  rods 
between  them  were  bent. 

William  Sundy^  signalman  at  BaUymacarrett  junc- 
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tion.  I  went  on  duty  on  the  13th  August  about 
6  a.m.  The  first  train  was  the  2.30  a.m.  goods  from 
Newcastle  to  Belfast,  which  passed  my  cabin  about 
6.30  a.m.  The  next  train  was  the  7  a.m.  from 
Belfast  to  Newcastle,  which  passed  about  7.4  a.m. 
The  next  tram  was  the  7.15  a.m.  from  Down- 
patrick, which  arrived  at  my  cabin  about  8.37  a.nL 
I  lowered  my  signals  for  this  train  to  "  all  right,** 
but  the  train  got  off  the  rails  as  it  reached  the 
junction  facing-points.  I  had  been  to  the  points 
after  the  down  train  passed ;  they  were  not  quite  close 
at  the  north  side,  but  so  Uttle  open  that  I  cannot 
show  the  amount.  They  had  been  in  the  same  state 
since  they  were  put  in.  Ferguson  had  been  looking 
at  them  on  the  Saturday  previous  to  the  accident.  I 
cannot  puU  the  up-signal  lever  untU  the  point  lever  is 
quite  home  in  its  notch.  Nothing  has  been  done  to  ths 
locking-gear  of  these  points  since  the  accident.  I 
cannot  pull  the  down  home-signal  off  untU  the  point 
lever  is  in  its  proper  place  in  the  notch.  I  lowered 
my  up  and  down  signals  for  the  several  trains  that 
passed.  The  point  at  north  side  was  quite  close 
home  to  the  stock-raU  when  I  looked  at  it  after  the 
accident,  before  any  of  the  coaches  had  been  moved 
and  before  I  moved  the  levers.  I  did  not  go  to  look 
at  the  points  tiU  after  the  Holywood  train  passed, 
about  15  minutes  after  the  accident.  I  have  been 
signalman  at  BaUymacarrett  about  a  year.  I  did  not 
lower  the  distant-signal  for  the  8.40  a.m.  train  from 
Donaghadee.  As  the  junction  was  foul  I  could  not 
work  the  signal.  I  am  sure  the  7  a.m.  train  from 
Belfast  did  not  run  through  the  points  when  they 
were  set  the  wrong  way.  When  I  went  on  duty  I 
examined  the  points.    The  signalman  whom  I  was 
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relieying  pulled  the  levers  while  I  looked  at  the  points, 
and  they  worked  all  right 

Edward  Ward,  permanent-way  inspector  from  Bel- 
fast to  Donaghadee  and  Saintfield,  about  30  miles. 
— ^I  saw  the  BaUymacarrett  points  on  Sunday  evening 
and  Monday  morning  previous  to  the  accident.  I 
saw  them  worked,  and  they  were  working  well.  I  was 
on  the  engine  of  the  train  that  met  ii^th  the  accident, 
and  I  notie^  the  switch  at  the  north-side  of  the 
BaUymacarrett  facing-points  about  1  inch  to  1^  inches 
from  the  stock-rail  when  the  engine  I  was  on  was 
about  fifty  yards  from  the  points,  and  was  running 
about  five  to  six  miles  an  hour.  Steam  was  shut  off 
at  the  time  and  the  junction  signals  were  all  right. 
I  called  the  driver's  attention  to  the  defective  position 
of  the  points,  and  dropped  off  the  engine  just  as 
she  was  stopping.  The  driver  whistled  when  I  called 
his  attention.  The  break  was  already  applied  to 
the  engine.  The  whole  of  the  train  did  not  pass 
the  points,  and  when  the  train  came  to  a  stand 
I  went  to  the  signal  cabin,  called  to  the  man  on  duty 
from  the  railway,  that  the  points  were  wrong. 
He  said  they  were  not,  and  I  went  to  the  points. 
The  switch  at  the  south  side  was  bent,  and  there  was 
a  wheel  between  the  switch  and  the  stock  rail  at  the 
north  side;  this  wheel  was  about  half-way  up  the 
switch  rail.  No  part  of  the  train  had  been  moved 
at  this  time.  I  called  the  driver's  attention  to  this, 
and  he  appeared  to  agree  with  me,  that  the  train  had 
gone  wrong  at  the  points.  I  think  there  was  two 
inches  between  the  point  of  the  switch  and  the  stock 
rail  at  this  time.  I  did  not  go  into  the  signal  cabin 
or  observe  the  state  of  the  point  lever.  I  am  sure 
the  up  home-signal  was  lowered  to  "  all  right "  when 
the  accident  happened.  The  centre  connecting  rod 
between  the  switches  was  bent  Several  rails  of  the 
permanent-way  were  bent,  and  some  chairs  broken. 
The  three  chairs  next  the  joint  at  the  heel  of  the  switch 
at  the  south  side  were  broken.  The  part  of  the  train 
that  left  the  rails  got  off  between  the  up  and  down 
lines,  where  the  single  line  becomes  a  double  line,  a 
little  to  theeastofBedlymacarrett  junction.  I  have  been 
about  four  months  permanent- way  inspector.  I  was  a 
ganger  at  the  Bel&ist  end  of  the  line  for  about  three 
years,  and  five  years  altogether  ganger,  and  14  years 
in  the  cx)mpany*s  service.  Ferguson,  the  signal  fitter, 
was  at  these  facing-points  on  Saturday  and  Monday 
previous  to  the  accident.  The  points  were  working 
perfectly  on  Monday,  and  not  one  of  the  three  signal- 
men made  any  complaint  of  them.  I  noticed  the 
BaUymacarrett  points  when  I  passed  on  the  down 
train  previous  to  the  accident,  and  they  were  set 
right  for  the  train. 


John  Owefis,  signalman  at  BaUymacarrett — On  the 
13th  I  was  relieved  at  6  a.m.  Sundy  arrived  about 
6  a.m.,  and  examined  the  points  while  I  pulled  them 
over,  and  I  left  shortly  after  6.  Sundy  made  no 
remarks  about  the  points  being  amiss,  and  I  am 
certain  they  were  right  when  I  left.  I  worked  them 
Friday,  Saturday,  and  Sunday  night,  tiU  Monday 
morning,  and  found  nothing  wrong.  The  point  at 
left  side  going  from  Belfast  was  slightly  slack  if  the 
lever  was  not  pushed  hard  over,  but  nothing  that 
I  could  remark  wrong.  The  stock  raU  was  right  and 
tight.  I  have  been  signalman  since  1874.  This 
part  of  raUway  near  the  points  had  just  been  renewed. 
The  ballast  was  filled  in.  Neither  of  the  other 
signalmen  said  anything  to  me  about  the  state  of  the 
points,  nor  did  I  say  anything  to  the  permanent-way 
men.  I  never  saw  anything  wrong,  nor  did  I  teU 
Sundy  at  any  time  nor  did  Sundy  teU  me  that  the 
points  were  not  safe.  I  never  saw  them  so  that  I 
could  put  the  pencil  in  between  the  switch  and  the 
stock  nul.  It  was  merely  that  they  did  not  fit  tight 
if  the  lever  was  not  put  sharp  over. 

TFm.  Bennett,  guard  of  7.30  a.m.  from  Donaghadee  on 
the  13th  August. — It  is  the  front  portion  of  the  train 
due  at  Belfast  at  8.40  a.m.  I  was  riding  in  break-van 
next  the  engine.  The  home-signal  at  BaUymacarrett 
junction  was  at  "  all  right "  when  I  reacheid  it  We 
were  running  from  five  to  six  mUes  an  hour  at  the 
time.  My  break  was  on.  I  put  it  on  about  three* 
quarters  of  a  mile  from  the  junction.  My  train 
consisted  of  seven  coaches  and  a  break-van  front  and 
rear.  My  van  and  four  coaches  next  to  it  got  off  the 
rails  at  the  junction  points ;  the  other  vehicles  remained 
on,  and  had  not  reached  the  points.  I  did  not  notice 
the  points  after  the  accident  I  have  been  between 
four  and  &ye  years  a  guard.  I  did  not  speak  to  any- 
one or  go  to  the  signal  hut.  I  put  my  break  on  when 
the  driver  whistled  about  the  ordinary  place.  I  did 
not  hear  the  driver  whistle  when  he  reached  the 
junction. 

John  Rice,  fr^nt  guard  of  7  a.m.  train  from  Belfast 
to  Newcastle,  13th  August. — ^I  did  not  observe  the 
BaUymacarrett  junction  signals  when  I  passed  that 
morning.     I  was  sorting  my  parcels. 

James  Conway. — I  was  hind  guard  of  7  a.m.  train, 
Belfast  to  Donaghadee,  on  the  13th  August.  As  I 
was  approaching  the  junction  I  observed  that  the 
signals  were  "  aU  right" 


Prom  the  foregoing  evidence  it  would  appear  that  the  work  connected  with  the 
renewal  of  the  facing-points  and  permanent  way  adjacent  to  the  points  had  not  been 
completed  when  the  accident  happened.  The  lifting  bar  had  not  been  fixed,  and  the 
signalman  on  duty  in  the  junction  cabin  had  been  directed  to  look  at  the  points  after 
each  train  passed,  to  see  that  they  moved  properly,  and  closed  home  to  the  stock  rail. 
Signalman  William  Sundy  stated  that  he  set  them  for  the  7.15  a.m.  up  train 
after  the  7  a.m.  down  train  passed,  and  that  he  then  went  and  examined  them.  If  ho 
did,  he  must  have  done  so  in  a  very  careless  and  insufficient  manner,  or  he  would  have 
seen  what  the  permanent-way  inspector,  who  was  travelling  on  the  engine  of  the 
7.16  up  train,  did,  viz.,  that  the  switch  at  the  north  side  was  about  1^  in.  from 
the  stock  rail  instead  of  being  close  home  to  it. 

When  I  examined  these  points  I  found  the  stock  rails  about  f ths  wide  to  gauge. 
It  was  probably  this,  and  the  fresh  packing  (which  was  done  after  the  renewals) 
having  sunk  slightly  under  the  outer  rail  of  the  curve,  that  caused  the  switch  at  the 
north  side  to  open  sufficiently  to  allow  the  flanges  of  the  off  wheels  of  the  engine  and 
four  leading  coaches  to  get  between  the  switch  and  the  stock  rail,  and  thus  leave  the 
rails.    The  train  was  stopped  about  50  yards  beyond  the  points. 

I  recommend  that  the  stock  rails  be  tied  to  gauge  with  iron  cross-ties,  and  that 
all  the  points  at  BaUymacarrett  junction  be  fitted  with  Saxby  and  Farmer's  locking 
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bolts  and  lifting  bars,  as  the  lifting  bars  now  fitted  to  the  facing-points  at  this  junction 
are  very  unsatisfactory  and  do  not  secure  safety. 

The  lifting  bars  should  be  as  long  as  the  greatest  distance  between  the  centres  of 
the  wheels  of  any  of  the  carriages. 

I  have,  &c.. 
The  Secretary,  F.  H.  Rich, 

(Eailway  Department,)  Board  of  Trade.  Colonel,  B.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  7th  September. 


BISHOP'S  CASTLE  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
SiE,  13,  Downing  Street,  London,  S.W.,  20th  September  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  28th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  accident  wliich  occurred  on 
the  23rd  ultimo,  near  Craven  Arms,  on  the  Bishop's  Castle  Railway. 

In  this  case,  as  the  11.8  a.m.  mixed  passenger  and  goods  train — consisting  of  engine 
and  tender,  two  loaded  waggons  of  lime,  two  loaded  waggons  of  coal,  a  third-class 
carriage,  a  composite  carriage,  a  guard's  van,  a  third-class  carriage,  and  a  horse-box, 
nine  vehicles  in  all — ^was  running  roimd  a  curve  of  20  chains  radius,  shortly  after  passing 
the  junction  with  the  Shrewsbury  and  Hereford  main  line,  at  a  speed  stated  not  to 
have  exceeded  eight  or  nine  miles  an  hour,  the  third  waggon  from  the  engine  left  the 
rails  followed  by  the  remaining  six  vehicles.  The  train  was  stopped  in  about  60  yards, 
no  couplings  having  given  way,  and  the  greatest  distance  of  any  wheel  from  the  rails 
not  having  exceeded  7  or  8  inches. 

No  passengers  complained  of  injury. 

The  only  damage  to  rolling  stock  was  to  the  break-gearing  of  the  guard's  van. 

In  the  permanent  way  12  sleepers  and  70  chairs  had  to  be  replaced. 

Description. 

The  Bishop^s  Castle  Railway  is  a  sing]*"  line,  nearly  10  miles  long  from  its  junction 
with  the  Shrewsbury  and  Hereford  line,  about  a  mile  north  3f  Craven  Arms  station  to 
Bishop's  Castle.  It  was  opened  in  the  year  1866,  and  as  the  original  scheme  according 
to  which  the  line  was  to  have  been  extended  to  Join  the  Cambrian  line  at  Montgomery, 
has  never  been  carried  out,  the  undeWaking  1ms  been  more  or  less  a  failure,  and  has 
been  for  some  years  in  Chancery,  the  funds  being  administered  by  a  receiver. 

In  consequence  of  this  state  of  things  there  has  been  a  great  difficulty  in  getting 
money  for  the  proper  maintenance  of  the  line,  and  it  is  now  generaUy  in  a  bad  state 
of  repair. 

The  permanent  way  consists  of  double-headed  wrought-iron  rails  in  18,  21,  and 
24  ft.  lengths,  which  weighed  76  lbs.  to  the  yard,  fished  at  the  joints ;  the  chairs  are  of 
cast  iron,  weighing  28  lbs.  each,  the  rails  being  secured  in  the  chairs  by  outside  wooden 
keys,  and  the  chairs  to  the  sleepers  by  two  iron  spikes  in  each ;  the  sleepers  were 
originally  of  half  round  Memel  timber,  9  feet  long  by  10  inches  by  6  inches,  placed 
at  an  average  distance  of  3  ^  feet  from  centre  to  centre,  but  these  have  in  some 
instances  been  replaced  by  rectangular  sleepers.  The  curve  in  which  the  accident 
occurred  has  a  radius  of  20  chains,  the  outer  rail  being  on  the  east  and  the  line  level. 

The  first  mark  visible  of  a  wheel  being  off  the  rails  was  on  the  inside  of  the  third 
chair  from  the  joint  of  an  inside  rail  64  vards  north  of  the  junction  loop  joints,  the 
five  succeediog  chairs  being  similarly  marked ;  and  there  was,  I  was  informed,  a  mark 
of  a  wheel  flange,  corresponding  with  these  marks  on  the  chairs,  on  the  top  of  the 
opposite  outside  rail ;  the  next  inside  rail  was  turned  over  and  all  the  chairs  broken ; 
in  the  opposite  outside  rail  all  the  chairs  were  broken ;  the  next  inside  and  outside  rails 
were  both  turned  over ;  after  which  there  was  more  or  less  disturbance  of  the  road 
until  the  train  came  to  rest  after  the  third  vehicle  had  run  about  60  yards  off  the 
rails.  When  I  examined  the  line  I  foimd  no  less  than  28  sleepers  more  or  less 
decayed  in  the  11  lengths  of  rail  next  north  of  the  spot  where  the  first  mark  was 
visible ;  and  adding  to  this  number  the  12  sleepers  which  had  been  replaced  directly 
after  the  accident,  makes  no  less  than  40  decayed  sleepers  in  11  lengths  of  rails,  or 
about  one  half  the  whole  number.     In  addition  to  this,  judging  from  the  condition 
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of  the  rest  of  the  line,  there  were  doubtless  many  keys  either  rotten  or  deficient, 
and  one  or  two  fish-bolts  absent  from  each  fish  plate.  The  cant  of  the  outer  rail  of 
the  curve  is  now  about  3  inches,  and  the  gauge  where  the  road  has  been  repaired 
J  of  an  inch  tight,  though  nearer  the  junction  it  varies  from  f  to  f  of  an  inch  slack. 

Evidence. 


1.  John  Broome^  guard  about  14  mouths  on  the 
Bishop's  Castle  railway,  previously  signahnan  at 
Craven  Arms  in  the  joint  company's  service. — I 
started  with  the  11.8  a.ra.  train  for  Bishop's  Castle 
on  the  23rd  ;  it  was  seven  minutes  late  in  starting. 
The  train  consisted  of  eugine  and  tender,  two  loaded 
lime  trucks,  a  Cannock  Chase  Company's  loaded  coal 
waggon,  a  West  Cannock  Company's  loaded  coal  truck, 
a  tliird-clahs,  a  composite,  a  guard's  van,  a  third-class, 
and  horse-box,  nine  vehicles  in  all.  The  yardsman  at 
Craven  Arms  was  with  me  in  the  van.  We  did  not 
stop  anywhere  before  the  accident,  and  nothing  at- 
tracted my  attention  till  I  saw,  as  I  was  looking  out 
an  the  left  side,  some  coal  fall  off  the  third  waggon 
from  the  engine,  the  speed  being  at  the  time  not  more 
than  eight  miles  an  hour.  I  thought  something  was 
wrong  and  at  once  put  on  my  break,  and  just  as  I  got 
it  on  my  van  left  the  rails.  We  did  not  run  more  than 
50  yards  off  the  rails  before  we  stopped,  when  I  found 
that  all  seven  vehicles  at  the  rear  of  the  train  were 
off  the  rails,  over  the  right  rails,  but  still  in  good  line 
and  all  coupled  together.  Traffic  was  resumed  at 
about  4  o'clock.  No  one  complained  of  being  hurt. 
The  break  gearing  of  the  break-van  was  the  only 
damage  to  rolling  stock.  I  cannot  form  an  idea  as  to 
the  reason  of  the  train  leaving  the  rails. 

2.  Thomas  Bird,  driver  12  months  on  the  Bishop's 
Castle  line  ;  fireman  and  cleaner  on  the  line  for  nine 
years  previously. — The  engine  I  was  driving  tJie  day 
of  the  accident  is  a  six- wheeled  engine,  four-coupled, 
•and  four-wheeled  tender.  I  was  running  engine  first, 
and  had  on  a  train  of  nine  vehicles.  We  were  a  few 
minutes  late  in  starting,  waiting  for  the  London  and 
North-western  down  train.  After  starting  we  had  a 
clear  run  past  the  junction,  but  just  after  passing  the 
loop,  when  running  at  a  speed  of  eight  or  nine  miles 
an  hour,  I  felt  the  engine  jerk.     I  looked  back  at  once 


and  saw  the  third  waggon  from  the  engine  off  the 
rails.  I  shut  off  steam,  reversed  my  engine,  but  owing 
to  the  rails  being  gi'easy,  did  not  stop  as  soon  as  we 
might.  The  fireman  put  his  break  on.  We  gradually 
stopped  after  running  a  short  distance,  and  on  going 
back  I  found  the  seven  vehicles  at  the  back  of  the 
train  off  the  rails.  No  couplings  had  given  way.  No 
vehicle  would  be  more  than  seven  or  eight  inches 
from  the  rails.  The  pair  of  wheels  of  the  two  coal 
waggons  was  inside  the  rails.  I  can  form  no  idea  of 
why  the  accident  happened.  I  have  never  run  off 
the  rails  before.  We  are  allowed  46  minutes  for 
running  the  ten  miles.  I  never  intend  to  exceed  15 
miles  an  hour.  I  had  a  caution  from  the  Manager 
when  I  first  became  driver,  not  to  run  fast. 

3.  Thomas  Wright^  foreman  ganger  of  platelayei*s 
since  the  line  opened. — ^I  have  no  one  over  me  but 
Mr.  Craston,  the  traflSc  manager.  I  have  six  men 
under  me,  all  platelayers  ;  as  a  rule  we  work  together. 
The  line  is  always  walked  over  either  once  or  twice  a 
day.  When  the  accident  occurred  I  was  at  Lydham 
Heath  and  reached  the  spot  as  soon  as  I  could,  between 
12  and  1.  Nothing  had  been  done  to  the  road  when 
I  got  there,  and  I  found  the  state  of  things  as  I  ex- 
plained it  yesterday.  I  had  passed  the  spot  at  about 
7.0  a.m.  and  it  was  all  right  then.  The  night  had 
been  very  wet,  I  had  to  replace  about  12  sleepers, 
70  chairs,  but  no  rails  to  renew.  The  cant  of  the 
curve  is  about  3  inches.  I  had  1,000  sleepers  in  July 
1877,  and  these  have  aU  been  put  in,  and  I  am  now 
waiting  for  a  further  supply  of  500.  I  got  1,000 
keys  supphed  in  June ;  I  have  not  received  all  the 
keys  and  and  fish-bolts  I  have  asked  for,  but  am  ex- 
pecting more  daily.  We  have  not  enough  men  to 
keep  the  road  in  proper  order,  there  ought  to  be  at 
least  three  gangs  of  three  men  each. 


Goncluaian. 

I  have  no  douht  that  this  accident  was  caused  by  the  spreading  of  the  rails  as  the 
heavily  loaded  waggons  forming  part  of  the  train  were  passing  round  the  curve  on  the 
morning  in  question ;  the  decayed  state  of  many  of  the  sleepers,  and  the  probable 
absence  or  rottenness  of  many  of  the  wedges  being  quite  sufficient  to  allow  of  such 
spreading  taking  place. 

I  was  unable  to  examine  the  waggon  which  was  first  to  leave  the  rails  as  it  had 
been  sent  away  some  days  before  I  was  able  to  make  the  enquiry ;  I  was  informed 
that  its  wheels  were  examined  and  foimd  correct  to  gauge,  but  that  the  top  plate  of 
one  of  the  springs  was  broken,  the  fracture  appearing  to  be  a  fresh  one,  and  probably 
a  consequence  of  the  accident. 

As  the  general  state  of  the  Bishop's  Castle  Eailway  will  form  the  subject  of  a 
separate  report  I  need  here  make  no  further  allusion  to  it. 

I  have,  &c.. 

The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade-  Major  General  R.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  4th  October. 


CALEDONIAN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  London,  S.W.,  4th  July  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  29th  ultimo,  the  result 
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of  my  inquirj^^  into  the  causes  t)f  the  accident  which  occurred  at  Buchanan  Street 
station,  Glasgow,  on  the  Caledonian  Railway,  on  the  27th  ultimo. 

In  this  case  a  Caledonian  special  passenger-train,  from  Millerstone,  near  Steppes 
Road,  to  Buchanan  Street  station,  entered  the  station  at  too  high  a  rate  of  speed,  and 
came  into  collision  with  the  buffer-stops  at  the  end  of  No.  1  arrival  line. 

The  train  consisted  of  engine  and  tender  (running  tender  first),  front  break- van, 
nine  composite  carriages,  and  one  third-class  carriage  with  break  compartment  in  rear. 

The  passengers,  about  400  in  number,  were  principally  boys  from  an  institution  at 
Millerstone.  It  is  stated  that  twelve  of  these  boys  and  the  matron  of  the  school  were 
injured. 

The  only  damage  to  the  rolling-stock  was  the  breaking  of  three  buffer-castings  on 
the  tender. 

The  buffer-stops  were  broken. 

Description. 

The  line  on  approaching  Buchanan  Street  station  from  the  east  falls  towards  the 
station  for  upwards  of  2^  miles  on  the  following  gradients,  viz. :  Por  44  chains  at 
1  in  125 ;  for  1  mile  2  chains  at  1  in  100,  and  for  1  mile  24  chains  at  1  in  79,  while 
for  the  last  20  chains  up  to  the  buffer-stops  it  is  level. 

There  is  a  tunnel  a  quarter  of  a  mUe  in  lengthy  the  west  end  of  which  is  800  yards 
from  the  buffer-stops,  and  the  line,  which  through  the  timnel  is  double,  branches  into 
seven  lines  before  entering  the  station. 

The  platform  of  No.  1  line  is  470  feet  in  length. 

The  ticket  platform,  at  which  all  ordinary  trains  stop,  is  560  feet  in  length,  the 
west  end  being  1,300  feet  from  the  buffer-stops,  and  the  engine  sidings  are  opposite  to 
this  platform.  ^ 

The  station  is  protected  by  the  usual  signals  worked  from  the  Buchanan  Street  box. 

Millerstone,  whence  the  i^ain  started,  is  3  miles  3  chains  distant  from  the  buffer- 
stops. 

The  engine,  No.  311,  is  a  single  coupled  tender  engine  with  7-feet  driving  wheel, 
and  a  4- wheeled  tender  with  one  break-block  to,  each  wheel.  The  weight  of  engine 
and  tender  is  47  tons. 

The  front  break  was  one  of  the  new  West  Coast  Joint  Stock  vans,  weighing  11  tons, 
with  six  wheels,  and  break-blocks  on  both  sides  of  leading  and  trailing  wheels. 

The  rear  breat-van  was  an  ordinary  third-class  carriage  with  break  compartment, 
weighing  eight  tons. 

The  total  weight  of  the  train  may  be  estimated  at  164  tons. 

Eoidence. 

James  Mc  Colter y    relief-guard  two  jears^    states :  a  considerable  shock,  but  was  not  knocked  down,  as 

On  the  27th  June  1878  I  took  charge  ofa  special  train^  I  was  holding  on.    About  12  of  the  boys  were  hurt, 

consisting    of   engine  and  tender,    front  break-van,  principally  cut   about  the  head,   as  they   had  been 

nine    composite    cacrriages,    and    third-class    break-  looking  out  of  the  windows,  and  one  woman.    It  was 

carriage  in    rear,    from  Glasgow   to   Steppes  Road,  a  bright  morning,   and  the  rails  were   dry.     Both 

All  the  carriages  were  empty.     I  was  in  the  rear  van,  driver  and  fireman  were  perfectly  sober.     The  speed 

We  arrived  at  Steppes  Eoad  at  7.20  a.m.,    and  left  seemed  to  me  to  begin  to  rtsduce  rapidly  about  the 

again  for  Glasgow  at  7.28   a.m.    At  Millerstone  we  ticket  platform, 
took  in  about  400  passengers,  almost  all  boys  from  an 

Industrial  School,  and  started  again  at  7.38  a.m.     We  Thomas    Tinning^  relief  guard  3^  years,    states: 

found    all    signals  clear  for  running  into    Buchanan  I  was  riding  in  the   front  break-van  of  the  special 

Street  station.     We  entered  the  tunnel  at  our  usual  train  on  the  morning  of  the  27th  ultimo.     It  was  a 

speed.     Steam  was  off,  having  been  shut  off  about  11-ton   six-wheel  break-van,    with    break-blocks  on 

a  mile  further  back.     My  break  was  put  on  at  the  both  sides  of  leading  and  trailing  wheels,-^-one  of 

entrance  of  the  tunnel,  and  remained  on  until  we  the  West  Ck>ast  Joint  Stock  vans.    I  first  perceived 

struck   the  buffers.     The   driver  was    whistling   for  that  our   speed  was  too  great   as  my  van,   which 

the  breaks  as  we  came  out  of  the  tunnel,  and  was  was  next  to  the  engine,  came  out  of  the   tunnel, 

then,  1  think,  running  faster  than  when  we  entered  It  was  then  that  the  driver  first  whistled  for  the 

it.     When  my  van  came  out  of  the  tunnel  I  was  breaks.    My  break  ha^  been  put  on  about  200  yards 

looking  out  of  the  window,  and  an  engine  standing  in  before  entering  the  ^tunnel,  and  I  tried  to  tighten  it 

the  goods  yard  whistled  "  break  "  at  me.     I  at  once  up  when  I  heard  the  whistle.     I  could  not  get  it  on 

tried  my  break  but  could  not  tighten  it.     The  wheels  any  harder.     The  wheels  were  not  skidding.    We  must 

were  not  skidding.     The  break  was  in  good  order,  have  been  going  about  20  miles  an  hour  at  the  time. 

I  should  think  we  must  have  been  runnii^  20  miles  The  driver  whistled  several  times  after  leaving  the  tun- 

an   hour  at  the  time.      A  second   engine  whistled  neL     I  should  think  we  may  have  been  going  from  eight 

"  break  "  at  me,  but  I  heard  nothing  from  the  engine  to  ten  miles  an  hour  as  we  ran  into  the  dock.     I. could 

of  my  train  after  leaving  the  tunnel.     I   knew  we  easily  have  got  into  my  carriage  if  I  had  been  on  the 

were  running  in  too  fast.     We  came  into  collision  platform.  I  was  not  knocked  down  by  the  collision, 

with  the  buffer-atqps.  on  No.  1  line.     The  engine  was  I  had  spoken  to  the  driver  at  Steppes  Boad,  and  he  was 

running  tender  first.    The  buffer-stops  were  broken,  sober.    I  think  we  may  have  been  running  about  25 

Three   bidfer-castings  were  broken  on  the    tender,  miles  an  hour  at  Sight  Hill,  the  head  of  the  incline 

There  was  no  <^6r  dmiage  to  the  carriages.    I  felt  about  1^  mile  from  the  station.    X  did  not  think  that 
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the  dnver  was  checking  his  speed  sufficiently  at  that 
point  as  usual,  and  tiberefore  I  put  on  my  break. 
I  am  certain  I  turned  my  break  wheel  the  right  way : 
I  could  feel  the  blocks  rubbing  hard. 

Mr,  John  Gibson,  assistant  station-master,  Buchanan 
Street  station,  states  :  I  was  in  charge  of  the  station 
on  the  morning  of  the  27th  ultimo.  At  about  7.46  a.m. 
a  special  train  from  Steppes  Road  ran  into  No.  1  line. 
I  saw  it  coming  in  too  fast,  I  should  think  10  or  12 
miles  an  hour  as  it  came  to  the  end  of  the  platform. 
It  was  reducing  speed  very  fast,  and  perhaps  was 
going  from  5  to  6  miles  an  hour  when  it  struck 
the  buffer-stops.  The  buffer-stops  were  knocked  back. 
The  passengers,  principally  boys,  had  their  heads  out 
of  the  windows,  and  a  good  many  were  hurt  slightly. ' 
The  only  breaks  I  noticed  were  the  tender  breaks, 
which  were  hard  on.  The  engine  was  reversed,  but 
I  cannot  say  if  any  steam  was  coming  out  of  the  funnel. 
I  thought  the  train  would  have  stopped  in  time,  as 
as  it  was  pulling  up  so  quickly.  It  would  certainly 
have  stopped  in  20  yards,  more  or  less. 

David  WUson,  pilot  driver  14  years,  states:  On 
the  27th  ultimo  I  was  s6nt  with  a  special  train  of 
empties  to  Steppes  Eoad.  My  engine,  311,  is  a 
single-coupled  tender  engine  with  seven-feet  driving 
wheel,  and  four-wheeled  tender.  It  has  four  wooden 
break-blocks  to  the  four  tender  wheels  worked  by 
one  wheel.  I  got  round  the  train  at  Steppes  Road, 
and  btoppt^d  at  Millerstone,  opposite  the  institution, 
to  pick  up  the  boys.  We  took  in  nearly  400.  The 
signals  were  right  all  the  way  for  us.  It  is  down- 
hill all  the  way,  and  I  shut  off  steam  before 
coming  to  Milton  junction,  in  fact  very  soon  after 
starting,  and  the  breaks  were  rubbing  all  the  way. 
We  were  coming  all  right  about  our  usual  speed 
until  we  were  in  the  tunnel.  I  then  noticed  we  were 
running  too  fast,  and  my  mate  put  on  the  tender 
breaks  hard,  but  it  didn't  seem  to  check  our  speed 
much.  I  didn't  whistle  for  the  guards'  breaks  until 
near  to  the  west  end  of  the  tunnel.  We  must  have 
been  running  20  miles  an  hour  on  coming  out  of 
the  tunnel,  which  is  faster  than  it  should  be.  A  train 
that  is  going  to  run  in  past  the  ticket  platform 
should  not  be  running  more  than  seven  or  eight 
miles  an  hour  at  that  place.  I  whistled  several  times 
after  leaving  the  tunnel,  and  finding  that  we  were 
not  pulling  up,   I  reversed   opposite  to    the  ticket 


platform,  and  put  reverse  steam  on.  I  then  opened 
my  sand-boxes,  but  as  we  were  going  tender  first, 
the  tender  wheels  got  no  benefit.  We  didn't  begin 
to  pull  up  much  till  at  the  ticket  platform,  but 
when  I  entered  the  dock  we  had  reduced  to  five  or 
six  miles  an  hour,  and  when  we  struck  the  buffer- 
stops  to  about  four  miles  an  hour.  Both  the  fireman 
and  I  stepped  off  before  striking  and  did  not  fall 
down.  I  don't  think  the  guards*  breaks  were  put  on 
properly.     I  didn't  examine  them  after  the  collision. 

John  Wyld^  fireman  eight  months,  states  :  The 
driver's  evidence  is  correct,  but  I  should  say  the  speed 
on  laaving  the  tunnel  was  25  miles  an  hour,  and  on 
entering  the  dock  about  eight  miles  an  hour, — ^as  fast 
as  I  could  run,  I  should  say.  I  don't  think  the  speed 
reduced  much  until  the  ticket  platform.  I  didn't 
look  at  the  guards'  breaks  after  stopping^.  The  tender 
wheels  were  slsidding  all  the  way  from  200  yards  on 
the  other  side  of  the  tunnel. 

Robert  Reid,  signal  inspector,  states:  After  the 
accident  I  examined  the  books  of  the  signalman  at 
the  east  end  of  the  tunnel.  The  special  was  billed 
as  passing  Mill  ton  junction  at  7.42,  and  it  passed  the 
east  end  cabin  at  7.45.  The  usual  time  table  for 
trains  is  about  four  minutes.  The  signalman  told 
me  that  he  didn't  think  the  train  running  at  an 
excessive  speed.  He  could  not  say  anything  about 
the  breaks,  nor  could  the  signalman  at  the  west  end, 
who  says  he  thought  it  was  the  limited  mail  coming 
out,  which,  having  continuous  breaks,  always  comes 
faster.  The  man  at  the  Buchanan  Street  cabin  knew 
nothing  about  the  breaks,  but  a  carriage  examiner 
told  me  that  the  break-blocks  on  the  rear  break  were 
tight  on  after  the  accident,  but  that  he  didn't  look 
at  the  ftx>nt  break. 

Edmund  Haggart^  locomotive  foreman,  states :  I 
saw  the  special  train  running  past  the  engine  shed 
near  the  east  end  of  the  ticket  platform.  It  was 
running  too  fast.  I  saw  the  driver  reverse  his  engine 
at  this  point.  The  tender  breaks  were  hard  on  as 
he  came  out  of  the  tunnel  mouth.  I  saw  the  fire 
fiying  from  the  rails.  I  didn't  see  whether  the  breaks 
in  the  front  van  were  on  hard  or  not,  but  they  didn't 
seem  to  be  doing  much  good.  I  am  certain  that  the 
breaks  in  the  rear  van  were  not  on  at  all.  Soon  after 
it  passed  me  I  saw  the  train  pulling  up  very  fast. 


Concltmon. 

This  accident  was  due  principally  to  the  fault  of  the  engine-driver  of  the  special 
train,  in  not  getting  his  ixain  under  proper  control  on  approaching  Buchanan  Street 
station. 

It  is  probable  that  the  speed  of  the  train  was  greater  than  usual  before  entering  the 
tunnel,  for  it  appears  that  it  took  one  minute  less  than  the  usual  time  in  running  from 
Millerstone  to  the  cabin  at  the  east  end  of  the  tunnel,  a  distance  of  about  If  miles,  the 
whole  distance  of  3  miles  30  chains  from  Millerstone  to  the  buffer-stops  being  run  in 
eight  minutes,  or  at  an  average  speed  of  about  25  miles  an  hour,  which  is  too  high  a 
rate  at  which  to  approach  a  terminal  station  on  an  incline  with  only  ordinary  breaks. 

The  driver  urges  that  the  guards'  breaks  were  not  properly  applied ;  but,  however 
this  may  be,  he  did  not  make  use  of  all  the  means  of  stopping  the  train  in  his  own 
control,  for  he  admits  that  he  did  not  reverse  his  engine  untU  he  arrived  at  the  ticket 
platform,  more  than  200  yards  after  leaving  the  tunnel,  and  that,  although  he 
discovered  that  his  speed  was  too  great  soon  after  entering  the  tunnel,  he  did  not 
whistle  for  the  guards'  breaks  imtil  shortly  before  leaving  it. 

With  regard  to  the  guards'  breaks  the  evidence  is  conflicting,  but  there  are  strong 
reasons  for  believing  that  the  rear  guard  is  to  blame  for  not  having  applied  his  break 
properly,  the  evidence  of  the  locomotive  foreman,  who  watched  the  train  passing, 
being  very  positive  on  this  point. 

I  have,  &c., 

The  Secretary,  F.  A.  Mabindin, 

(Railway  Department,)  Board  of  Trade.  Major,  R.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  tlie  80th  July. 
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CALEDONIAN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  31st  August  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  order  of  the  3rd  instant,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred  on 
the  21th  ultimo,  at  Larhert  station  on  the  Caledonian  Railway. 

In  this  case  while  the  7.36  a.m.  down  passenger  train  from  Grangemouth  for  Larbert 
and  South  AUoa  was  standing  at  Larbert  station,  it  was  run  into  by  a  light  engine 
which  was  returning  along  the  down  line  to  the  station,  after  having  taken  a  horse- 
box from  the  sidings  at  ihe  north  end  of  the  station  to  a  siding  at  the  south  end  of  it. 

Two  passengers  were  injured. 

In  the  passenger  train  the  buffer  shell  of  the  break-van  next  the  engine  was  broken. 

The  light  engine  was  not  damaged. 

Descriptimi. 

There  are  signal  cabins  at  both  the  north  and  south  ends  of  Larbert  station,  in 
which  the  point  and  signal  levers  are  concentrated  and  interlocked.  As  regards  the 
present  collision  the  only  signal  that  need  be  alluded  to  is  the  down  starting  signal 
at  the  north  end  of  the  station.  This  can  be  seen  from  the  line  opposite  the  south 
cabin,  from  which  position  a  train  standing  on  the  down  line  at  the  station  can  also 
be  seen,  and  continues  in  sight  until  it  is  reached  from  an  engine  approaching  it  on  the 
down  line. 

Block  working  is  not  in  force  between  the  north  and  south  cabins,  but  trains,  &c. 
should  be  sent  forward  with  a  caution  if  there  is  anything  in  front  of  them. 


Emdence. 


1.  William  Knoxy  guai'd  8  years. — I  started  punc- 
tually from  Grangemouth  with  the  7.35  a.m.  train  for 
Larbert  and  South  AUoa.  The  train  consisted  of 
an  engine  and  tender,  break-van,  composite  (1st  and 
2nd),  and  3rd  class  break-carriage  in  rear.  I  was 
in  the  rear  break-carriage.  We  arrived  at  Larbert 
punctually  at  7.52,  and  had  been  standing  nearly  two 
minutes  and  were  just  about  to  start,  when  a  light 
engine  ran  into  the  rear  break-carriage.  I  saw  ft 
coming  about  30  yards  before  it  struck,  as  I  was 
coming  out  of  tbb  booking  office  where  I  had  been 
to  fetch  a  bundle  of  papers.  Its  speed  was  three 
or  four  miles  an  hour^  and  I  saw  a  person  standing 
by  the  break  handle  next  the  platform.  He  was 
looking  forward  but  could  hardly  see  the  train  for 
the  coals  on  the  tender  which  was  in  front  of  the 
engine.  I  gave  him  a  hand  signal  to  stop,  and 
shouted,  and  he  then  put  on  the  break,  but  he  could 
jiot  stop,  and  struck  the  rear  carriage  at  a  somewhat 
slower  speed.  My  break  was  off.  The  train  was 
njoved  forward  about  two  carriage  lengths.  The 
persons  injured  were  in  the  front  compartment  of 
the  break-carriage.  I  did  not  see  more  than  one 
person  on  the  engine,  but  there  might  have  been  two. 
I  did  not  ask  the  man  how  he  had  come  to  run  into 
us.  Wo  went  on  as  we  were  after  a  detention  of 
about  three  minutes.  I  saw  no  one  further  south 
than  myself  when  I  came  out  of  the  booking  office. 
I  heard  no  whistle  from  the  engine  as  it  came  up.  I 
bad  no  time  to  signal  to  my  driver  to  move  ahead. 

2.  George  McCally  driver  lOJ^  years. — I  was  in 
charge  of  engine  No.  431,  standing  in  the  up  siding 
north  of  the  station,  attached  to  a  stone  train,  and 
waiting  for  some  waggons  off  the  5.30  a.m.  train  from 
Perth,  before  proceeding  to  Edinburgh.  I  was  back 
in  the  guard's  van  taking  my  breakfast  while  the 
fireman  was  cleaning  his  engine.  As  far  as  I  can 
remember  I  had  given  the  fireman  Miller  no  instructions 
before  leaving  him :  he  was  aware  I  was  going  back  to 
get  my  breal^tst.    After  I  had  been  away  from  half 


to  three  quarters  of  an  hour,  I  missed  the  engine  and 
camet  to  look  for  it,  and  met  it  north  of  the  platform 
after  the  collision  had  occurred.  I  asked  the  fireman 
why  he  had  gone  away  without  informing  me,  and  he 
said  the  yardiman  had  asked  him  to  move  a  horse-box 
from  the  north  to  the  south  end  of  the  station  :  and 
he  thought  there  was  no  harm  in  doing  what  was 
asked  him.  A  telegraph  boy  was  with  him  on  the 
engine.  I  did  not  think  there  was  any  harm  in 
leaving  .  my  engine  under  the  circumstances.  Miller 
was  not  my  regular  fireman.  I  had  only  had  him 
the  previous  day,  my  proper  fireman  being  away  ill. 

3.  William  Miller^  fireman  three  years,  two  years 
with  the  North  British  Company,  and  the  last  year 
with  the  Caledonian  Company. — I  was  dismissed 
from  the  North  British  Company  for  being  away  a  day 
without  leave.  I  had  been  working  regularly  on  a 
shunting  engine  at  the  Edinburgh  (Caledonian)  station, 
and  had  been  attached  to  McCall's  engine  the  day 
before  the  accident,  in  consequence  of  his  own  fireman 
being  away  ill.  I  had  been  at  Larbert  frequently  when 
in  the  North  British  service.  I  had  arrived  at 
Larbert  on  the  morning  of  the  24th  from  Stirling 
at  about  half  past  six,  and  was  waiting  in  one  of  the 
up  sidings  at  the  north  end  of  the  station  for  tlie 
5.30  a.m.  train  from  Perth.  I  was  engaged  in 
cleaning  my  engine.  The  driver  had  remained 
with  the  engine  for  about  an  hour,  and  had  then 
gone  back  to  the  van  to  take  his  breakfast,  telling 
me  what  he  was  going  to  do.  The  driver  had  been 
gone  about  half  an  hour,  when  a  yardman  came  to 
me,  and  said  there  was  a  horse-box  to  move  from 
the  down  siding  north  of  the  station  to  the  up  siding 
on  the  south  of  it.  I  told  him  I  was  not  acquainted 
with  larbert,  and  that  he  had  better  go  for  the  driver. 
He  said  there  was  not  much  time,  and  it  would  not 
take  me  very  long  to  do  it.  I  then  made  no  further 
objection,  and  he  put  a  telegraph  boy  on  the  engine 
to  mind  the  break.  The  yardman  then  uncoupled 
the  engine  from  the  train  and  signalled  me  to  go. 
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I  crossed  to  the  down  road  and  then  into  the  siding, 
picked  up  the  horse-box  which  the  same  yardman 
coupled  on,  T  then  came  out  on  to  the  down  road, 
crobscd  to  the  up  road  and  pushed  the  horse-box  along 
the  up  line  to  the  siding  south  of  the  station^  where 
I  left  it  on  the  main  line,  a  Noith  British  engine 
putting  it  back  into  the  siding.  During  this  time  I 
did  not  observe  the  train  from  Grangemouth  pass. 
I  got  across  the  road  immediately,  aud  proceeded 
towards  the  station  tender  first,  standing  on  the 
6-ft.  side  of  the  engine.  The  tender  was  full  of  coals. 
I  looked  ahead  for  the  down  starting  signal,  and  as  I  was 
coming  through  the  bridge  saw  it  clear,  and  thinking  it 
was  for  me,  went  on  and  saw  notldng  of  the  Grange- 
mouth ti-ain  till  I  heard  some  one  whistling,  when  I 
was  10  to  12  yards  from  it.  The  steam  was  off  and 
I  got  the  engine  reversed,  and  struck  the  train  at  a 
speed  of  seven  or  eight  miles  an  hour.  I  did  not 
jump  off.  The  telegraph  boy  who  was  on  the 
platform  side  of  the  engine  was  also  looking  out,  but 
said  nothing  about  seeing  the  train.  He  got  the  break 
on  on  hearing  the  whistle.  He  did  not  jump  off. 
We  were  neither  of  us  hurt.  The  morning  was  not 
thick.  I  saw  that  the  telegraph  boy  understood  how 
to  work  the  break,  the  first  time  he  used  it.  I  am 
aware  that  I  ought  not  to  have  allowed  any  one  on 
the  engine.  The  signalman  said  nothing  to  me  as 
I  crossed  at  the  south  cabin. 

4.  James  Pitkeathly, — I  am  telegraph  boy  in  the 
north  cabin  at  Larbert.  I  am  16  years  old,  aud  seeing 
that  there  was  no  one  on  the  goods-epgine,  and  the  yard- 
man having  spoken  to  me  about  it,  I  jumped  on 
the  engine  and  took  charge  of  the  tender-break,  the 
working  of  which  I  understand.  I  went  with  the 
engine  to  the  south  cabin,  and  on  retoming  towards 
the  station  was  standing  on  the  platform  side.  As  I 
was  passing  under  the  bridge  I  saw  the  signal  off  and 
told  the  fireman  so,  and  did  not  know  there  was  a 
train  in  front  till  I  saw  one  of  the  ticket  collectors 
whistling  and  holding  up  his  hand.  I  then  put  on  the 
break,  but  we  struck  as  I  was  putting  it  on.  *  We 
neither  of  us  jumped  off.  I  had  not  seen  the  Grange- 
mouth train  pass  us.  I  know  I  was  wrong  in  haying 
gone  on  the  engine  at  all. 


6.  Joseph  Baxter  J  signalman  at  Larbert  south- box 
stated  : — ^I  have  been  about  18  months  in  the  service 
I  recollect  on  the  morning  of  the  24th  July,  engine 
No.  431  eoming  to  my  cabin  about  7.50  a.m.  with  a 
horse-box  to  be  put  into  the  Edinburgh  siding.  After  it 
was  put  into  the  siding,  the  engine  crossed  to  the  down 
line.  I  set  the  points  for  it.  So  far  as  I  can  recollect 
I  cautioned  the  driver  of  that  engine  with  a  green  flag 
to  go  up  carefully  to  the  station.  James  Pitkeathly, 
telegn^h  lad,  was  driving  the  engine  at  the  time.  The 
Grangemouth  train  passed  my  box  towards  Larbert 
while  engine  431  was  standing  on  the  up  line.  The 
horse-box  was  pulled  into  the  Edinburgh  siding  by  a 
North  British  engine,  after  engine  431  had  crossed 
to  the  down  line. 

William  Miller ^  fireman  of  engine  431,  recalled, 
states  : — ^Pitkeathly  did  not  drive  the  engine.  I  did 
so  myself  from  the  time  the  yardman  askeid  me  to  go 
for  the  horse-box  until  the  collision  occurred.  Baxter 
the  signalman  did  not  caution  me  with  a  green  flag. 

James  Pitkeathlyj  being  recalled,  denies  having 
worked  the  engine. 

6.  John  Allardicey  yardman,  six  years  in  the 
company's  service,  2\  years  as  yardman  at  Greenhill, 
and  two  months  at  Larbert. — I  asked  the  fireman  of  the 
6.0.  a.m.  goods  train  Stirling  to  Edinburgh  to  take 
his  engine  from  an  up  to  a  down  line  siding  at  north 
end  of  Larbert  station  to  take  a  horse  box  to  an  np 
siding  at  the  south  end  of  the  station.  The  fireman 
made  no  objection,  but  did  what  he  was  asked  at  once. 
I  hooked  the  horse  box  to  the  engine,  but  did  not 
go  to  the  south  end  with  it.  One  of  the  station 
porters,  whose  name  I  do  not  know,  accompanied 
the  engine  with  the  horse  box.  James  Pitkeathly, 
the  telegraph  clerk,  was  not  on  the  engine  when  I 
first  spoke  to  the  fireman,  but  he  was  on  the  engine 
when  I  coupled  on  the  box,  and  I  asked  if  he  waa 
going  along  with  the  engine,  and  he  said  he  was. 
I  did  not  tell  him  to  act  as  fireman,  nor  did  I  tell 
him  to  go  at  all.  I  know  nothing  about  the  colli- 
sion, and  did  not  see  the  engine  again  till  some  time 
after  the  collision,  being  ^nployed  at  the  north  end 
of  the  station. 


Conchmon. 

This  collision,  in  which  a  light  engine  ran  into  a  passenger  train  standing  at  Larbert 
station,  was  due  in  the  first  instance  to  want  of  caution  on  the  part  of  fireman  Miller, 
he,  although  comparatively  unacquainted  with  the  Larbert  yard,  had,  in  the  temporary 
absence  of  his  driver,  taken  upon  himself  to  use  his  engine  for  removing  a  horse-box 
from  the  north  to  the  south  end  of  the  station,  and  in  returning  to  the  siding  from 
which  he  had  started  he  had  not  kept  a  proper  lookout  as  he  was  approaching  the 
platform  where  the  train  was  standing,  and  which  train  was  more  or  less  visible  from 
the  point  at  which  he  had  started  on  his  return  from  the  south  end  of  the  station. 
The  yardman  Allardice  is  also  to  blame  for  having  pressed  the  fireman  in  the  absence 
of  his  driver  to  take  his  engine  out  of  the  siding  in  which  it  was  standing  to  perform 
an  operation  which  involved  four  crossings  of  the  main  line. 

Driver  McCaU  appears  to  have  been  away  at  his  breakfast  longer  than  wus 
necessary,  and,  strictly  speaking,  he  should  not  have  left  his  engine  at  all  for  such  a 
purpose. 

It  seems  very  doubtful  whether  the  signalman  at  the  south  cabin  gave  fireman 
Miller  any  caution,  after  allowing  him  to  cross,  as  to  the  fact  that  the  Grangemouth 
train  was  standing  at  the  station.  If  he  did  not  do  so,  he  neglected  his  duty,  and  is 
to  blame  accordingly. 

I  have,  &o., 
The  Secretary,  0.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Major-  General^  JEt.JS. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  26th  September. 
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CALEDONIAN  RAILWAY. 

Board  of  Trade,  (Railway  Depaj-tment,) 
Sib,  13,  Downing  Street,  London,  S.W.,  26tli  August  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compKance  with  the  instructions  contained  ia  the  Order  of  the  29th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  accident  which  occurred 
on  the  24th  ultimo,  near  Liff  station,  on  the  Newtyle  branch  of  the  Caledonian 
Railway. 

In  this  case,  as  the  6.50  p.m.  passenger  train  from  Dundee  to  Blairgowrie,  consisting 
of  two  engines  and  tenders,  a  break-van,  16  carriages,  and  a  second  break-van,  was 
drawing  up  at  Liff  station,  the  couplings  by  which  the  front  carriage  was  attached  to 
the  front  van  gave  way,  and  the  16  carriages  and  the  rear  van  ran  back  about  2^  miles 
towards  Dundee. 

One  passenger  was  injured  in  jumping  from  the  train  soon  after  it  had  begun  to 
move  back. 

Description* 

The  Newtyle  branch  is  a  single  line,  with  steep  gradients,  leaving  the  Perth  and 
Dundee  line  at  Ninewells  junction,  about  2^  miles  from  Dundee.  For  the  first  20 
chains  from  the  junction  the  Newtyle  branch  rises  at  1  in  357,  for  the  next  6  chains 
at  1  in  163,  and  then  for  three  miles  12  chains  at  1  in  67,  Liff  station  being  situated 
one  mile  48  chains  from  the  commencement  of  this  steep  gradient,  or  one  nulo  74 
chains  from  Ninewells  junction;  from  the  junction  towards  Dimdee  the  gradients  are 
gentle.  There  is  no  loop  line  at  Liff  station,  but  there  are  sidings  on  the  Dundee  side 
of  it,  entered  by  facing  points  to  trains  approaching  from  Dundee.  The  traffic  is 
worked  with  the  assistance  of  the  train  staff  and  ticket,  but  without  the  block 
telegraph. 

The  runaway  vehicles  came  to  rest  about  300  yards  on  the  Dundee  side  of  Newtyle 
jimction. 

The  rear  centre  coupling  of  the  front  van  gave  way  at  the  bend  of  the  shackle, 
whicli  opened  out  where  it  rides  over  the  hook ;  there  was  no  flaw  perceptible  in  the 
metal,  but  its  thickness  at  the  bend  had  been  reduced  from  an  original  circumference 
of  3^  inches  to  one  of  2|  inches.  One  of  the  side  chains  gave  way  close  to  its  attach- 
ment to  the  near  side  of  the  front  end  of  the  first  carriage ;  on  the  off  side  the  hook 
of  one  of  the  side  chains  was  straightened  and  broken. 

Boidence. 

1.  William  Stevenson^  station  master  at  Liff  four  but  not  having  been  able  to  take  it  off  the  hook,  when 
years.  — ^I  was  on  duty  on  the  platform  when  the  the  carriages  increased  their  speed,  and  separated  from 
6.50  p.m.  train  from  Dundee  West  to  Blairgowrie  the  van  and  engines.  The  fU^man  was  thrown  down 
arrived  at  the  station  at  about  right  time.  The  train  and  pushed  forward  some  distance,  holding  on  to  the 
had  barely  come  to  a  stand  before  the  couplings  between  draw-bar  of  the  van  ;  this  obliged  the  engines  to  stop, 
the  front  van  (next  the  tender)  and  the  carriage  next  the  carriages  having  now  got  300  or  400  yards  ahead, 
behind  it  broke.  I  was  standing  at  the  time  near  the  The  engines  then  again  followed  up,  but  did  not  over- 
Dundee  end  of  the  platform ;  on  the  Dundee  side  of  me  take  the  train  while  in  my  sight.  When  I  jumped 
there  were  two  vehicles.  The  carriages  began,  as  usual  off,  the  speed  was  about  15  miles  an  hour.  I  lost  my 
when  a  train  stops  at  the  platform,  to  recoil  a  short  feet,  but  was  not  much  the  worse.  The  sidechain  was 
distance,  but  on  theu'  continuing  to  do  so  more  than  the  only  thing  left  at  the  station,  and  this  was  wanting 
usual,  I  looked  ahead  and  saw  that  the  whole  of  the  a  link.  Nothing  has  ever  broken  away  before  since  I 
train  except  the  front  van  had  parted  from  the  have  been  station  master  at  Liff. 
engines.     I  called  out  to  the  rear  guard  who  was  in 

his  van  to  hold  on  the  break,  which  I  believe  had  2.  Georpe  !^ence^  spare  driver,  fireman  seven  years, 

not  yet  been  taken  off.     I  also  called  out  to  the  passen-  — I  started  with  the  6.50  p.m.  train  from  Dundee  to 

gers  to  keep  their  seats.     I  then  looked  to  see  if  there  Blairgowrie  at  6.53  p.m.  in  charge  of  a  pilot  engine  to 

were  any  additional  break  carriages,  but  there  were  go  as  far  as  Newtyle,  owing  to  the  train  being  unusually 

none,  nor  was  there  a  spoked  wheel  in  the  whole  of  heavy  on  account  of  Blairgowrie  holidays.     My  engine 

the  train ;  there  were  plenty  of  sprags  in  the  sidings,  was  a  single  one,  with  a  four-wheeled  tender,  and  the 

but  it  did  not  occur  to  me  to  put  any  of  these  on  the  train  consisted  of  eighteen  vehicles  in  all.     We  went  in 

rails.    There  are',  no  facing  points  for  trains  going  due  course  to  liff  and  reached  it  at  7.5,  three  minutes 

towards  Dundee,  but  one  set  in  the  contrary  direction,  late.     We  stopped  cautiously,  and  I  had  been  standing 

I  leapt  on  to  the  carnage,  which  was  now  the  last  about  a  minute,  when  the    train   driver's  whistling 

vehicle  in  the  train,  as  it  passed  me  at  a  speed  of  six  '  attracted  my  notice,  and  on  looking  ,back    I  saw  the 

or  seven  miles  an  hour,    and  rode  back  600  or  700  carriages  moving  down  the  incline ;  there  had  been 

yards,  ^e  two  engines  and  van  following  very  gently,  nothing  to  cause  a  strain  on  the  couplings  that  I  felt. 

At  about  200  yards  from  the  pUtform  the  fireman  of  We  did  not  run  up  the    incline   to  Liff  faster  than 

the  train  engine  almost  succeeded  in  recoupling  the  usual.     We  then  followed  the  carriages  down,  and  I 

van  and  cari-iage,  having  grasped  the  carriage-coupling,  was  aware  that  Coupar's  fireman  was  tiying  to  recouple 
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the  train.  I  slightly  checked  my  engine  when  the 
buflfers  came  together.  We  then  followed  the  runaway 
carriages  through  the  junction  without  again  overtaking 
them  till  they  had  stopped. 

3.  John  Coupar^  driver  13  years. — I  was  in  charge 
of  the  6.50  p.m.  train  on  the  24th.  We  left  Dundee 
at  6.63  with  a  train  of  18  vehicles  in  all — including  a 
break-van  next  the  tender,  and  a  break  carriage  at  the 
rear  of  the  train ;  there  vras  a  pilot  endne  in  front  to 
assist  us  as  far  as  Newtyle.  My  engine  was  a  four- 
coupled  one  with  a  four-wheeled  tender.  There  were 
only  the  ordinary  breaks  on  the  train.  Nothing 
unusual  occurred  till  we  reached  Liff ;  there  the  train 
bad  just  come  quite  to  a  stand,  and  the  carriages  were 
recoiling  in  the  usual  way,  when  the  coupling  between 
the  front  van  and  the  first  carriage  gave  veay.  I 
could  see  no  cause  for  this ;  the  train  had  received  no 
sudden  snatch.  I  told  the  fireman  to  jump  down  and 
that  I  would  follow  and  see  if  there  was  any  means 
of  getting  the  train  recoupled.  He  did  so,  and  I 
followed  and  overtook  the  carriages  a  little  below  the 
platform.  I  then  got  a  signal  from  the  guard  in  the 
m>nt  van,  and,  on  applying  my  break,  the  van  and 
carriages  separated  slightly.  The  fireman  then  came 
back  and  said  he  had  nearly  fallen  when  he  had 
the  coupling  almost  ready  to  put  on.  I  then  followed 
the  train  close  down,  but  was  afraid  to  touch  it  again 
for  fear  of  increasing  its  speed.  On  approaching  the 
junction  1  whistled  twice  as  usual,  and  I  followed  the 
carriages  through  the  junction  on  the  proper  line 
and  they  soon  idPter  stopped.  I  then  pushed  the  train 
into  Dundee.  I  saw  the  hook  of  one  of  the  side 
chains  straightened. 

4.  Alexander  Robertson^  fireman  9  J  years. — I  was 
on  the  train  engine  the  evening  of  the  accident.  All 
went  right  to  Lifil  We  had  come  to  a  dead  stand 
brfore  the  caiTiages  ran  back.  This  must  have  been 
due  to  the  ordinary  recoil  of  the  train ;  there  was  no 
jerk.  We  immediately  set  back  and  I  went  on  to  the 
proper  left  footboard  of  the  van,  prepared  to  couple 
on  with  the  carriage  coupling.  We  overtook  the 
carriages  a  short  distance  the  Dundee  side  of  the 
sidings,  and  I  then  knelt  with  one  knee  on  a  bufier  of 
the  van,  and  another  on  that  of  the  carriage.  I  had 
got  the  carriage  coupling  ofi*  its  hook  and  within  a 
quarter  of  an  inch  of  being  over  the  van  hook,  when 
the  engines  slacked  their  speed,  and  I  dropped,  but 
held  on  to  the  drawbar  hook  of  the  van,  and  was 
pushed  along  with  my  face  to  the  van  and  my  heels 
dragging  along  the  ballast ;  the  speed  was  at  that  time 
about  as  fast  as  I  could  run.  The  engines  then  drew  up 
and  I  was  able  to  recover  myself.  I  then  went  back  to 
the  engine,  and  we  followed  the  train  down,  not  again 
daring  to  touch  it,— our  highest  speed  not  being  15  miles 
an  hour. 

5.  John  Bruce,  guard  nearly  7  years.-— I  was  in 
charge  of  the  6.50  p.m.  train  from  Dundee  West  to 
Blairgowrie.  It  consisted  of  18  vehicles,  there  being 
a  break- van  in  front  and  a  1st  class  break  carriage 
(No.  332)  behind,  the  latter  weighing  about  three  tons 
empty,  in  which  latter  I  was  alone.  We  left  at 
6.53  p.uL,  three  minutes  late,  with  a  full  train.  We  ran 
at  the  usual  speed  to  Liff,  which  we  reached  at 
7.6  p.m.,  three  minutes  late,  and  after  stopping  I 
immediately  felt  that  the  train  had  broken  away  and 


was  running  back.  My  break  was  hard  on  for  stop- 
ping at  the  station,  and  I  had  never  taken  it  off.  I 
at  once  jumped  out  on  the  left  side  with  two  hand 
scotches,  and  I  put  one  of  these  in  front  of  the  rear 
wheel  of  the  break  carriage,  and  ran  along  with  it  as 
the  wheel  pushed  it.  I  did  this  for  about  20  yards, 
when  the  speed  increasing,  I  jumped  into  the  break, 
taking  both  scotches  with  me.  The  speed  then 
gradually  increased,  and  I  felt  a  slight  bump  as  the 
engines  joined  us.  The  highest  speed  did  not  exceed 
15  miles  an  hour.  This  was  dose  to  the  junction, 
where  I  went  out  on  the  left  side  of  the  van,  next  the 
main  line,  with  a  red  flag.  The  signalman  saw  us 
coming  and  lowered  the  signals  for  us.  The  speed 
then  gradually  ran  itself  out,  and  we  stopped  about 
300  yards  from  the  junction,  at  about  7.14  p.m.  I 
decided  it  would  be  best  to  return  to  Dundee  and  get 
another  van,  which  we  did,  and  resumed  our  journey 
at  7.45  p.m.  I  saw  one  passenger  jump  out  very  soon 
after  we  began  to  run  back.  I  lielieve  that  more 
jumped  out,  but  I  did  not  see  them.  My  break 
carriage  was  loaded  with  about  30  passengers,  and  a 
ton  of  luggage. 

6.  John  Ferrier,  ticket  collector  at  Dundee,  and 
occasionally  acting  as  guard. — I  had  been  to  Blair- 
gowrie 12  or  13  times  before  the  present  occasion.  I 
was  in  the  front  van.  I  noticed  nothing  unusual  in  the 
Epeed,  nor  did  we  run  into  Liff  very  sharp,  no  moie  so 
than  usual.  Immediately  after  the  train  came  to  rest, 
I  felt  a  slight  jerk,  and,  on  coming  out  of  the  van, 
saw  the  carriages  moving  back.  I  called  to  the  driver 
and  told  him  a  coupling  was  broken,  and  I  went 
along  two  carriages  to  see  if  there  was  another  break, 
and  not  finding  one,  returned  to  my  van,  when  I  found 
the  fireman  on  the  van  with  one  knee  on  the  van 
buffer  and  one  on  the  carriage  buffer,  trying  to  couple 
on.  I  had  got  on  to  the  footboard  and  then  the  fire- 
man lost  his  hold  through  the  van  and  carriage 
separating ;  this  was,  I  think,  from  the  engines  slightly 
slackmg.  On  seeing  the  fireman's  position,  I  signalled 
to  the  di-iver  to  stop,  and  he  did  so  sufficiently  to 
enable  the  fireman  to  recover  himself  We  then  fol- 
lowed down,  I  remaining  on  the  footboard  of  the  van. 
The  hook  of  the  van's  right  coupling  chain  broke 
nearly  through  the  centre,  and  one  of  the  links  of  the 
left  coupling  chain  of  the  carriage. 

7.  Robert  Campbell,  signalman  eight  years  at  Nine- 
wells  junction. — I  gave  the  pilot  driver  of  the 
6.50  p.m.  train  the  staff,  as  he  passed  the  cabin  on 
the  way  to  Liff  at  7.3.  The  train  was  going  about 
the  usual  speed.  Afterwards  I  was  standing  at  the 
cabin  door,  looking  to  the  west,  and  saw  a  train  from 
Liff  approaching  the  distant-signal.  I  at  once  thought 
it  was  a  runaway,  and  set  my  points  for  the  train  to 
come  off  the  branch  on  to  the  down  mam  line,  and 
lowered  my  branch  home-signal.  There  was  a  train 
due  at  Ninewells  from  Perth  at  7.23,  but  I  had 
received  no  notice  of  it  from  Invergowrie,  the  next 
block  station.  The  runaway  passed  my  cabin  at  a 
speed  of  seven  or  eight  miles  an  hour,  slacking  speed, 
at  7.16.  It  stopped  with  the  tail  out  of  my  sight, 
there  being  a  curve.  The  engines  passed  the  cabin 
about  200  yards  after  the  runaway  carriages.  The 
normal  position  of  the  facing  points  off  the  single  line 
is  right  for  the  down  main  line. 


Gonclu8ion. 

From  the  foregoing  evidence  it  appears  that  this  accident, — wh,en  nearly  the  whole 
of  the  6.50  p.m.  train  from  Dundee  to  Blairgowrie  ran  back  about  2^^  miles,  happily 
without  encountering  anything  on  its  backward  journey, — was  caused  by  the  giving 
way  of  the  couplings  between  the  front  van  and  first  carriage,  just  as  the  train  had 
stopped  at  liff,  a  station  situated  on  a  gradient  of  1  in  67. 

There  was  apparently  no  particular  reason  for  the  centre  coupling  giving  way  as 
it  did ;  the  shackle  that  broke  was  a  little  reduced  by  wear,  but  not  dangerously  so, 
and  some  unusual  strait^  paust  have  come  upon  it,  as  the  carriages  rebounded  after 
the  engines  had  stopped* 
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It  is  very  unwise  to  run  such  heavy  trains  as  the  one  in  question  on  lines  with 
gradients  of  the  character  of  those  on  the  Newtyle  line.  If,  however,  they  are  run, 
special  care  should  be  used  in  seeing  that  there  is  sufficient  break  power  at  the  tail 
of  the  train  to  hold  it  on  the  worst  gradient  up  which  it  has  to  travel.  The  light 
break  carriage  at  the  tail  of  the  train  in  the  present  instance  was  quite  inadequate  for 
the  purpose. 

Had  the  train  been  provided  with  an  automatic  continuous  break,  no  harm  would 
have  ensued  on  the  couplings  giving  way.* 

Single  line  stations  on  steep  inclines  should  be  provided  with  loops  and  runaway 
points ;  had  these  arrangements  existed  at  liff,  the  runaway  carriages  would  at  once 
have  been  arrested  in  their  backward  course. 

It  is  most  important  that  such  stations  should  have  telegraphic  means  of  communi- 
cation with  adjacent  stations,  and  that  single  lines  of  such  a  character  as  the  Newtyle 
line  should  be  worked  on  the  block  system.  As  it  happened  in  the  present  case,  the 
signalman  at  Ninewells  junction  saw  the  approaching  runaways  some  distance  off, 
and  had  time  to  decide  what  was  best  to  be  done ;  but  it  might  have  been  otherwise, 
and  in  the  absence  of  telegraphic  information  from  Liff  as  to  what  had  taken  place, 
he  might  have  lowered  his  signals  for  a  train  from  Perth  to  cross  the  junction  just  as 
the  runaways  were  doing  so ;  or  had  the  Blairgowrie  train  gone  forward  with  a  ticket, 
he  might  have  allowed  a  second  train  to  follow  it  with  the  staff;  in  either  of  which 
contiQgencies  the  results  might  have  been  most  serious. 

Pireman  Robertson  deserves  credit  for  the  endeavour  he  made,  at  his  serious  personal 
risk,  to  reoouple  the  train  after  it  had  broken  loose. 

I  have,  &c., 

The  Secretary,  0.  S.  Htttohinson, 

(Railway  Department),  Major- General^  E.E. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  11th  September. 

CALEDONIAN  RAILWAY  (PERTH  GENERAL  STATION). 

Board  of  Trade,  (Railway  Department,) 
Sir,  31st  August  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  3rd  instant,  the  result  of 
my  inquiry  into  the  collision  which  occurred  on  the  30th  ultimo  at  Perth  General 
StatioD. 

In  this  case,  as  the  6.15  a.m.  passenger  train  from  Edinburgh  for  Aberdeen  was 
being  pushed  into  Perth  station  from  the  south  ticket  platform,  it  was  met  by  the 
engine  which  was  on  its  way  to  join  the  train  and  take  it  on  to  Aberdeen. 

Two  passengers  complaiued  of  slight  injury. 

The  only  damage  to  rolling  stock  consisted  in  the  fracture  of  a  coupling.  No 
vehicles  left  the  rails. 

JEhidence. 

1.  Alexander  Stewart,  driver  five  years : — I  was  in  me  on  the  engine.     The  driver  of  a  Highland  train, 

charge  of  engine  No.  584,  and  was  to  take  the  6.15  a.m.  standing  nearly  opposite  to  where  I  was,  shouted.     My 

train  from  Edinburgh  on  to  Aberdeen  on  its  arrival  from  fireman  got  his  break  on  before  we  were  struck.     I 

the  south.     I  had  been  detained  at  the  north  end  of  had  no  business  to  come  back  without  a  signal  from 

tlie  station,  and  on  my  way  to  the  main  line  had  been  the  pointsman,  which  signal  I  had  not  received, 
turned  into  a  siding  by  mistake.     This  caused  me  to 

lose  a  little  time,  and  I  approached  the  platform  2.  George  Geddesy  porter  in  the  general  station, 
under  the  impression  that  the  train  which  I  had  Perth  : — ^I  was  standing  at  the  north  end  of  the  station 
noticed  opposite  to  the  clock  was  waiting  for  me,  while  the  6.15  a.m.  train  from  Edinburgh  was  coming 
and  I  did  not  observe  that  it  was  in  motion  towards  in,  and  I  observed  an  engine  coming  from  the  north 
the  north  end  of  the  platform  till  I  was  close  to  the  north  end  of  the  station  to  join  the  train.  I  thought  it 
end  of  the  shed  and  within  about  12  yards  of  the  first  car-  was  coming  back  a  little  fast  I  did  nothing  my  gelf 
riage.  I  had  been  engaged  in  trying  to  turn  the  smoke  to  stop  the  engine,  but  I  heard  somebody  shout.  I 
off,  which  had  taken  away  my  attention  from  the  was  a  good  deal  agitated  myself.  A  Caledonian  third- 
train.  On  seeing  it  in  motion,  I  immediately  re-  class  carriage  met  the  engine.  I  don't  know  whether 
versed  my  engine  and  had  brought  it  to  a  stand,  but  the  engine  was  stopped  when  the  collision  took 
had  not  got  into  forward  motion  before  the  train  place,  but  I  think  I  saw  the  fireman  putting  on 
struck  me ;  it  was  coming  at  a  speed  of  about  three  or  the  tender  break.  The  carriages  would  have  stopped 
four  miles  an  hour.  The  engine  at  once  went  forward  in  about  20  yards, 
without  being  damaged.     My  fireman  was  alone  with 

*  This  is  a  second  instance  within  a  period  of  four  months  of  the  fracture  of  the  couplings  of  passenger  trains 
on  the  Caledonian  Railway,  a  species  of  accident  said  by  some  railway  authorities,  when  arguing  against  the 
non  necessity  of  automatic  breaks,  to  be  of  the  rarest  occurrence. 
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Comlmion^ 

This  collision  was  caused  by  want  of  caution  on  the  part  of  driver  Stewart,  who, 
without  receiving  permission  from  the  signalman  at  the  north-end  of  Perth  station, 
and  fearing  that  he  was  late,  approached  the  train  from  Edinburgh,  which  he  was  to 
take  on  to  Aberdeen,  while  it  was  still  in  motion  towards  him,  he  being,  as  he  states, 
under  the  impression  that  the  traia  had  come  to  rest. 

The  practice  of  pushing  trains  into  stations,  convenient  as  it  no  doubt  in  some  cases 
is,  is  always  attended  with  a  certain  amoimt  of  risk,  as  the  driver  can  never  get  a 
proper  view  to  the  front.  Had  this  practicfe  not  prevailed  at  Perth  the  present 
collision  would  have  been  avoided. 

I  have,  &c. 

The  Secretary,  0.  S.  Hutchinson, 

(BaQway  Department,)  Board  of  Trade.  Major- General,  B.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  26th  September. 


CALEDONIAN  RAILWAY. 


1' 


Board  of  Trade,  (Raflway  Department,) 
Sm,  ^  31st  August  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  3rd  instant,  the  result 
of  my  inquiry  into^he  circumstances  connected  with  the  accident  which  occurred  on 
the  30th  ultimo,  hetween  Holytown  and  WhijOtet,  on  the  Caledonian  Railway. 

In  this  case,  as  the  12  o'clock  (noon)  train  from  Edinburgh  to  Glasgow,  consisting 
of  engine  and  tender  o^nd  nine  vehicles,  was  running  between  Holytown  and  Whifflet 
the  trailing  wheels  of  the  tender  and  the  whole  of  the  vehicles  (with  two  exceptions) 
left  the  rails  close  to  the  Oalder  Iron  Works  Junction,  about  two  miles  from 
Holytown,  from  which  spot  the  train  ran  about  a  quarter  of  a  mile  before  coming 
to  rest. 

No  passengers  or  servants  of  the  Company  complained  of  injury. 

The  intermediate  buffers  between  the  engine  and  tender  and  the  footboard  of  the 
tender  were  broken.  The  down  line  was  more  or  less  destroyed  for  about  a  quarter 
of  a  mile. 

The  line  curves  to  the  left,  with  a  raiiius  of  20  chains,  where  this  accident  occurred, 
and  is  almost  level. 

Evidence. 


1.  Robert  Carson^  signalman. — ^I  waB  on  duty  at. 
the  Calder  Iron  Works  cabin  on  the  30th  ultimo.  I 
came  on  duty  at  7  a.m.,  to  remain  till  6  p.m.  This  was 
the  fourth  time  I  had  been  on  duty  since  I  had  passed 
for  a  signalman.  I  had  been  employed  for  about  six 
months  as  a  washer  and'  lamplighter.  The  12  o'clock 
noon  train  from  Edinburgh  was  signalled  to  me  from 
Bumhouse  at  1.21.  I  was  ready  for  it,  and  it  passed 
my  cabin  at  1.23 ;  the  distance  is  about  1^  miles.  It 
passed  at  a  speed  of  about  25  miles  an  hour,  and  when 
the  tender  was  10  or  12  yards  past  the  cabin,  I  saw 
coals  begin  to  jump  off,  and  when  the  engine  reached 
the  starting-signal  I  saw  that  some  of  the  carriages 
were  off  the  rails,  soon  after  which  the  train  stopped. 
I  then  went  back  to  Cambroe  intermediate  cabin  to 
block  the  down  line,  which  remained  blocked  till  5.30 
next  morning,  single  line  being  meantime  worked 
between  Cambroe  and  Whifflet  South  junction. 

2.  John  McLean,  ganger  for  about  half  a  mile 
north  and  south  of  Calder  Iron  Works  junction. — I 
was  working  at  Whifflet  south  junction  when  the 
accident  occurred.  I  got  up  to  the  spot  without  loss 
ef  time,  and  the  first  marks  I  found  were  on  some 
chairs  which  were  chipped  on  the  inside  of  the  near 
rail  of  the  down  line ;  a  short  distance  fin*ther  north 
the  wing  of  a  crossing  on  the  near  side  was  next 
broken.  The  chairs  were  then  all  broken  on  the  six- 
foot  side  till  the  engine  stopped,  the  six-foot  rail 
was  in  many  cases  out  of  the  chairs  altogether,  and  a 


great  many  sleepers  were  split.  The  line  had  to  be 
relaid  for  about  480  yards.  I  could  not  say  wliat  had 
caused  the  accident,  but  on  passing  the  train  I  noticed 
that  the  hind  wheels  of  the  tender  and  all  the  wheels 
except  of  one  carriage  were  off  the  rails.  AU  the 
wheels  were  close  to  the  outside  of  the  off  rail,  not 
fouling  the  up  line. 

3.  James  Zh/kes,  driver  31  years. — I  was  in  charge 
of  engine  No.  104,  which  is  a  four-coupled  engine, 
with  a  four-wheeled  tender.  I  left  Edinburgh 
punctually  at  12  o'clock  with  a  passenger  train,  con- 
sisting of  nine  vehicles,  for  Glasgow.  I  had  last 
stopped  at  Holytown,  which  we  1&  at  right  time. 
I  looked  round  the  six-foot  side  of  the  tender  at 
Holytown  and  observed  nothing  wrong  with  it.  The 
trailing  journal  was  not  hot.  We  were  due  to  stop 
at  Whifflet,  and  I  had  accordinglv  shut  off  steam 
before  coming  to  Cambroe  Iron  Wwks.  I  was  run- 
ning past  Calder  Iron  Works  cabin,  at  a  speed  of  about 
25  miles  an  hour,  when  I  observed  the  tender  jump 
about  and  go  down  on  the  right-hand  side.  I  was 
not  sure  at  first  whether  the  faSt  lay  with  the  road  or 
the  tender.  The  first  thing  I  did  was  to  have  the 
tender  break  applied,  and  I  then  reversed,  and  after 
a  short  time  put  steam  against  my  engine,  and  we 
then  gradually  came  to  a  stand.  Only  the  trailing 
wheels  of  the  tender  were  off  the  rails.  The  trailing 
axle  of  the  tender  remained  nearly  horizontal,  though 
it  was  broken  close  inside  the  boss  at  the  right  end. 
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The  break- carriage  (six  wheels)  next  the  tender  had  carriage  wheels  were  above  a  foot  from  the  right  rail, 

aU  its  wheels  on  the  rails,  but  behind  this  mo^  of  so  that  the  up-Iine  was  not  fouled.    There  were  no 

the  wheels  were  off  the  rails.     I  noticed  that  there  complaints  from  passengers,  of  whom  there  were  about 

was  a  flaw  at  the  broken  end  of  the  tender  axle.     I  150  in  the  train, 
had  been  running  with  the  same  engine  and  tender 

for  about  three  months,  and  I  had  no  suspicion  any-         5^  James  Brown,  guard  2  years.— I  was  riding 

thing  was  wrong  with  the  tender  axle.    It  was  not  in  the  break-van,  the  next  vehicle  but  one  to   the 

possible  to  see  the  flaw  before  the  axle  broke.  tender,  of  the  12  o'clock  train  from  Edinburgh.     On 

passing  Calder  Iron  Works  cabin,  at  a  speed  of  about 
4.  fFilliam  SommervillCy  guard  13  years. — I  started  25  miles  an  hour,  I  felt  the  van  give  a  lurch  to  the 
punctually  with  the  12  o'clock  train  from  Edinburgh,  right ;  I  applied  my  break  ;  the  van  kept  the  rails 
vi&  Holytown,  to  Glasgow.  The  train  consisted  of  tifi  it  had  passed  the  iron  bridge,  when  it  went  off 
nine  vehicles,  including  a  break-carriage  and  break-  the  rails  to  the  right,  and  ran  along  the  ballast  till  it 
van  in  front,  and  a  break-van  behind,  in  the  latter  of  came  at  last  to  a  sudden  stop.  Before  my  van  left 
which  I  was  riding.  We  left  Holytown  at  right  time,  the  rails,  I  had  seen  the  tender  off  the  rails.  I  did 
1.18,  and  at  about  1.22,  200  yards  after  passing  Calder  not  notice  where  the  carrii^e  behind  the  van  left 
Iron  Works  cabin,  I  felt  the  van  jump  and  then  drop,  the  rails.  When  I  got  out  T found  that  the  break- 
after  which  it  stopped  in  two  carriage  lengths.  I  had  carriage  in  front  of  my  van  was  on  the  rails  with  all 
my  break  on  for  stopping  at  Whifflet.  I  was  not  thrown  its  wheels,  but  behind  the  van  all  the  wheels  were  off 
down  or  hurt  I  got  out  at  once,  and  found  that  most  with  the  exception  of  those  of  one  carriage  and  one 
of  the  wheels  of  the  train  were  off  the  rails,  and  that  pair  of  another  carriage.  I  was  not  thrown  down  nor 
the  trailing  axle  of  the  tender  was  broken  at  the  right  hurt  ;  it  was  a  rough  ride.  I  heard  no  passengers 
end.  The  passengers  were  traosferred  into  another  complain  of  injury ;  there  were  a  good  many  in  the 
train  after  a  delay  of  half  an  hour.    None  of  the  breaJsL-carriage  next  the  tender. 

Conchmon. 

This  accident  occurred  in  consequence  of  the  breaking  of  the  trailing  axle  of  the 
four-wheeled  tender  of  the  engine  of  the  12  o'clock  train  from  Edinburgh  to  Glasgow, 
as  it  was  passing  Oalder  Iron  Works  Junction,  at  a  speed  stated  to  have  been  about 
25  miles  an  hour.  The  axle  broke  at  its  right  end,  close  to  the  inside  of  the  boss  of 
the  wheel.  It  was  made  of  toughened  cast  steel  by  Rowan  and  Company,  and  brought 
into  use  in  October  1867.  Its  mileage  is  not  known.  Its  diameter  was  6y*^  inches 
in  the  centre,  5^  inches  at  the  inside  of  the  wheel  seat,  and  5^  inches  at  the  outside 
of  it,  there  being  a  shoulder  near  the  centre  of  the  seat.  There  was  a  flaw  visible  on 
the  surface  of  fracture,  extending  over  rather  more  than  one  third  of  the  surface. 
This  flaw  would  not  have  been  visible  without  the  removal  of  the  wheel,  and  had 
probably  been  gradually  increasing  for  some  time  past.  The  wheels  had  never  been 
removed  jfrom  the  axle. 

The  right  rail  of  the  permanent  way  began  to  be  displaced  almost  immediately  after 
the  spot  at  which  the  axle  appears  to  have  broken,  and  it  is  singular  that  the  vehicle 
next  the  tender  should  have  remained  with  its  wheels  on  the  rails,  almost  aU  the 
other  vehicles  having  left  the  rails. 

I  have,  &c.. 

The  Secretary,  0.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Major-General^  R.!!. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  26th  September. 


CALEDONIAN  RAILWAY. 


Board  of  Trade  (Railway  Department), 
13,  Downing  Street,  London,  S.W., 
Sib,  27th  August  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliai^ce  with  the  instructions  contained  in  the  Order  of  the  3rd  instant,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred  on 
the  1st  instant  at  Perth  station  on  the  Caledonian  Railway. 

In  this  case,  the  12.40  a.m.  Highland  Company's  down  mixed  passenger  and  goods 
train  from  Perth  to  the  north  oame  into  collision  with  a  portion  of  the  6.40  a.m. 
Caledonian  Company's  up  goods  train  from  Aberdeen  to  Perth,  which  portion  had 
become  separated  from  the  remainder  of  the  train  in  consequence  of  a  draw-bar  having 
come  out,  and  owing  to  which  two  waggons  had  been  thrown  off  the  rails  foul  of  the 
down  line. 

No  passengers  or  servants  of  either  company  were  injured. 

In  the  Highland  Company's  train  the  engine  had  its  side  and  buffer  beam  damaged, 
and  seven  waggons  were  damaged. 

In  the  Caledonian  Company's  train  four  waggons  were  more  or  less  broken  up. 
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Deacrvptiann 

This  collision  took  place  about  600  yards  north  of  the  north  end  of  Perth  station, 
and  about  60  yards  south  of  Dovecotland  signal  cabin,  where  sidings  join  the  up  line. 
Another  signal  cabin,  called  Glasgow  Road  Bridge,  at  the  junction  of  passenger  and 
goods  lines,  is  situated  about  a  quarter  of  a  mile  south  of  Dovecotland  cabin.  The 
signalmen  in  these  cabias  communicate  by  means  of  electric  bells. 


Eoidence. 


1.  Robert  Aytoun,  driver  with  the  Highland  Com- 
pany nine  years. — 1  started  from  Perth  station  at 
12.50  a.m.,  10  minutes  late,  having  had  to  shunt  vehicles 
from  a  train  from  the  south.  My  train  was  a  mixed 
one,  consisting  of  20  waggons,  2  break-vans,  a  com- 
posite with  sleeping  saloon,  2  foreign  saloons,  3  hoi-se- 
boxes,  and  a  third-class  carriage — 29  in  all— one  break- 
van  being  at  the  rear  of  the  waggons  and  the  other  at 
the  rear  of  the  train.  My  engine  was  a  four-coupled 
one.  It  was  a  dark  foggy  night.  There  were  no 
signals  against  me  after  starting,  and  the  Dovecot- 
land cabin  down  home-signal  was  oflf  when  I  passed  it, 
at  a  speed  of  about  9  or  10  miles  an  hour.  Just  after 
passing  it  I  felt  the  engine  strike  a  waggon  which  was 
foul  of  the  down  line,  of  which  I  had  seen  nothing 
previously.  It  was  only  the  right-hand  comer  of  the 
buffer  beam  which  struck  it.  I  shut  off  steam  at  once 
and  reversed  my  engine,  and  stopped  in  about  50  yards. 
The  draw-bar  of  the  vehicle  next  the  tender  had 
given  way,  and  we  left  the  whole  of  the  train  behind. 
I  don't  know  whether  the  Caledonian  train  was  in 
motion  or  not  when  I  struck  the  waggon.  I  had  seen 
the  tail  lights  of  the  van  of  the  goods  train  (showing 
white  to  the  front)  as  I  was  passing  under  the  Glasgow 
Road  bridge,  and  I  had  also  seen  the  engine  pass 
before  I  had  started  from  No.  2  West  Dock.  On 
going  back  I  found  the  front  seven  waggons  of  my 
traiii  aU  in  a  mess,  and  also  some  of*  the  Caledonian 
waggons.  We  got  away  at  2.15  ajn.  with  the  same 
engine  and  carriages  and  a  few  of  the  waggons. 

2.  John  Mackay^  guard,  about  six  years  with  the 
Highland  Company. — ^I  was  in  the  rear  van  of  the 
12.40  a.m.  mixed  train  on  the  1st  instant.  It  con- 
sisted of  29  vehicles  in  all.  We  started  at  12.50  a.m., 
having  been  detained  a  few  minutes  waiting  for  the 
signal,  which  could  not  be  lowered  till  the  Aberdeen 
up  goods  train  had  crossed  out  of  our  way.  I  saw 
this  goods  train  pass,  but  did  not  observe  whether  it 
had  any  tail  lights.  We  then  started,  and  just  by  the 
ticket  platform  I  felt  a  jerk,  and  inmiediately  after- 
wards the  train  came  to  a  stand.  I  was  not  knocked 
down,  but  got  a  bit  of  a  heave.  I  have  not  been  off 
duty.  I  immediately  went  forward,  and  all  was  right 
to  within  about  nine  waggons  from  the  front,  and 
these  were  more  or  less  heaped  about.  I  could  not 
ascertain  how  many  Caledonian  waggons  were  off  the 
road.  I  heard  no  complaints  from  any  passengers,  of 
whom  there  were  between  50  or  60  in  the  train. 
We  eventually  got  away  at  about  2.15  a.m. 

3.  John  McLenneny  breaksman  three  years. — ^I  was 
in  the  break-van  at  the  rear  of  the  waggons  of  the 
12.40  a.m.  train,  and  shortly  after  starting  I  fe\t  a 
shock,  and  then  a  second  one,  upon  which  the  train 
stopped.  I  was  knocked  back  in  the  van,  but  not  hurt. 
Seven  waggons  in  my  train  were  more  or  less 
destroyed. 

4.  John  Stewart,  driver  6  years.  —  I  joined  the 
6.40  a.m.  local  goods  train  from  Aberbeen  to  Perth, 
at  the  Bridge  of  Dun,  the  train  engine  having  broken 
down,  and  I  left  the  Bridge  of  Dun  at  8.20  p.m., 
7  hours  35  minutes  late.  I  arrived  at  the  Dovecotland 
cabin,  Perth,  at  12.40  a.m.  with  a  load  of  46  waggons 
and  a  van.  I  then  put  off  the  7  waggons  next  the 
engine  into  the  east  sidings,  and  immediately  rejoined 
my  train ;  the  guard  coupled  on,  and  I  at  once  started 


for  the  South  goods  yard,  having  the  distant  and  home 
signab  from  the  Glasgow  Road  Bridge  junction  off  for 
me.  I  had  started  and  got  some  40  or  50  yards  south 
of  the  bridge  when  the  home-signal  was  thrown  up, 
I  shut  off  steam,  but  had  not  come  to  a  stand,  when 
on  giving  the  junction  whistle  the  signal  was  again 
lowered,  and  I  again  proceeded,  getting  also  a  white 
hand  signal  from  the  signalman,  who  was  at  the  cabin 
window  as  I  passed  at  12.48,  and  who  asked  me  what 
the  train  was.  I  said  it  was  the  6.40  goods  from 
Aberdeen.  I  then  proceeded  to  the  North  British 
yard,  quite  ignorant  that  I  had  left  part  of  my  train 
behind  me.  I  had  looked  back  on  passing  through 
the  Glasgow  Road  bridge  after  having  been  stopped, 
and  had  then  seen  my  van  lights  all  right,  and  at  the 
proper  distance  from  the  engine.  I  had  felt  no 
symptoms  of  any  of  the  train  having  broken  away, 
and  had  been  particular  in  starting  gently.  The  fire- 
man and  the  guard  were  both  with  me  on  the  engine, 
when  I  started  from  Dovecotland.  The  guard 
should  not  have  been  on  the  engine,  and  I  ought  not 
to  have  allowed  him  to  be  there.    (See  Rule  246.) 

5.  Alexander  Douglas,  breaksman  six  years  in  the 
Caledonian  Company's  service. — 1  started  from  Aber- 
deen  punctually  at  6.40  a.m.  on  the  31st  July,  with  the 
slow  goods  train  for  Perth.  At  Laurencekirk  the 
train  engine  broke  down  from  a  burst  tube,  and  after 
a  delay  of  about  two  hours  we  were  taken  on  to 
Bridge  of  Dun  by  the  10  o'clock  train  from  Aberdeen, 
and  there,  after  a  detention  of  seven  hours,  we  resumed 
our  journey  with  a  fresh  engine,  and  reached  Dovecot- 
land cabin  at  12.40  a.m.  The  yard  men  then  un- 
coupled the  seven  waggons  next  the  engine,  which 
the  driver  put  into  the  east  siding  and  then  rejoined 
his  train.  I  coupled  on,  and  then  got  on  to  the 
engine.  This  was  against  the  rules,  as  I  ought  to 
have  got  into  the  van,  though  what  I  did  is  a  common 
practice  in  goods  yards.  We  started  at  once,  the 
signals  being  clear  for  us,  but  after  having  come  on 
a  bit,  the  home-signal  was  thrown  up,  upon  which  the 
driver  came  nearly  to  a  stand.  Upon  his  whistling,  it 
was,  however,  again  lowered,  and  he  then  proceeded 
cautiously,  and  I  had  no  idea  we  had  left  any  of  the 
train  behind  us.  I  don't  remember  the  signalman  ask- 
ing the  driver  any  question.  I  think  he  was  looking 
out  of  the  window  as  wo  passed.  We  reached  Dove- 
cotland cabin  with  46  waggons  and  a  van  (the  full 
load  is  49),  and  started  thence  with  39  and  a  van, 
and  30  remained  attached  to  the  engine  aft^r  the 
accident.  The  draw-bar  was  gone  from  the  rear  end 
of  the  30th  waggon,  which  I  believe  was  single 
coupled.  (Rule  193  states  that  the  guard  must  always 
ride  in  the  van.) 

6.  WUliam  Dalgleish,  signalman,  two  years  in 
the  service  of  the  Perth  Greneral  Station  Conmiittee, 
about  five  months  in  the  Glasgow  Road  Bridge  cabin, 
and  previously  in  the  cabin  at  the  north  end  of  the 
platform. — I  communicate  with  Dovecotland  cabin  by 
telegraph  bell,  but  there  is  no  block  telegraph  working 
between  the  two  cabins.  I  got  two  beats  from  Dove- 
cotland cabin — meaning  that  an  up  goods  train  wanted 
to  cross  into  the  up  goods  line — ^while  I  was  shunting 
with  the  12.40  Highland  train,  and  as  soon  as  the  road 
was  clear  I  lowered  both  my  signals  for  the  goods 
train,  and  it  passed  at  12.44  by  my  clock.  I  made  the 
entry  in  my  book  at  the  time.    I  had  not  lowered  the 


Digitized  by 


Google 


(    37    ) 

goods  line  signals  for  some  time  previously,  but  a  few  donian  Company's  service,  all  the  time  in  Dovecot- 
minutes  before  the  goods  train  crossed,  I  had  lowered  land  cabin. — There  is  telegraph  bell  communication 
the  top  arm  for  the  Highland  train  to  set  back  along  between  my  cabin  and  Glasgow  Road  Bridge  cabin, 
the  up  road  into  the  general  station.  I  was  standing  The  Aberdeen  goods  train  arrived  at  12.40  a.m.,  and 
at  the  cabin  window  while  the  goods  train  was  the  engine  at  once  put  seven  waggons  into  the  east 
crossing,  and  the  driver  said  it  was  the  6.40  Aberdeen  siding,  after  which  the  engine  immediately  rejoined 
goods.  I  showed  him  a  white  hand  light.  I  watched  its  train.  I  rang  it  on  to  Glasgow  Bridge  at  about 
till  the  whole  of  the  train  had  passed,  and  not  seeing  12.45  or  46,  and  the  train  started  at  12.47.  I  watched 
any  tail  lights,  concluded  part  of  it  had  been  left  it  pass  the  cabin,  and  noticed  that  the  van  stopped 
behind,  and  I  thought  it  might  have  broken  away,  when  about  30  or  40  yards  south  of  the  bridge. 
I  in  consequence  came  out  of  my  cabin  and  went  50  I  also  noticed  that  the  Glasgow  Road  Bridge  home- 
or  60  yards  north  to  see  if  the  crossing  was  clear,  signal  for  the  goods  train  was  showing  red  when  the 
and  seeing  nothing  of  the  tail  of  the  train,  came  back  train  was  running  past  the  cabin.  But  I  had  not 
to  my  cabin  and  lowered  my  signal  for  the  Highland  seen  it  showing  green  previously.  I  did  not  see  it 
train  to  start.  I  was  sure  the  train  was  not  coming,  at  all  afterwards.  Soon  after  this,  seeing  the  van  did 
as  I  could  see  a  good  bit  north.  I  heard  the  noise  of  not  move  and  hearing  the  beat  of  an  engine,  I  sus- 
the  collision  as  the  Highland  train  passed  at  12.48.  pected  that  the  train  might  have  broken  in  halves, 
I  let  the  goods  train  cross,  not  being  sure  when  the  and  at  about  12.50  gave  Dalgleish  nine  beats  on  the 
Highland  train  would  be  ready  to  start.  bell,  meaning  stop  train  and  examine  it.     I  don't 

Stewart,  upon  being  re-caUed,  adheres  to  the  state-  ^^^^^   Dalgleish   acknowledged  this.      The   collision 

ment  that  the  goods  signal  was  off  when   he  first  occurred  about   12.52.     The  Highland   engine  and 

started,  and  was  then  raised  and  then  lowered  again  waggons  had  passed  my  cabin  about  12.30,  and  had 

on  his  whistlinff  ^^^  ^^^^  passed.      I  had  lowered   my   home  and 

^       ,        ,        „,  .     1..      X  .         X     u     X  *u  distant  signals  for  the  Highland  train  before  I  gave 

Douglas  also  adheres  to  his  statement  about  the  the  obstruction  signal.     It  never  occurred  to  me  that 

lowering,  raismg,  and  lowering  agam  of  the  signal.  ^^le  down  road  might  have  been  fouled. 

Stewart's  fireman  makes  the  same  statement  as  his 
driver  with  regard  to  the  signal  being  lowered,  raised,  Dcdgleish  re-called. — I  received  nine  beats  from 

and  then  lowered  again.  Guild  after  the  engine  and  part  of  the  Aberdeen 

goods  train  had  passed,  and  by  that  I  knew  that  there 

7.  James  Guild,  21  years  signalman  in  the  Cale-      had  been  a  break  in  the  train. 

Concltmon. 

This  collision  was  caused  by  the  main  down  line,  about  600  yards  north  of  the  north 
end  of  Perth  station,  having  been  obstructed  by  a  waggon  of  an  up  goods  train 
belonging  to  the  Caledonian  Company  (without  the  knowledge  of  the  signalmen  to 
either  of  the  cabins,  one  380  yards  south  of  the  point  of  obstruction,  and  the  other 
60  yards  north  of  it,  or  of  the  driver  or  guard  of  the  goods  train)  just  before  the 
12.40  a.m-  down  mixed  train,  belonging  to  the  Highland  Company,  was  allowed  in 
leave  the  station. 

The  obstruction  was  caused  by  the  draw-bar  having  been  pulled  out  of  the  rear 
of  the  30th  waggon  from  the  front  of  the  goods  train,  as  it  started  to  cross  to  the 
goods  yard  after  having  been  stopped  at  the  Glasgow  E/oad  home  signals,  one  or  more 
of  the  nine  waggons  left  on  the  train  having  in  consequence  been  thrown  foul  of  the 
down  line.  The  cotter  which  had  given  way  and  had  allowed  the  draw-bar  to  be 
pulled  out  of  the  waggon  could  not  be  found  after  the  collision. 

Notwithstanding  the  accident  to  the  goods  train  no  collision  need  have  resulted, — 

Ist,  if  the  Caledonian  Company's  goods  guard  (Douglas)  had  been,  where  it  was  his 
duty  to  have  been,  in  the  van  of  his  train  instead  of  on  its  engine.  He  would  then 
have  known  that  an  accident  had  happened  to  his  train  and  would  have  had  time  to 
protect  the  down  line  before  the  Highland  train  approached. 

And,  2nd,  if  the  signalmen  at  (Glasgow  Road  Bridge  and  Dovecotland  cabins  had 
taken  the  reasonable  precaution,  before  lowering  the  signals  for  the  Highland  train, 
after  knowing  that  the  goods  train  had  separated,  of  going  to  see  what  had  actually 
occurred  to  the  rear  portion,  instead  of  the  one  merely  ascertaining  that  there  was  no 
obstruction  of  the  line  within  a  few  yards  of  his  cabin,  and  the  other  not  even  taking 
this  precaution. 

I  have,  &c., 
The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department,)  Major- Oeneral,  R.E. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Caledonian  and  the  Highland  RaOway  Companies  on  the 

12th  September. 


CITADEL  STATION  (CARLISLE)  LINES  COMMITITSE. 

SiE,  CarUsle,  12th  July  1878.  ^ 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  5th  instanti  the  result 
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of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred  on 
the  2nd  instant,  near  the  Citadel  station,  Carlisle,  on  one  of  the  lines  helonging  to  the 
Citadel  Station  Committee. 

In  this  case,  while  a  North-Eastem  Company's  relief  passenger  train  from  New- 
castle to  Carlisle  (running  10  minutes  in  advance  of  the  ordinary  10.20  a.m.  train  from 
Newcastle  to  Carlisle  in  consequence  of  Carlisle  races)  was  standing  near  the  Crown 
Street  cabin  down  home-signal  for  the  North-Eastem  line,  it  was  run  into  by  the 
10.20  a.m.  regular  passenger  traia  from  Newcastle  to  Carlisle. 

Sixty-one  passengers  have  comphuned  of  injury,  but  it  is  stated  that  (with  perhaps 
one  exception)  the  injuries  are  not  believed  to  be  of  a  serious  character. 

Two  servants  of  the  company  were  injured. 

The  damage  to  roUing  stock  was  confined  to  the  rear  van  and  two  rear  carriages  of 
the  relief  train,  of  which  the  buffers  were  damaged,  the  bodies  shifted  on  the  frames, 
and  the  guard's  look-out  knocked  in. 

Description. 

The  access  to  the  south  end  of  the  Citadel  station,  CarKsle,  is  controlled  from  No.  6 
(crown  Street)  signal-cabin  near  the  entrance  to  the  station.  This  cabin  has  not  been 
renewed  in  the  course  of  the  recent  alterations  in  the  neighbourhood  of  the  station, 
but  the  interlocking  of  the  points  and  signals  has  been  rectified  where  necessary.  As 
regards  down  trains  approaching  the  station  from  the  North-Eastem  line,  there  is  a 
down  home-signal  206  yards  from  the  cabin,  and  a  down  distant-signal  500  yards 
from  the  home-signal.  The  home-signal  (which  cannot  be  lowered  until  one  of  the 
signals  over  Crown  Street  cabin,  giving  access  to  the  various  platform  and  other  lines 
has  been  previously  lowered)  can  be  seen  for  a  very  short  distance  (30  to  50  yards)  340 
yards  off;  it  is  then,  owing  to  curves  and  intervening  bridges,  lost  sight  of  for  220 
yards,  when  it  again  becomes  visible.  The  distant-signal  can  be  seen  from  the  ticket 
platform,  a  distance  of  about  1,200  yards,  and  remains  in  view  for  about  850  yards, 
becomes  obscured  for  100  yards,  and  is  then  in  sight  for  the  remaining  250  yards. 

Next  to  Crown  Street  cabin,  and  840  yards  from  it,  on  the  North-Eastem  line,  is 
Cabin  No.  7  (London  Road  new  cabin),  where  the  North-Eastem  and  London  North- 
western goods  lines  leave  the  North-Eastem  passenger  line.  This  new  cabin  is 
provided  with  proper  signals  which  do  not  affect  the  present  case. 

Between  Crown  Street  and  London  BK)ad  cabins  there  are  two  over-bridges,  the 
London  and  North-Western  goods  line  bridge,  and  St.  Nicholas  bridge,  owing  to  which 
and  to  the  curved  nature  of  the  line  the  view  is  very  much  obstructed. 

The  North-Eastem  line  falls  on  a  gradient  of  1  in  230  from  the  ticket  platform  at 
Petterill  Bridge  to  the  London  and  North- Western  goods  line  bridge,  a  distance  of 
about  three-quarters  of  a  mile,  and  then  rises  on  a  gradient  of  1  ia  107  towards  the 
Crown  Street  home-signal. 

The  van  of  the  relief  train  could  be  seen  by  the  driver  of  the  following  train  for  a 
distance  of  about  120  yards. 

The  line  is  not  worked  on  the  block  system  on  the  Carlisle  side  of  Petterill  Bridge 
cabin  (the  next  beyond  London  Road  cabin),  it  being  stated  that,  owing  to  the  number 
of  light  engines  proceeding  to  and  from  the  Citadel  station  and  the  North-Eastem  and 
Midhtnd  dep6ts  at  Petterill  Bridge  it  would  be  impossible  so  tb  work  it.  There  are 
electric  gongs  in  the  cabins  for  the  announcement  of  trains,  and  the  signalmen  are 
instructed  to  give  hand  caution  signals  if  trains,  &c.  follow  each  other  at  less  than  five 
minutes'  intervals. 

Evidence. 

1.  Ja/»€*  i^<?r^tt*e>«,  signahnan  in  the  Citadel  Station  reference  to  the  North-Eastern    down  line  was  the 

Committee's  service  4^%  years,  and  all  the  time  in  receipt  of  the  signal  from  London  Boad  cabin  for  the 

Crown  Street  cabin.     I  came  on  duty  at  6  a.m.  on  the  regular  train,  dae  at  1.5.      I  had  not  previously  to 

2nd  inst.  for  an  eight  hours  spell.     I  keep  no  ti*ain  this  been  able  to  allow  either  of  the  engines  to  proceed 

register  but  I  book  trains  that  are  delayed.     I  remem-  as  both  the  up  and  down  lines  near  the  station  were 

ber  the  North-Eastem  Company's  rehef  train  being  blocked.     1  acknowledged  the  signal  for  the  regular 

signalled  on  to  me  from  London  Road  junction  at  train  but  still  kept  my  outside  signals  at  danger, 

about  12.57  p.m.     I  acknowledged  the  signal  but  did  Then  on  getting  the  down  line  into  the  station  clear,  I 

not  lower  my  outside  signals  as  there  were  three  light  allowed  the  £rst  Midland  engine  to  proceed,  lowering 

engines,  two  belonging  to  the  Midland  Company  and  the  home-sigDal  for  the  purpose  but  at  once  putting  it 

one  to  the  Glasgow  and   South^Western  Company,  to  danger  again.     The  second  engine  did  not  mOYe. 

stopping  at  the  home-signal,  waiting  to  go  into  the  As  soon  as  the  Midland  engine  was  clear  I  allowed 

station.    The  trains  drew  up  properly  in  rear  of  the  the  second  engine  (Glasgow  and  South- Western)  to 

last  of  the  three  engines.     The  next  occurrence  with  proceed  to  the  north  end  of  the  station,  again  lowering 
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the  home-signal  and  at  once  raising  it  again,  and  I  can- 
not say  whether  the  collision  had  occurred  before  or 
after  this  engine  had  got  into  motion.  The  time  would 
be  about  1 .5.  I  did  not  hear  the  noise  of  the  collision  in 
the  cabin.  The  North-Eastem  down  distant-signal  is 
always  used  when  the  line  is  clear,  but  this  seldom 
occurs  during  the  day  on  account  of  the  nature  of  the 
junction,  where  shunting,  &c.  is  constantly  going  on. 
It  is  an  unusual  thing  to  have  a  passenger  train 
standing  at  Crown  Street  home-signal  and  another 
approaching  from  London  Road  cabin,  but  it  is  a 
diiuly  occurrence  to  have  light  engines  stopped  at  the 
home-signal.  Goods  trains  now  never  use  this  line. 
I  have  no  instructions  to  work  in  conjunction  with 
the  London  Road  up  distant-signal,  but  if  less  than 
five  minutes  interval  occurs  between  the  passage  of 
two  trains  or  engines  I  should  lower  my  home-signal, 
but  give  the  following  train  or  engine  a  green  hand- 
signal  to  allow  it  to  proceed.  I  had  in  the  present 
case  to  lower  also  a  signal  above  Crown  Street  cabin 
as  each  engine  wasj  going  on  to  a  different  line, 
but  neither  of  the  signals  so  lowered  was  the  one 
which  would  have  been  for  the  North-Eastem  regular 
train.  The  home-signal  is  in  all  cases  preceded  by 
one  of  the  signals  above  the  cabin.  The  relief  train 
ran  into  No.  2  dock  at  1.10  p.m.,  after  a  detention  of 
eight  minutes.  On  receipt  of  the  bell-signal  for  the 
second  North-Eastem  train  I  at  once  acknowledged 
it  according  to  rule. 

2.  Thomas  Taylor^  signalman  in  the  North-Eastem 
Company's  service  about  20  years,  about  a  year  in  the 
London  Road  new  cabin. — I  came  on  duty  at  6  a.m. 
on  the  2nd  inst.  for  12  hours.  I  do  not  keep  a  train 
register.  I  do  not  work  block  system  either  to 
Petterill  Bridge  or  Crown  Street  cabins,  but  there  are 
bell-signals  in  each  direction  for  announcing  trains.  I 
remember  three  light  engines  passing  the  cabin  shortly 
before  the  relief  train.  I  am  not  certain  how  many 
minutes  had  elapsed  after  the  third  engine  passed  and 
the  relief  train  came  up,  I  gave  the  relief  train  both 
the  down  home  and  distant-signal.  I  did  not  look  at 
the  clock  when  it  passed.  I  rang  it  on  to  Crown 
Street  when  I  got  the  signal  for  it  from  Petterill 
Bridge,  which  was  after  the  third  engine  had  passed. 
I  gave  the  relief  train  no  hand -signal,  nor  am  I  in  the 
habit  of  using  hand  caution  signals  unless  two  trains  are 
in  sight  at  the  same  time,  one  on  each  side  of  the  cabin. 
About  10  or  15  minutes  after  the  relief  train  the  regular 
train  was  signalled.  I  passed  it  on  at  once  to  Crown 
Street  and  the  signal  was  acknowledged  by  Crown 
Street.  I  took  off  both  my  home  and  distant  signals,  but 
gave  the  driver  no  hand-signal,  not  being  aware  whether 
or  not  the  relief  train  had  passed  Crown  Street.  The 
train  pt^sed  at  the  usual  speed  with  steam  off. 
The  CVown  Street  distant-signal  was  on  against  the 
train.  I  cannot  see  the  stop-signal  from  my  cabin.  I 
did  not  hear  the  collision  occur.  The  train  stopped 
just  within  my  sight.  I  am  aware  that  there  is  a  rule 
as  to  cautioning  trains  or  engines  which  follow  each 
other  at  less  than  ^yq  minutes  intervals.  I  did  not 
notice  whether  the  breaks  were  on  the  second  train 
or  not.  The  Crown  Street  down  distant-signal  is 
sometimes,  though  rarely,  taken  off. 

3.  John  Wild,  North-Eastem  Company's  driver  18 
years,  and  acting  as  pilot  driver  to  the  relief  train,  the 
regular  driver  not  being  acquainted  with  the  road. — I 
left  Newcastle  about  two  minutes  late,  viz.,  at  10.12, 
and  left  the  Carlisle  ticket  platform  seven  or  eight 
minutes  late,  at  about  1  o'clock.  The  London  Road 
signals  were  right  for  us  but  the  Crovpn  Street  distant- 
signal  was  at  danger.  Steam  was  shut  off  about  half- 
way between  Petterill  Bridge  and  London  Road,  and 
our  speed  on  passing  the  Crown  distant-signal  was 
about  7  miles  an  hour.  I  was  prepared  to  stop  at  or 
short  of  the  home-signal  if  necessary.  This  I  saw 
was  at  danger  till  I  lost  sight  of  it,  and  after  passing 
the  London  and  North- Western  goods  line  bridge  I 
saw  the  last  of  the  three  engines  standing  on  the  line. 
I  had  no  diflBculty  in  pulling  up  before  reaching  it. 

E 


There  was  an  air  break  applied  to  the  engine  and 
tender  but  not  to  the  train,  which  consisted  of  16 
vehicles,  including  two  vans.  We  stopped  about  5 
yards  from  the  rearmost  engine.  The  two  leading 
engines  then  went  away,  the  home-signal  being 
lowered  to  allow  them  to  pass.  The  third  engine 
then  drew  forward  to  the  signal  and  we  followed  it.  I 
had  stopped  about  two  minutes  in  this  new  position  when 
the  collision  occurred.  Just  before  it  the  home-signal 
was  again  lowered  for  the  third  engine  to  proceed,  and 
it  had  got  into  motion  and  we  were  preparing  to  draw 
up  after  it,"  but  had  not  begun  to  do  so.  The  collision 
moved  us  forward  a  few  yards,  the  engine  having  been 
reversed  for  the  moment  preparatory  to  drawing  for- 
ward to  the  home-signal.  I  heard  no  break  whistle 
before  the  collision.  I  could  have  stopped  at  the 
goods  line  bridge  had  it  been  necessary. 

4.  John  Dobsony  driver  for  12  years. — I  was  not  well 
acquainted  with  the  Newcastle  and  Carlisle  line,  and 
I  consequently  had  Wild  with  me  as  pilotman  with  the 
relief  train.  When  we  first  stopped  at  the  Crown  Street 
home-signal  there  were  three  light  engines  in  front 
of  us,  and  we  stopped  about  5  yards  behind  the  rear 
most.  In  about  seven  minutes,  as  far  as  I  could  judge, 
the  two  leading  engines  went  away  with  one  lowering 
of  the  home-signal.  The  third  engine  and  my  train  then 
drew  up  to  the  signal.  In  about  three  or  four  minutes 
the  signal  was  again  dropped,  and  the  third  engine 
started,  and  we  were  just  preparing  to  follow  when 
the  colKsion  occurred.  I  had  got  the  lever  for- 
ward (after  having  reversed),  and  had  applied  steam 
when  it  occurred.  The  blow  knocked  us  nearly  up  to 
the  light  engine,  which  then  went  away  very  slowly. 
We  could  have  stopped  at  any  time  in  9  or  10  yards 
after  passing  the  Crown  Street  distant-signal  at  a 
speed  of  about  8  miles  an  hour.  The  passengers  got 
out  of  my  train  immediately  after  the  collision.  1  he 
third  engine  had  gone  away  at  this  time.  I  cannot 
say  whether  the  home-signal  was  off  at  the  time  of 
the  collision,  but  it  had  been  off  just  before  it.  I  was 
knocked  about  a  bit  by  the  collision.  The  shock 
uncoupled  the  train,  and  left  only  four  or  five  carriages 
attached.  I  heard  the  break  whistle  before  the 
collision. 

5.  John  Smith,  fireman  5  J  years. — ^I  am  not  well 
acquainted  with  the  Carlisle  line.  I  agree  generally 
with  the  driver's  statement.  The  third  engine  was 
about  5  or  6  yards  beyond  the  home-signal  when  the 
collision  occurred.  I  believe  that  the  home-signal  was 
lowered  at  the  time.  The  collision  did  not  knock  us 
forward  beyond  the  signal. 

6.  James  Moralee,  guard  eight  years. — I  was  in 
charge  of  the  relief  train  from  Newcastle  to  Carlisle 
on  the  2nd.  It  consisted  of  16  vehicles,  including 
two  vans,  one  front  and  rear,  with  a  guard  in  each. 
I  was  in  the  rear  van.  The  train  was  provided  with 
the  ordinary  breaks.  We  started  two  minutes  late,  and 
were  stopped  at  the  Crown  Street  home-signal  at 
1.5  p.m.,  10  minutes  late.  We  stood  about  one  minute, 
and  then  drew  forward  towards  the  signal,  the  light 
engines  which  had  been  in  front  of  us  having  received 
a  signal  to  proceed.  We  stood  about  five  minutes  in  all, 
and  I  believe  all  the  engines  had  then  gone  forward. 
I  knew  that  the  10.20  train  was  closely  following  us, 
and  looked  back  several  times  to  see  if  it  was  coming, 
and  at  last  I  did  see  it,  and  thinking  it  was  coming  too 
fast  I  jumped  out  of  the  van,  crossed  the  up  line 
and  got  clear  before  the  collision.  The  speed  of  the 
10.20  p.m.  train  was  6  or  7  miles  an  hour.  They 
were  evidently  trying  to  pull  up.  I  saw  one  person 
jump  off  the  engine  just  before  the  collision.  I  con- 
sidered we  were  efficiently  protected  by  signal,  and  did 
not  think  it  necessary  to  go  back  (see  rules  213,  219, 
and  276  in  Appendix).  The  collision  occurred  at 
1.10  p.m.  My  break  was  off  at  the  time.  I  con- 
sidered the  distant-signal  being  at  danger  sufiicient 
protection,  though  I  was  round  a  curve,  and  knew  the 
other  train  was  following  closely.     I  heard  no  break 
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whistle  given  by  the  driver  of  the  regular  traiu.  I 
could  not  tell  whether  its  engine  was  reversed  or  not. 
I  have  often  been  stopped  at  the  same  place,  but  never 
behind  another  train. 

7.  Alexander  Ifcmiie,  guartl  about  three  years. — ^I 
TViis  in  the  front  van  of  tht*  relief  train.  I  concur  in  the 
*3vidence  of  the  driver  with  reference  to  the  movements 
of  the  three  engines. 

8»  George  WUd^  driver  39  years. — ^I  have  been  all 
my  life  on  the  Newcastle  and  Carlisle  line.   I  left  New- 
castle at  al>out  10.22  or  23,  two  or  three  minutes  late,  on 
the  2nd  iu.=itantj  with  onj^ne  and  tender,  both  provided 
with  the  onlinary  hand  breriks,  the  train  consisting  of 
13  vehicles,  including  two  vans,  one  at  each  end  of 
the  train,  with  r.  guanl   in  *^ach,  with  the   ordinary 
breaks.     We  lost  no  time  in  running  but  were  detained 
A  few  minutes   by   block,  and  reached  the  Petterill 
Bridge  ticket  platform  about   10  minutes  late.      On 
leaving  the  latter  Locomotive  Superintendent  Laidlaw 
joined  the  engine.    This  did  not  in  any  way  relieve 
me  from  my  charge.     The  London  Road  distant  and 
home  signals  were  off  for  us  when  we  left  Petterill 
Bridge,  and  I  saw  for  certain  that  the  Crown  Street 
distant-signal  was  against  us  when  near  the  London 
Eoad  Bridge  (about  250  yardi?  off).     On  seeing  this  I 
applied  both  engine  and  tender  breaks,  and  passed  the 
distant-signal  at  a  speed  of  7  or  8  miles  an  hour,  pre- 
pared to  stop  at  any  point  if  I  saw  it  necessary.     Our 
speed  got  slower  till  we  came  to  St.  Nicholas  Bridge, 
ftboiit  133  yards  further  on*    (Steam  had  been  shut  off 
about  100  yards  before  rew^hing  the  London  Road  sig- 
nals.)    On  passing  through  St.  Nicholas  Bridge  I  saw 
the  Crown  Street  home-signal  off,  and  in  consequence 
eased  the  tender  break  slightly,  and  somewhat  increased 
the  speed.     I  had  not  my  steam  on,  and  on  approach- 
ing the  London  and  North- Western  goods  line  bridge 
I  saw  the  van  of  the  relief  train.     I  at  once  applied 
the  tender   break,   while  Mr.  Laidlaw  reversed  the 
engine  without   releasing  the  engine  break.     I  also 
gave  the  deep   whistle   once  on  passing  through  the 
bridge,  and  I  believe  the  guards  applied  their  breaks. 
Our  speed  might  have  increased  to  6  miles  an  hour 
after  easing  the  tender  break,  and  our  speed  on  colli- 
aiou  was  very  slow ;  in  5  yards  more  I  am  sure  we 
shoiald  have  st0[)pc(l.     Mr.  Laidlaw  jumped  off,  but 
neither  I  oor  the  firemiin  did  so.     No  damage  was 
done  to  the  engine.     1  liave  never  seen  the  Crown 
Street  distant-signal  off  except  for  the  7.15  a.m.  train 
Haul  1  not  seen  tlie  home-signal  lowered  I  should  not 
have  struck  the  other  Train.  This    home-signal  was 
still  off  just  bel'ore  the  collision.   I  observed  no  engine 
standing  in  front  of  the  relief  train.     I  got  no  hand- 
signal  as  \  passed  I^ondon  Road  cabin.     I  did  not  ask 
at  Petterill  Bridge  how  much  the  relief  train  was  in 
front.     Wc  were  Ntopp£'d  at  Scotby   by  block,  and  I 
expected  it  to  Ix?  by  the  relief  train.     I  have  never 
before  known  the  home-signal  lowered  after  the  distant- 
signal  hail  been  at  dfinger,  while  any  obstruction  re- 
mained at  the  home-signal.     I  consider  that  the  guard 
Bhonld  have  been  l>ack.     He  told  me  that  he  thought 
it  was  block- working.     Mr.   Laidlaw  got  up  to  the 
van  of  the  relief  train  before  the  collision. 


9.  James  Laidlaw^  locomotive  superintendent  at 
Carlisle. — I  joined  the  engine  of  the  10.20  train  at  the 
ticket  platform.  I  concur  in  all  that  the  driver  litis 
stated.  I  did  not  myself  notice  the  home-signal  being 
off,  but  Wild  said  it  i;* as  before  seeing  the  van.  On 
seeing  the  van  I  reversed  the  engine,  putting  on  steam, 
but  leaving  the  engine  break  applied.  I  was  not  far 
from  the  van  of  the  relief  train  when  J  jumped  off  and 
reached  it  before  the  engine  struck  it.  My  idea  was  to 
run  up  and  prevent  the  passengers  getting  out  of  the 
relief  train. 

10.  Edward  Lazenhy^  assistant  guard. — I  was 
riding  in  the  front  van  of  the  10.20  train  from  New- 
castle. Our  speed  on  passing  the  Crown  Street 
distant-signal  was  6  or  8  miles  an  hour.  This  signal 
was  at  danger  on  coming  through  St.  Nicholas  Bridge. 
I  saw  the  home-signal  off,  and  about  at  the  next  bridge 
I  saw  the  van  of  the  relief  train.  I  did  not  hear  the 
driver  give  the  break  whistle.  My  break  was  on 
when  I  saw  the  van  of  the  relief  train.  I  gave  it  an 
extra  turn  or  two,  and  prepared  myself  for  the  colli- 
sion. I  had  no  time  to  jump  out.  I  did  not  notice 
the  speed  of  the  train  increase  on  seeing  the  home- 
signal  off.  The  speed  was  not  much  more  than  a 
walkmg  pace  on  tiie  collision  occurring.  I  should 
have  gone  back  had  I  been  in  the  position  of  the  rear 
guard  of  the  relief  train,  knowing  that  there  was  a 
train  following  mine. 

11.  John' Brown ^  guard  four  years. — I  was  in  charge 
of  the  10.20  train  from  Newcastle.  We  started  at 
10.22,  and  were  detained  by  the  relief  train  at  Haydon 
Bridge,  Low  Row,  and  Scotby,  about  two  minutes  at 
each  station,  and  we  left  the  Petterill  Bridge  ticket  plat- 
form nine  minutes  late.  I  saw  that  the  Crown  Street 
distant-signal  was  against  us.  We  passed  it  at  a  speed  of 
7  or  8  miles  an  hour.  My  break  was  on  at  the  time,  and 
had  been  on  since  I  had  seen  the  signal  at  danger. 
I  did  not  see  the  Crown  Street  home-signal  off,  nor 
the  tail  of  the  relief  train.  I  did  fancy  that  the  driver 
had  released  his  break  when  he  was  between  the  two 
bridges.  I  did  not  hear  the  break  whistle.  The 
collision  took  me  unawares,  but  I  was  not  knocked 
down  nor  hurt.  The  speed  was  5  or  6  miles  an  hour 
when  the  collision  occurred,  at  1.12.  We  got  into  the 
station  at  1  27.  1  do  not  think  any  passengers  were 
injured  in  my  train.  Had  I  been  in  the  position  of 
the  rear  guard  of  the  relief  train  I  should  have  gone 
back  to  protect  my  train  on  account  of  the  curve. 

Observance  of  distant'Sigtmls, 

Rule  276.  When  an  engine-driver  finds  a  distant- 
signal  at  *^  danger  "  he  must  immediately  shut  off  steam, 
and  reduce  the  speed  of  his  train,  so  as  to  be  able  to  stop 
at  the  distant-signal  post  if  necessary  ;  hut  ii  he  sees 
that  the  way  in  front  of  him  is  clear,  he  must  proceed 
slowly  and  cautiously  within  the  distant-signal,  having 
such  control  of  his  train  cu  to  be  able  to  stop  it  short 
of  any  obstruction  that  may  exist  between  the  distant- 
signal  post  and  the  home-signal,  and  must  bring  his 
train  to  a  stand  as  near  the  home-signal  as  the  cir- 
cumstances of  the  case  will  allow. 


Co7iclusion. 

This  collision  between  two  passenger  trains  was  due  primarily  to  the  driver,  George 
Wild,  of  the  North-Eastem  Company's  regular  train — an  experienced  driver  of  39 
years  service,  all  the  time  on  the  Newcastle  and  Carlisle  line — having  mistaken  the 
lowering  of  the  Crown  Street  down  home-signal  (which  was  visible  by  him  for  a  few 
yards  when  340  yards  distant  from  it,  but  wluch  had  been  taken  off  to  allow  an  engine 
in  front  of  the  relief  train  to  proceed  to  the  station)  as  a  signal  intended  for  his  own 
guidance.  In  consequence  of  this  he  released  his  tender  break  on  a  falling  gradient 
of  1  in  230,  and  was  thus  unable  sufficiently  to  reduce  his  speed  on  catchmg  sight, 
about  120  yards  off,  of  the  van  of  the  relief  train,  to  avoid  coming  into  collision  with 
it,  though  for  100  yards  of  this  distance  there  was  a  rising  gradient  of  1  in  107  in 
favour  of  stopping.    An  experienced  driver  such  as  Wild,  knowing  so  weU  the  local 
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circumstances  of  Carlisle  station,  and  Imowing  that  the  relief  train  (for  which  he  had 
been  detained  more  than  once  on  his  journey)  must  have  been  close  in  front  of  him, 
should  not  have  been  misled  by  having  seen  the  Crown  Street  home-signal  lowered 
when  it  was  first  visible  (340  yards  off)  for  a  few  yards,  and  should  not  have  assumed 
that  it  was  meant  for  his  guidance,  but  should  still  have  proceeded  prepared  to  stop 
any  moment.  I  think,  therefore,  that  while  allowance  is  to  be  made  for  Wild,  he 
must  be  deemed  to  have  erred  greatly  in  judgment  on  the  present  occasion. 

I  also  consider  that  Guard  Moralee,  the  rear  guard  in  charge  of  the  relief  train,  is  to 
blame  for  not  having  gone  back  to  protect  it.  The  letter  of  the  rules  quoted  in  the 
Appendix  might  perhaps  absolve  him  from  legal  responsibility,  but  Imowing  that  the 
regular  train  was  closely  following  (and  indeed,  as  he  says  himself,  looking  back 
several  times  to  see  if  it  was  coming),  he  was  greatly  wanting  in  common  prudence 
in  not  going  a  few  yards  back  to  give  the  approaching  driver  warning.  There  was  not 
the  usual  excuse  in  this  case  of  any  fear  of  being  left  behind. 

As  there  was  a  greater  interval  than  five  minutes  between  the  two  trains  passing 
London  Eoad  cabin,  the  signalman  there  is  not  to  blame  for  not  having  given  the 
driver  of  the  regular  train  a  caution  hand-signal ;  this  signalman,  however,  appears 
never  to  look  at  his  clock  to  ascertain  five  minutes  intervals,  but  gives  caution  signals 
only  when  he  can  see  two  trains  in  sight  at  the  same  time,  a  laxity  of  practice  for 
which  he  should  certainly  be  called  to  account. 

No  other  servants  of  the  Citadel  Station  Committee,  or  of  the  North-Eastem 
Company,  appear  to  be  deserving  of  blame. 

With  regard  to  the  prevention  of  like  collisions  in  future.  (1st.)  It  is  desirable  that 
the  momentary  distant  sight  of  the  Crown  Street  down  home-si^ial  should  be  done 
away  with.  This  can  easily  be  accomplished  by  means  of  a  short  screen  on  an  over- 
bridge. 

(2nd.)  While  admitting  the  present  impossibility  of  working  absolute  block  system 
between  Petterill  Bridge  and  Crown  Street  cabins,  it  is  deserving  of  serious  considera- 
tion whether  it  would  not  be  possible,  with  some  slight  addition  to  the  existing 
arrangements,  to  introduce  a  modified  block  system,  viz.,  to  block  before  and  behind 
all  passenger  trains,  of  which  there  are  in  all  15  up  and  14  down  trains  during  the 
24  hours.  If  this,  after  due  inquiry,  is  considered  impracticable,  then  the  signalman 
at  Crown  Street  and  London  Uoad  cabins  should  be  instructed  to  work  in  connection, 
that  is  to  say,  so  long  as  one  signalman's  distant-signal  remains  at  danger  the  other 
signalman  should  keep  his  home  and  distant-signals  at  danger,  and  then  on  having 
stopped  a  train  or  engine,  allow  it  to  proceed  with  a  caution. 

Had  the  driver  of  the  North-Eastem  train  been  provided  with  an  efficient  continuous 
break  he  would  have  no  doubt  have  been  able  to  stop  his  train  in  time  to  have 
prevented  the  collision. 

The  reason  of  the  large  number  of  injuries  (61  cases)  was  owing  to  the  passengers 
in  the  relief  train  being  mostly  on  their  legs  preparing  to  jump  out.  Judging  by  the 
slight  damage  to  rolling  stock  the  collision  itself  could  not  have  been  very  severe. 

I  have,  &c.. 
The  Secretary,  C.  S.  Hutchinson, 

(Eailway  Department,)  Major-Qeneral^  B.E. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Citadel  Station  Committee  and  the  North-Eastem  Railway 

Company  on  22nd  August. 


APPENDIX. 

ExTBACTS  from  the  Nobth-Easterk  Baix^wat  ing  the  whistle  of  his  engine,  and  when  recalled,  he 

Compant's  Rules  and  Regulations.  must  leave  the  two  most  distant  detonators,  and  return 

_         ,  y.       .      ,  .  J  _       .  to  his  train,  taking  up  the  other  detonators  on  his 

Irregttlar  stoppage  of  trains  by  accident  or  otherwise.  ^^^^    Should  the  guard  be  recaUed  before  reaching 

213.  When  a  train  is  stopped  by  an  accident  or  from  the  distance  of  1,200  yards,  he  must  place  the  two 

any  cause  (except  where  it  is  efficiently  protected  by  detonators  at  the  point  from  which  he  is  re-called, 
fixed  signals),  the  guard,  if  there  be  only  one,  or  the 

rear  guard  if  there  be  more  than  one,  must  immediately  Trains  stopped  between  home  and  distant  signals. 

go  back  1,200  jrards  to  stop  any  following  train,  and         219.  When  trains  are  stopped  between  the  home 

must,  in  addition  to  his  hand-signals,  take  not  less  ^^j^  distant  signals,  guards  must  not  consider  them 

than  six  detonators  (which  are  to  be  used  by  day  as  protected  by  the  distant-signal,  unless  the  engine  is 

well  as  by  night),  and  he  must  place  upon  the  line  of  ^ear  to  the  home-signal,  but  they  must  go  back  and 

rails  on  which  the  stoppage  has  happened,  at  a  distance  protect  their  trains  as  directed  by  Rule  213. 
of  400  yards  from  his  train,  one  of  the  detonators,  at 

a  distance  of  800  yards  another  detonator,  and  at  a         Note.—T^w  rule  does  not  apply  where,  owing  to 

distance  of  1,200  yards  two  detonators,  ten  yards  apart,  another  signal-box  being  near,  the  distant-signals  are 

and  also  conspicuously  exhibit  his  hand  dangei^signal  fixed  at  less  than  the  ustuU  distance  from  the  home^ 

to  stop  any  coming  train.    The  guard  must  not  return  signals,  afid  where  the  signals  are  repeated  from  such 

to  bis  train  until  recaUed  by  the  engine-driver  sound-  other  signal-box. 
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DUBLIN,  WIOKLOW,  AND  WEXFORD  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
13,  Downing  Street, 
Sib,  30th  June  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  24th  April,  the  result  of 
my  inquiry  into  the  circumstances  connected  with  the  accident  which  occurred  on  the 
19th  April  at  Bray  Head  stone  siding  on  the  Dublin,  Wicklow,  and  Wexford 
Railway. 

In  this  case  the  2  p.m.  down  passenger  train  from  Harcourt  Street  station,  Dublin, 
to  Wexford  ran  into  a  stone  sidmg  at  Bray  Head,  about  a  mile  on  the  Wexford  side  c£ 
Bray  station,  the  facing-points  leading  from  the  main  line  (which  is  single)  to  this 
siding  having  been  inadvertently  left  open  for  the  siding. 

No  passengers  or  servants  of  the  company  were  injured. 

Neither  the  engine  nor  any  vehicles  in  the  train  left  the  siding  rails,  but  the 
carriage  next  the  engine  had  its  side  damaged  and  four  panes  of  glass  broken  by 
coming  into  collision  with  a  stone  spout  about  200  yards  from  the  facing-points,  a 
short  distance  beyond  which  spout  the  engine  was  pulled  up. 

Description. 

The  siding  at  which  this  accident  happened  formed  originally  part  of  the  single  main 
line  from  Bray  to  Wexford.  In  consequence,  however,  of  its  dangerous  proximity  to 
the  edge  of  the  cliff  at  Bray  Head,  and  to  some  wooden  viaducts  upon  this  part  of  the 
line,  a  deviation  line,  about  56  chains  in  length,  was  constructed  and  completed  in 
September  1876,  a  portion  of  the  abandoned  line  being  retained  as  a  stone  or  quarry 
siding,  with  an  entrance  to  it  by  means  of  facing-points  (to  down  trains)  at  its  northern 
end,  the  connection  at  the  southern  end  being  severed.  In  the  report  of  the  inspec- 
tion of  the  deviation  line,  dated  September  23rd,  1876,  the  inspecting  officer  remarks 
that  "  this  junction  requires  to  be  controlled  by  a  blind  siding  interlocked  with  the 
signals,  and  the  jimction  distant  signals  require  to  be  repeated,"  and  subject  to  these 
and  other  conditions  the  opening  of  the  deviation  Une  was  recommended  and  sanctioned 
by  the  Board  of  Trade  on  September  26th,  1876.  A  reinspection  of  this  junction  took 
place  on  the  22nd  June  1877,  when  the  inspecting  officer  reported  **  that  the  home  and 
distant  signals  at  the  junction  of  the  deviation  Une  with  the  old  line  are  completely 
out  of  order,  and  cannot  be  used."  It  appears  that  these  signals  were  shortly  after- 
wards put  into  working  order;  but  no  instructions  seem  to  have  been  issued  for 
their  use,  and  up  to  the  occurrence  of  the  present  accident  they  were  always  allowed 
to  stand  at  danger,  and  were  consequently  disregarded  by  engine-drivers.  The  chai^ 
of  the  quarry  siding  was  confided  to  a  watchman,  who  had  also  the  duty  of  patrolling 
the  line  in  the  immediate  neighbourhood  of  the  points,  to  see  that  the  line  was  free 
from  obstruction  before  the  passage  of  any  train,  he  making  use  of  hand-signals,  and 
stationing  himself — ^in  the  case  of  down  trains — ^near  the  repeater  of  the  down  distant- 
signal  (which  is  situated  220  yards  from  the  facing-points),  in  which  position  he  could 
be  seen  for  some  distance  off. 

The  line  is  level  for  some  distance  on  each  side  of  the  facing-points,  but  there  is  a 
sharp  ascent  from  Bray  tiU  this  level  portion  commences.  About  200  yards  (along 
the  siding)  from  the  facing-points  there  is  a  stone-breaking  machine  with  a  spout  pro- 
jecting from  it  for  loading  waggons,  and  it  was  this  spout  which  struck  the  side  of 
the  first  carriage  in  the  train. 

The  line  is  worked  with  the  train-stafE  and  ticket. 

Evidence. 

1.   Edward  McDonallj   in  charge  of  the  stone  at  5  a.m.  on  the  19th  April,  to  remain  till  6  or  6  p.m« 

siding  at  Bray  Head. — I  have  been  in  the  service  as  At  about  1.30  p.m.  I  had  opened  the   siding-points  to 

watchman  along  the  cliff  for  24  years,  and  for  the  last  allow   an  engine  from  Bray  to  go  into  the  siding 

year  I  have  been  in  charge  of  the  stone  siding.     When  to  take    a    stone    train    back    to    Bray.      As    soon 

I  first  took  charge  of  the  siding  the  fixed   signals  as  the  train  had  gone,  at  about  2  o'clock,  I  walked 

were  not  used,  and  I  followed  the  same  plan   that  down  the  line  from  the  weigh  house,  about  300  yards, 

I  had  seen  my  predecessor  employ,  viz.,  to  signal  to  see  that  no  rock  had  fallen  on  the  line,  and  then 

both  up  and  down  trains  past  by  flag ;  to  signal  down  returned  as  soon  as  I  could  to  the  down  distant-signal 

trains  I  was  in  the  habit  of  going  out  as  far  as  the  repeater  to  be  ready  to  signal  the  2  o'clock  down  train, 

down  distant-signal  repeater,  showing  a  green  flag  if  and  as  I  passed  the  points  I  did  not  observe  that  they 

the  points  were  right,  and  red  if  they  were  wrong,  were  open  for  the  siding,  and  it  never  occurred  to  me 

Within  the  last  year  I  have  never  had  occasion  to  use  that  I  had  forgotten  to  dose  them.     The  train  came 

a  red  flag ;   I  do  not  know  why  the  fixed  signals^  in  sight  as  I  got  to  the  spot,  and  I  showed  the  driver 

were  not  used  and  I  never  inqoirecL    I  came  on  du<j  «  green  flag.    The  train  passed  me  at  the  usual  speed 
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of  about  15  miles  an  hour,  and  it  never  struck  me 
that  the  poiDts  were  wrong  till  I  heard  the  engine 
give  the  alarm  whistle  when  close  to  them.  I  ran 
back  as  fast  as  I  conld  and  found  the  whole  of  the 
train  in  the  siding  on  the  rails,  the  first  carriage 
having  stopped  nearly  opposite  a  stone  spout,  which 
had  injured  its  side.  The  train  resumed  its  journej 
in  about  a  quarter  of  an  hour  as  it  was. 

By  Mr.  MaunselL — I  followed  the  same  mode  of 
working  at  the  siding  which  I  had  seen  Smith,  my 
predecessor,  employ,  viz.,  bv  hand-signaL  I  looked 
both  to  the  engineer  and  traffic  manager  as  my  masters. 

By  Mr.  Smithy  resident  engineer. — ^I  remember 
telling  you  that  I  had  had  no  instructions  from  the 
assistant  traffic  manager  as  to  working  the  fixed  signals. 
I  remember  your  teUing  me  to  see  that  the  signals 
were  in  working  order,  and  I  found  they  were  working 
all  but  one,  which  was  afterwards  put  right.  The 
assistant  traffic  manager  once  asked  me  why  I  was 
not  working  the  fixed  signals,  and  I  told  him  I  had 
no  instructions. 

2.  Daniel  Smith. — ^At  the  time  of  the  accident  I 
was  acting  as  watchman  on  the  southern  part  of  Bray 
Head,  but  from  the  opening  of  the  stone  siding  I  had 
been  in  charge  of  the  points  for  about  a  year,  when 
McDonall  took  the  duty.  From  the  very  first  I  never 
used  the  fixed  signals  at  the  stone  siding,  but  was  in 
the  habit  of  signalling  the  trains  with  flag,  according 
to  instructions  I  had  received  from  Inspector  Collins. 
I  had  never  had  occasion  to  use  a  red  flag  with  the 
regular  trains. 

3.  Thomas  Collins^  permanent  way  inspector. — Smith 
was  the  flrst  man  in  charge  of  the  stone  siding-points. 
I  never  gave  Smith  any  instructions  either  as  to  using 
or  not  using  the  fixed  signals,  but  only  as  to  the  use  of 
hand-signals.  I  considered  the  fixed  signals  as  belonging 
to  the  traffic  department.  The  fixed  signals  were  not 
in  thorough  order  till  McDonall  took  charge,  but  I 
gave  him  no  instructions  as  to  the  fixed  signals.  I 
was  aware  that  they  were  not  used. 


4.  Pelt  Kiely,  guard  seven  years. — I  was  in  charge 
of  the  2  p.m.  train  from  Harcourt  Street  to  Wexford, 
on  the  19th  April.  It  consisted  on  leaving  Bray  of 
engine  and  tender,  a  waggon,  three  carriages,  and  a 
break-van,  in  which  latter  I  was  riding.  I  was  not 
looking  out  on  f^proaching  the  stone  siding  at  Bray 
Head,  but  hearing  the  engine  give  the  alarm  whistle 
I  looked  out,  and  seeing  the  train  was  entering  the 
siding  I  put  on  my  break  and  the  train  was  stopped 
with  the  engine  a  short  distance  past  the  stone  spout. 
No  wheels  were  off"  the  rails,  the  side  of  the  carriage 
next  the  tender  was  scratched  by  the  spout,  and  some 
panes  of  glass  broken.  This  was  the  only  damage. 
The  speed  when  the  alarm  whistle  was  given  was 
about  15  miles  an  hour.  The  accident  occurred  about 
2.50,  and  we  went  on  in  about  half  an  hour  without 
having  to  detach  any  carriages.  There  were  no 
complaints  of  injury. 

5.  William  Tooney^  driver  13  years. — I  started 
from  Harcourt  Street  with  the  2  p.m.  train  for  Wex- 
ford with  a  4-coupled  engine  and  tender,  with  the 
ordinary  tender  breaks.  On  leaving  Bray  I  had  on  five 
vehicles,  a  guard's  van  being  at  the  rear  of  the  train. 
On  approaching  the  stone  siding  neither  I  nor  the 
fireman  saw  the  fiagman,  and  I  did  not  see  that  the 
points  were  open  for  the  siding  till  I  was  about  a  rail's 
length  from  them»  my  speed  at  the  time  being  about 
13  miles  an  hour.  I  shut  <M  steam,  reversed  and  put 
it  on  again,  and  told  the  fireman  to  apply  his  break, 
and  gave  the  alarm  whistle  for  the  guard's  breaks. 
The  train  pulled  up  nicely  and  stopped  just  past  the 
stone  spout,  which  grazed  the  side  of  the  carriage  next 
the  engine  After  a  delay  of  about  26  minutes  we 
proceeded  on  the  journey  with  the  train  as  it  was. 
Not  seeing  the  signalman  before  I  came  to  the  points, 
I  concluded  I  should  meet  him  further  on.  He  came 
up  directly  after  the  engine  had  stopped.  The  siding 
signals  have  never  been  used  to  my  knowledge  since 
they  were  put  up. 


Conclusion. 

From  the  abore  evidence  it  appears  that  owing  to  the  foi^etfuLiess  of  Watchman 
McDonall,  in  leaving  open  the  facing-points  leading  to  a  stone  siding  at  Bray  Head,  the 
2  o'clock  passenger  train  from  Dublin  to  Wexford  (to  the  driver  of  which  McDonall 
states  that  he  had  shown  a  green  flag,  implying  that  all  was  right  for  him  as  regarded 
the  state  of  the  line  and  facing-points),  ran  into  this  siding  for  a  distance  of  about  220 
yards,  the  only  damage  done  being  confined  to  the  side  of  the  carriage  next  the  tender, 
which  came  in  contact  with  the  spout  of  a  stone-breaking  machine.  It  is  very 
fortunate  that  the  driver  was  able  to  stop  where  he  did,  for  had  he  run  a  little  further 
the  results  might  have  been  far  more  serious.  It  is  to  McDonall's  credit  that  he  made 
a  frank  confession  of  his  forgetfulness,  and  did  not  attempt  (as  is  too  often  the  case),  to 
inculpate  others. 

Though  the  immediate  cause  of  the  accident  was  the  forgetfulness  of  the  Watchman 
McDonall,  this  forgetfulness  need  not  have  led  to  the  occurrence  of  the  accident  had 
the  signals,  put  up  not  long  before  for  the  protection  of  the  siding,  been  properly  and 
habitually  used.  This,  however,  appears  never  to  have  been  the  case,  and  no  instruc- 
tions had  ever  been  issued  to  the  watchmen  to  use  them,  or  to  drivers  to  obey  them. 
For  this  omission  great  blame  must  be  held  to  attach  to  the  officer  or  officers  of  the 
company  whose  duty  it  was  to  have  issued  the  necessary  orders. 

The  driver  of  the  train  (Tooney)  states  that  neither  he  nor  his  fireman  saw  the 
watchman  at  all  as  they  were  approaching  the  stone  siding.  I  believe  that  the 
watchman  was  at  his  usual  post,  but  that  Tooney  was  not  keeping  a  proper  look-out. 
Tooney  is  therefore  much  to  blame,  as  even  had  the  watchman  being  showing  a  red 
flag  Tooney  would  not  have  seen  it  but  would  have  run  iuto  the  siding  all  the  same. 

I  have,  &c.. 
The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department,)  Major- Genl  B.JE. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  7th  August. 
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DUBLIN,  WICKLOW,  AND  WEXFORD  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Siu,  13,  Downing  Street,  London,  S.W.,  30th  October  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  10th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred  on 
the  7th  ultimo  at  Dalkey  station  on  the  Dublin,  Wicklow,  and  Wexford  Railway. 

In  this  case,  as  the  11.10  a.m.  down  mineral  train  from  Westland  Row  station  to  Ovoca, 
due  at  Dalkey  at  12  noon,  was  passing  through  that  station  before  backing  into  a 
siding  out  of  the  way  of  the  up  passenger  train  due  at  12.13  p.m.,  it  was  run  into  by 
an  up  ballast  train  which  was  being  pushed  from  behind,  and  which  had  also  to  shunt 
at  Dalkey  for  the  down  passenger  train,  also  due  at  12.13  p.m. 

The  guard  of  the  ballast  train  was  injured,  but  no  other  personal  injuries  were 
sustained. 

In  the  mineral  train  the  engine  had  the  leading  end  of  the  smoke-box  stove  in  and 
the  blast  pipe  and  buffers  broken. 

In  the  ballast  train  the  break- van  had  its  body  knocked  to  pieces,  and  the  waggon 
next  it  mounted  the  frame  of  the  van  and  was  broken. 

Description. 

Dalkey  station  is  a  passing-place  on  the  single  line  between  Kingstown  and  Bray 
(the  doubling  of  which  is  now  in  progress),  and  there  is  on  the  down  side  of  the 
station  a  siding  entered  by  facing-points  to  up  trains,  these  points  (worked  from  the 
ground)  being  87  yards  on  the  Bray  side  of  the  loop  points  (No.  2)  which  are  worked 
from  and  interlocked  in  a  signal-cabin,  185  yards  distant  from  them,  placed  on  an  over 
bridge  between  the  platforms ;  there  is  an  up  home-signal,  105  yards  on  the  Bray  side 
of  No,  2  loop  points,  and  an  up  distant-signal  245  yards  from  the  up  home-signal. 
The  up  distant-signal  is  interlocked  with  the  loop  points,  so  that  it  cannot  be  teken 
off,  when  the  points  are  set  right  for  a  down  train ;  in  consequence,  however,  of  the 
line  being  curved  and  in  cutting,  and  of  an  over  bridge,  the  distant-signal  cannot  be 
seen  from  the  cabin,  and  it  is  not  repeated ;  the  up  home-signal  is  not  interlocked 
with  the  points ;  192  yards  on  the  Bray  side  of  the  distant-signal  there  is  a  short 
tunnel,  and  the  distant-signal  can  be  seen  by  the  driver  of  an  approaching  train  only 
from  its  mouth.  In  consequence  of  the  Ime  being  curved  and  in  cutting,  the  view 
from  the  tunnel  mouth  towards  the  station  is  very  restricted.  At  the  distant-signal  post 
the  line  falls  in  both  directions,  at  1  in  100  towards  Bray  and  1  in  150  towards  the 
station.  The  collision  took  place  about  170  yards  on  the  Bray  side  of  No.  2  points, 
i.e.,  about  65  yards  outside  the  up  home-signal,  about  180  yards  inside  the  distant- 
signal,  and  about  370  yards  from  the  tunnel  mouth. 

JEhidence. 

1.  Edward  Fitzpairickj  parcel  porter  at  Dalkej  3^  man  Brien,  who  was  standing  at  the  siding  points.     I 

years. — ^I  understand  the  working  of  the  signal  frame,  did  not  move  No.  2  points  till  after  the  collision,  when 

and  was  in  temporary  charge   on   the  7th  inst.,  in  I  closed  them  to  allow  the  mineral  train  to  push  back 

place  of  Kinsella,  one  of  the  regular  signalmen,  who  on  to  the  up  line  to  go  into  the  siding  off  the  up  line, 

was  sick.     I  went  on  duty  at  1 1   a.m.    The  ballast  I  did  not  hear  the  ballast  engine  whistle  at  all.    I 

train  had  started  for  Bally  brack  immediately  after  heard  the  crash  very  soon  after  the  mineral  engine 

the  departure  of  the  passenger  train  at  11.18,  taking  whistled.     The  last  time  I  had  used  the  up  distant- 

the  staff  with  it,  and  I  knew  it  was  due  to  come  back  signal  was  for  the  up  train  due  at  11.13,  and  I  had 

at  about  six  minutes  to  12,  before  the  mineral  train  put  the  lever  into  the  position  of  danger  afler  the 

due  at  12.     The  latter,  however,  arrived  first,  at  12.2.  arrival  of  this  train.     I  have  no  reason  to  believe  that 

I  had  not  set  my  road  for  the  ballast  train,  but  on  the  signal  was  not  working  properly,  and  I  have  not 

hearing  the  mineral  engine  whistle   I  lowered  the  known  complaints  made  of  it     The  more  ordinary  way 

down  distant-signal,  and  then  put  it  to  danger,  and  of  working  is  to  turn  the  mineral  train  into  the  up  line 

then  put  the  selecting  bar  in  the  centre  notch  and  made  and  to  let  the  ballast  train  go  direct  into  the  siding  off 

No.  2   points,  and  lowered  the  down  starting-signal,  the  down  line,  but  the  present  course  was  adopted  to 

At  that  time  I  had  not  heard  the  ballast  engine  expedite  the  departure  of  the  ballast  train  after  the 

whistle.     I  was  acting  in  accordance  with  the  station-  up  passenger  train  had  started, 
master's  instructions  in  allowing  the  mineral  train  to 

proceed  towards  Bray  for  the  purpose  of  backing  into         2.  Henry  Campbell^  station-master  at  Dalkey  about 

the  siding  before  the  ballast  train  had  arrived.     The  1 1  years. — Immediately  after  the  departure  of  the  10.45 

mineral  train  passed  through  the  station  at  a  speed  of  down  passenger  train  T  asked  Hardy,  the  conductor  of 

about  15  miles  an  hour,  and  the  van  had  passed  the  the  ballast  train,  when  giving  him  the  staff,  what 

starting-signal  before  I  raised  it  to  danger ;  but  I  had  time  he  would  be  back.     He  repUed,  "  To  meet  the 

not  altered  the  points,  when   I  heard  the  mineral  mineral  train  due  at  12  o'clock,"  and  I  told  him  not  to 

engine  whistle,  before  the  train  was  clear  of  them.    I  pass  beyond  the  tunnel  until  he  saw  the  road  clear ;  he 

concluded  that  the  whistle  was  in  consequence  of  the  told  me  he  would  obey  the  signals.    I  told  him  this 

ballast  train  having  appeared  in  sight  of  the  Points-  intending  the  mineral  train  to  pass  on  to  the  single 
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linei  and  then  back  into  the  mineral  siding  before 
the  ballast  train  arrived.  This  was  done  in  Order  to 
avoid  delay  to  the  ballast  train,  and  at  the  same  time 
not  to  stop  the  mineral  train  in  running  into  the 
station  that  I  gave  the  orders  in  question.  The  rule 
is  to  stop  dead  at  the  distant-signal.  I  have  not 
heard  the  up  distant-signal  complained  of,  but  I  did 
not  examine  the  signal  immediately  after  the  collision. 
I  asked  Porter  Brien  immediately  after  the  collision  if 
he  had  seen  the  distant-signal  at  danger,  and  he  said 
he  had. 

3.  Lawrence  Brien,  porter  at  Dalkey  about  one  year. 
— It  was  my  duty  to  hold  the  siding  points  for  the 
admission  of  the  mineral  train,  and  I  was  standing  at 
them  at  about  a  quarter  to  12.  I  saw  the  down 
starting-signal  put  to  danger  after  the  engine  of  the 
mineral  train  had  passed.  It  passed  me  at  a  slow 
speed.  I  had  seen  the  ballast  train  coming  round  the 
curve  just  after  the  mineral  engine  had  passed  No.  2 
points,  and  I  held  my  hands  up  to  the  mineral  driver. 
I  think  he  saw  me  for  he  at  once  whistled  before 
reaching  the  points  I  was  standing  at.  His  steam 
was  off  at  the  time,  and  I  saw  the  fireman  applying 
his  break.  He  had  not  stopped  when  the  collision 
occurred,  at  which  time  three  waggons  and  the  van 
were  on  the  station  side  of  the  points.  They  remained 
in  this  position  until  they  were  pushed  back.  It  was 
hearing  the  ballast  train  approaching  that  made  me 
look  towards  it,  and!  saw  the  distant-signal  at  danger, 
just  as  the  trains  were  meeting  after  holding  out  my 
arms  to  the  mineral  driver.  I  noticed  no  droop  on  the 
arm.  When  off  it  hangs  at  the  position  of  caution. 
I  have  never  heard  this  signal  complained  of  as 
working  badly.  I  did  not  see  No.  2  points  stirred 
after  they  had  been  moved  for  the  mineral  train  to 
run  through  them.  The  day  before  this  the  same, 
operations  had  occurred ;  but  on  this  occasion  the 
ballast  train  obeyed  the  signals.  I  could  not  see  the 
front  of  the  ballast  train  till  it  was  under  the  distant- 
signaL  The  ballast  engine  whistled  on  entering  the 
tunnel 

4.  John  Ledwedge,  driver  four  years. — I  was  in 
charge  of  the  11.10  a.m.  mineral  train  from  Westland 
Row  to  Ovoca,  due  to  reach  Dalkey  at  12,  and  shunt 
there  till  the  12.13  train  passed.  I  had  some  waggons 
to  attach  at  Dalkey  which  I  reached  at  12.2.  As  I 
entered  the  station  the  down  distant-signal  and  the 
starting-signal  to  Bray  were  off.  We  are  as  often 
admitted  into  the  up  line  as  into  the  down  line, 
in  which  case  we  get  the  distant-signal  and  a  hand- 
signal.  I  had  passed  the  siding  points,  and  had 
reached  the  over  bridge  when  I  heard  the  pointsman 
shout  and  run  towards  the  engine  with  his  arms  out 
to  stop  the  ballast  train.  I  had  not  seen  the  ballast 
train  at  this  time ;  but  on  hearing  the  shout  I 
whistled,  revei-sed  my  engine  and  got  steam  against 
it  and  got  my  tender  break  applied,  and  had  just 
come  to  a  stand  when  we  met  the  van  of  the  ballast 
train,  which  was  running  at  four  miles  an  hour. 
About  ^\e  waggons  and  the  van  of  my  train  were 
on  the  station  side  of  the  siding  points  when  we 
stopped.  I  did  not  notice  how  the  distant-signal  was 
hanging  after  the  colb'sion.  We  neither  of  us  jumped 
off.  The  shock  was  not  very  great.  The  driver  of 
the  ballast  train  said  it  was  a  very  bab  job ;  nothing 
more  than  this  then  passed  between  us.  After  tlm 
I  asked  him  about  the  distant-signal,  and  he  said  it 
was  down  for  him.  I  have  never  known  this  signal  to 
work  badly  before.  The  engine  was  not  much 
damaged.  No  wheels  of  my  train  were  off  the  line. 
I  could  see  the  distant-signsd  from  the  point  of  colli- 
sion, but  I  did  not  look  at  it. 

5.  Robert  Picking  fireman  1^  years. — We  entered 
Dalkey  station  with  the  signal  down,  and  just  as  we 
were  running  over  No.  2  points,  the  pointsman,  Brien, 
who  was  standing  opposite  the  siding  points,  held  up 
his  hands  in  the  4-ft,  space,  with  his  back  to  us,  and 
then  drew  back  to  the  points.  On  seeing  this  I  applied 
my  break  and  said  to  the  driver  there  was  something  up 


and  to  notice  Brien ;  the  driver  looked  ahead  and  saw 
the  ballast  train,  but  did  nothing  till  we  were  passing 
the  siding  points,  when  he  reversed  his  engine  and  got 
steam  against  it  and  whistled.  We  were  very  nearly 
but  not  quite  stopped  when  the  ballast  train  struck  us. 
Its  speed  was  faster  than  ours.  We  neither  of  us 
jumped  off.  It  was  a  heavy  blow.  I  did  not  observe 
how  the  up  distant-signal  was  standing  either  before 
or  after  the  collision.  I  was  on  the  left  side  of  the 
engine.  (The  discrepancy  between  the  driver  and  fire- 
man cannot  be  cleared  up.) 

6.  James  Keeley,  goods  guard. — ^I  was  in  charge 
of  the  11.10  a.m.  mineral  train  from  Westland  Row  to 
Ovoca,  and  I  left  Kingstown  with  a  load  of  13  waggons 
and  a  van  for  Dalkey,  where  we  had  to  shunt.  I 
noticed  the  signals  were  off  for  us  at  Dalkey,  but  I 
did  not  notice  whether  the  starting-signal  was  put 
back  to  danger.  The  engine  whistling  was  the  first 
I  knew  of  anything  being  wrong,  at  which  time  I 
believe  the  van  was  seven  or  eight  waggons  lengths  on 
the  Bray  side  of  No.  2  points.  I  looked  out  and  saw 
the  ballast  train  approaching.  I  then  put  on  the  break 
tight  before  the  collision,  when  we  were  very  near 
stopped.  I  did  not  feel  much  of  it.  I  think  one 
waggon  and  the  van  were  on  the  station  side  of  the 
siding  points  when  we  stopped.  I  did  not  notice  the 
up  distant-signal,  whether  it  was  off  or  at  danger,  but  I 
saw  the  home-signal  on.  Soon  afl^r  I  heard  Brien 
say  the  distant-signal  was  up. 

7.  John  Sterling^  diiver  seven  yeai'S,  working  the 
ballast  train  three  or  four  times  a  week  for  three  or  four 
months. — I  started  from  Dalkey  (after  having  worked 
with  the  ballast  train  all  the  morning)  at  about  11.15 
for  Bray.  We  left  the  waggons  at  Shanganagh  and 
proceeded  empty  to  Bray  to  leave  the  staff,  and  then 
came  back  for  the  waggons  with  a  ticket,  and  pushed 
them  before  us  towards  Dalkey.  I  had  not  heard  the 
conversation  between  the  station-master  and  Hardy 
before  leaving  Dalkey,  but  I  knew  I  might  be  detained 
outside  Dalkey  if  the  mineral  train  had  arrived  before 
me  and  was  not  back  in  the  up  siding.  Hardy  said 
nothing  to  me  before  I  started  back.  I  ought  to  be 
back  here  about  12.8,  five  minutes  before  the  passenger 
train  is  due.  I  pulled  up  at  Ballybrack  to  change  the 
ticket.  I  was  running  through  the  tunnel  near  Dal- 
key at  a  speed  of  five  or  six  miles  an  hour,  prepared  to 
stop  if  I  got  any  sort  of  notice  at  the  mouth  of  the 
tunnel.  I  saw  the  distant-signal  as  soon  as  it  was 
possible,  as  I  was  looking  out  for  it,  and  it  was  well 
down.  On  seeing  this  I  came  on  slowly,  without 
putting  any  steam  on,  I  had  shut  it  off  just  as  the  van 
came  to  the  distant-signal.  I  got  no  indication  of 
anything  being  wrong  till  my  van  was  close  to  the 
mineral  engine,  of  which  I  had  seen  the  steam  just 
before.  I  had  not  noticed  the  home-signal  at  all  at 
this  time,  but  afterwards  I  noticed  it,  and  it  was  up, 
I  observed  that  the  distant- signal  remained  off  for  a 
minute  or  two  after  I  had  passed  it.  I  had  just  time 
to  reverse  and  put  on  steam  and  the  fireman  pai-tly  to 
apply  his  break,  when  the  collision  occurred.  We 
neither  of  us  jumped  off.  Hardy  was  on  the  engine 
with  us — his  proper  place.  I  did  not  ask  my  guanl  at 
the  time  how  the  signal  was,  but  in  the  evening  I 
heard  him  say  it  was  down.  I  have  never  noticed 
this  signal  out  of  order  previously.  I  have  passed  it 
at  danger  before  when  going  into  the  siding  oft'  the 
down  Hue.  I  did  nob  know  but  what  I  might  have 
been  going  in  there  on  this  occasion.  Immediately 
before  the  collision  I  got  a  signal  from  my  guard  just 
as  I  saw  the  train  myself.  On  Thursday  I  passed  the 
mineral  train  at  Dalkey,  the  distant-signal  was  then  at 
danger  against  me,  and  I  stopped  short  of  the  mineral 
train. 

8.  William  Foomey,  acting  fireman  about  three 
months. — I  was  on  the  engine  of  the  ballast  train  as  it 
was  coming  to  Dalkey  on  the  7th.  The  driver  said  to 
me  as  we  were  coming  into  the  tunnel  *^  Have  a  look 
out  for  the  mineral  train,  as  it  is  due,"     On  emer^ng 
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from  the  tunnel  I'saw  the  distant-signal  hanging  down:  mineral  train  tnat  made  me  put  on  my  break  on  this 

no  doubt  about  it ;  the  speed  was  then  very  slow,  and  occasion.     I  have  never  known  the  distant-signal  not 

we  then  saw  the  steam  of  the  other  engine  after  passing  acting  properly.    On  the  Thursday  previously   the 

the  distant-signal.     We  had  not  been  able  to  see  the  mineral  train  was  in  the  siding  when  we  arrived, 
home-signal  for  the  steam  of  the  mineral  engine.     I  at 

once  put  on  my  break  and  the  driver  reversed  and  put  10.  Daniel  Hardy,  ganger,  and  in  charge  of  ballast 

on  steam  and  whistled.    We  were  going  very  slowly  train,  which  charge  I  have  had  for  about  a  year. — 

when  the  collision  occurred.     Our  guard  giave  a  red  Before  we  started  from  Dalkey  the  station-master  and 

flag  at  the  same  time  that  I  saw  the  minerd  engine.  I  had  an  understanding  that  he  would  keep  the  signals 

against  us,  and  let  the  mineral  train  into  the  down 

9.    Bernard  Egan,    breaksman   with    the    ballast  siding  before  we  crossed  to  the  up  line,  and  I  said  I 

train. — ^I  was  riding  in  the  van  alone.     We  had  12  would  obey  the  signals.   We  proceeded  to  Shanganagh 

waggons  and  the  van  to  push  up  from  Shanganagh.  and  came  back  so  as  to  reach  Dalkey  at  about  12,  the 

We  came  through  the  tunnel  very  slowly,  as  fast  as  a  mineral  train  being  due  at  that  time.     I  did  not  tell 

man  could  run.     As  soon  as  we  got  out  of  the  tunnel  I  the   driver  about  the  conversation.     I   was  on  the 

saw  the  distant-signal  down,  it  remained  down  till  I  engine.     We  came  out  of  the  tunnel  at  a  slow  pace, 

passed  it   I  saw  that  the  home-signal  was  up  on  passing  and  I  first  noticed  the  distant-signal  as  soon  ns  the 

the  distant-signal.    I  at  once  put  my  break  on  as  hard  engine  left  the  tunnel,  and  it  was  down.     I  have  no 

as  I  could,  and  then  held  out  my  red  flag.    I  had  got  my  doubt  about  it.    It  was  as  low  as  I  have  ever  seen  it. 

break  on  before  seeing  the  engine.    The  collision  then  On  finding  the  signal  down  the  driver  put  on  a  little 

occurred.    We  had  nearly  stopped  ;  and  I  was  knocked  steam.     We  had  got  past  the  distant-signal  when  we 

out  of  the  van  and  was  insensible  for  two  hours,    1  saw  the  mineral  engine.    I  then  looked  and  saw  the 

was  injured  in  the  side  and  head  and  have  not  yet  home-signal  at  danger.    The  engine  was  reversed  and 

gone  to  work.     With  the  distant-signal  off  and  the  the  breiis  applied.     We  both  of  us  jumped  off.    We 

home-signal  at  danger  I  should  expect  to  have  gone  were  going  very  slowly  when  the  collision  occurred 

into  the  up  platform  line.   It  was  expecting  to  meet  the  We  could  have  shunted  the  ballast  train  at  BallybradL 

Conclimon. 

The  evidence  in  this  case  with  regard  to  whether  the  up  distant-signal  was  or  was 
not  at  danger  when  the  ballast  train  emerged  from  the  tunnel  is  very  contradictory. 
There  is  little  doubt  but  that  the  distant-signal  lever  in  the  cabin  must  have  been  in 
the  position  of  danger,  for  the  mineral  train,  which  was  105  yards  long,  had  cleared 
No.  2  points  by  only  65  yards  when  the  collision  occurred  (and  before  it  had  cleared 
these  points  the  distant-signal  lever  could  not  have  been  moved  without  injury  to  the 
points),  whereas  the  tail  of  the  ballast  train  was  370  yards  from  the  point  of  collision, 
when  the  van  emerged  from  the  tunnel,  and  270  yards  from  it,  when  the  engine  did 
the  same,  and  as  there  was  probably  no  great  difference  in  the  speed  of  the  two  trains, 
it  is  next  to  impossible  that  the  distant-signal  lever  could  have  been  pulled  over  in  the 
cabin  to  the  position  of  clear  before  the  ballast  train  reached  it.  It  is  possible  that 
the  arm  may  not  have  obeyed  the  motion  of  the  lever  when  the  signalman  had  last  put 
the  lever  back  to  the  danger  position  after  the  arrival  of  the  up  train  at  11.13  a.m.  This 
he  could  not  tell  himself  as  the  distant-signal  cannot  be  seen  from  the  cabin  and  is 
not  repeated  (as  it  ought  to  have  been).  The  porter  (Brien),  however,  who  was  holding 
the  siding  points  through  which  the  mineral  train  had  to  set  back,  speaks  positively 
to  the  arm  having  been  well  at  danger.  On  the  other  hand,  the  guard  of  the  ballast 
train  declares  that  the  distant-signal  arm  was  down  when  he  saw  it  upon  the  van  (which 
was  at  the  front  of  the  train)  emerging  from  the  tunnel,  and  the  same  statement  is 
strongly  affirmed  by  the  driver  and  fireman,  and  by  the  ganger  in  charge  of  the  ballast 
train,  who  was  also  on  the  engine.  The  preponderance  of  evidence  is,  therefore,  strongly 
in  favour  of  the  signal  being  off,  and  it  must,  therefore,  be  assumed  that  the  arm  had. 
not  moved  with  the  lever  when  the  signalman  had  last  put  the  latter  to  the  position  of 
danger  after  the  arrival  of  the  up  train  at  11.13  a.m.,  and  the  primary  cause  of  the 
collision  may,  therefore,  be  considered  to  have  been  the  failure  in  working  of  the  up 
distant-signal.  Looking,  however,  to  the  very  restricted  view  between  the  timnel 
mouth  and  the  south  end  of  Dalkey  station,  the  station-master,  when  arranging  for  the 
arrival  at  about  the  same  time  of  both  an  up  and  down  train,  showed  in  my  opinion 
want  of  judgment  in  not  giving  strict  orders  that  the  down  mineral  train  should  not  be 
allowed  to  leave  the  down  loop  line  until  the  ballast  train  had  entered  the  up  loop  line, 
instead  of  running  the  risk  of  collision  on  the  single  line  between  the  south  end  of 
the  station  and  the  tunnel  mouth. 

No  time  should  be  lost  in  repeating  the  up  distant-signal  so  that  the  signalman  may 
have  the  means  of  knowing  whether  the  arm  obeys  the  motion  of  his  lever,  and  the  up 
home-signal  should  also  be  properly  interlocked  with  the  points. 

I  have,  &c., 
The  Secretary,  C.  S.  Hutchinson, 

{Railway  Bepartment,)  Major-Oeneral  B.E. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  20th  November. 
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GLASGOW  AND  PAISLEY  JOINT  RAILWAY. 

Board  of  Trade  (Railway  Department), 
Sib,  13,  Downing  Street,  London,  S.W.,  12tli  August  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  l6th  ultimo,  the  result  of  my  enquiry  into  the 
collision  which  occurred  on  the  13th  ultimo,  at  Paisley  station  on  the  Glas^w  and 
Paisley  Joint  Railway,  between  two  passenger  trains  belonging  to  the  Caledonian 
Railway  Company. 

In  this  case,  while  the  second  portion  of  the  6  p.m.  passenger  train  from  Wemyss 
Bay  to  Glasgow  was  standing  at  Paisley  station  with  the  rear  van  about  25  yards  inside 
the  junction  home-signal,  it  was  run  into  by  a  special  passenger  train  from  Greenock 
to  Glasgow,  which  had  also  to  stop  at  Paisley  station. 

Thirty-nine  passengers  have  complained  of  injury,  the  most  serious  case  being,  it  is 
stated,  a  broken  nose.    No  servants  of  the  Company  were  injured. 

The  damage  to  rolling  stock  consisted  in  the  engine  of  the  Greenock  train  having 
its  buffer-beam  and  buffers  broken,  and  in  four  carriages  having  their  buffer  castings 
damaged.  No  wheels  were  thrown  off  the  rails,  and  both  trains  were  able  to  proceed 
after  a  short  delay. 

Paisley  station  is  situated  a  short  distance  east  of  the  junction  of  the  Caledonian 
Company's  line  from  Greenock,  and  the  Glasgow  and  South- Western  Company's  line 
jfrom  Carlisle,  &c.    It  is  an  exceedingly  busy  station,  especially  as  regards  passenger 
traf&c.    The  jimction  cabin,  belonging  to  the  Paisley  Joint  Railway,  is  situated  close 
to  the  Greenock  end  of  the  platform  on  the  north  side  of  the  line,  and  in  it  the  points 
and  signal  levers  are  properly  interlocked.    The  traffic  is  worked  on  the  absolute 
hlock  system  between  the  junction  cabin  and  Glasgow,  but  it  is  not  so  worked  between 
the  junction  cabin  and  the  next  adjacent  cabins  on  the  Caledonian  and  Glasgow 
and  South- Western  lines,  trains  being  merely  announced  by  telegraphic  bells.    The 
next  cabin  to  the  junction  on  the  Caledonian  line  is  Underwood,  970  yards  distant.    As 
regards  the  Caledonian  line,  the  junction  is  provided  with  a  home-signal  100  yards 
from  the  cabin,  and  a  distant-signal  510  yards  from  the  home-signal.    The  distant- 
signal  is  well  visible  for  a  long  distance.    The  home-signal  can  be  seen  from  beyond 
Underwood  cabin,  but  it  is  lost  to  sight  for  some  distance;  after  which  there  is  an 
uninterrupted  view  of  it  for  about  660  yards  before  reaching  it.    The  van  of  the 
Wemyss  Bay  train  could  have  been  seen  by  an  approaching  driver  from  a  distance  of 
about  350  y^ards. 

The  line  is  practically  level. 

Evidence. 

1.  Tarquhar  Matliesonf  signahnan    five  years  at  the  preparalxM^  signal  for  the  second  train  about  the 

tJnderwood  cabin,  in  the  Caledonian  company's  ser  time  the  first  train  passed.    I  put   my  signals  up 

vice. ^I  came  on  duty  at  10  a.m.     The  r^ular  time  (all  three)  as  soon  as  the  first  train  had  passed.     This 

to  leave  is  6  p.m.,  but  this  being  Saturday  night  I  train  got  the  junction  distant  signal  without  having 

was  to  remain  on  duty  till  the  traflSc  had  ceased,  i^,  any  to  wait  for  i^.     On  seeing  the  first  train  getting  clear 

time  from  midnight  to  4  a.m.     On  this  occasion  I  out  of  my  sight,  I  lowered  my  three  signals  for  the 

left  work  after  4  a.m.     I  have  a  boy  to  assist  me  during  second  train;  and  it  passed  at   8.1    p.m.      T  gave 

the  day,  but  he  leaves  work  at  6  p.m.     I  work  absolute  it  no  hand-signal      It  was  going   about  the  usual 

block  between  my  cabin  and  Boghead  by  day  and  speed,  whistling  for  the  junction  distant-signal,  which 

Blackstone  by  night ;  but  between  my  cabin  and  the  had  been  put  to  danger  immediately  after  the  first 

junction  the  traffic  is  worked  by  time ;  i.e.  if  one  train  train  had  passed  it.     The  Wemyss  Bay  train  being  a 

follows  another  at  less  than  a  five  minutes  interval,  special  train,  I  was  not  aware  that  it  had  to  detach 

I  keep  my  distant-signal  against  the  second  train  lower  carriages  for  Edinburgh.     When  a  train  is  detach- 

my  home  and  advance  signals,  and   give  the  driver  a  ing  carriages  at  Paisley  station  its  tail  is  generally 

green  hand-aignal  as  he  passes.    An  exception  to  this  in  my   sight.    I  did  not  hear  the  collision   occur, 

mode  of  working  would  be  when  I  see  the  junction  and  I  was  not  aware  that  it  had  taken  place  till  I  was 

distant-signal  clear  for  the  first  train  to  go  into  the  informed  of  it  at  about  9.15.     I  marked  both  times, 

station,  the    weather    also    being    clear.     I    would  viz.  7.57  and  8.1,  in  the  train  register  by  my  clock, 

caution  a  train  under  such  circumstances   at  three  while  each  train  was  between  the  home  and  starting 

minutes  interval,  but  not  at  four.    I  announce  trains  signal.     I  came  on  duty  again  on  Sunday  night  at 

to  the  junctions  by  electric  gong ;  viz.,  by  preparatory  10  o'clock.    A  change  of  duties  takes  place  only  once  a 

signal   and   one  given  on  the  train  passing.   These  month, 
signals  are  acknowledged.     The  Wemyss  Bay  train 

passed   my  cabin  at  7.57  p.m.,  my  signals  being  down  James  Hunter^  in  the  joint-line  service  6J  years, 

for  it.    It  was  going  at  an  ordinary  speed.    I  received  signalman  three  years  at  Pdsley  junction.— I  came 
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on  duty  at  2  p.m.,  to  remain  till  10  p.m.  I  work 
block  on  the  joint  line  to  Wallneuk,  but  only  by 
bell  signal  on  the  Greenock  and  Carlisle  lines.  We 
observe  no  time  intervals  for  down  trains  (i.c.,  trains 
to  Carlisle  and  Greenock),  as  it  is  necessary  to  clear 
the  station  as  rapidly  as  possible,  but  if  one  train  is 
following  another  closely  I  give  the  following  train 
a  green  flag,  I  remember  the  preparatory  signal  for 
the  Wemyss  Bay  train  being  received  at  7.54,  and 
the  train  arrivetl  at  7.57*  My  signals  were  off  for  the 
train,  which  drew  slowly  in,  the  station-master  having 
decided  to  put  the  Edinburgh  carriages  through  the 
crossing  on  to  the  down  line,  instead  of  into  the  siding 
leading  off  the  up  line*  The  reason  for  this  I  am  not 
fully  awai-e  ofp  I  put  on  the  distant-signal  as  soon  as 
the  train  had  passed,  and  the  home-signal  as  soon  as 
all  the  train  but  three  or  four  carriages  had  passed  it. 
The  traiu  was  then  uncoupled,  and  the  driver  drew  the 
Edinburgh  carriage's  clear  of  the  crossing,  which  I 
then  opened.  These  cftrriages  were  then  uncoupled 
from  the  engine  while  Btill  on  the  main  line,  and  the 
driver  reversed  his  engine  to  put  them  back  through 
the  crossing ;  but  by  this  time  I  had  heard  the  Green- 
ock train  approaching  whistling  for  the  breaks,  and, 
seeing  a  collision  likely  to  take  place,  I  closed  the 
crossiiig-poiuta  before  the  carriages  had  reached  them, 
feAriug  that  otherwise  tlie  rear  portion  of  the  train 
would  be  knocked  into  their  broadside,  and  thinking 
a  collision  on  the  straight  road  would  be  preferable. 
As  it  was,  ihe  two  portions  of  the  train  only  just  came 
together  on  the  upline.  The  collision  between  the 
two  trains  occurretl  at  about  8.2  p.m.  I  noticed  the 
second  engine  as  soon  as  I  heard  the  whistle,  and  I 
believe  the  driver  was  trjdng  to  pull  up ;  the  speed 
was  not  ftisL  My  home-signal  for  the  &rst  train  was 
put  to  danger  about  7*57-  I  heard  the  collision  occur. 
I  did  not  see  any  passengers  jump,  but  I  saw  some 
with  their  heads  out.  I  saw  that  my  signals  were  at 
diingcr  as  the  Greenock  train  was  approaching.  I 
noticed  my  home- sign  id  particularly.  I  called  the 
boy's  attention  J  and  he  also  observed  the  position  of 
the  fiignab.  The  tail  of  the  Wemyss  Bay  train 
B topped  a  short  distance  inside  the  home-signal.  I 
think  the  Greenock  train  was  in  sight  at  Underwood 
when  I  opened  the  crossing-points.  The  engine  of 
the  Wemyss  Bay  train  was  on  the  Glasgow  side  of 
the  crossing-points  when  the  oollision  occurred. 

3.  Donald  McKimmn^  13J  years  of  age,  telegraph 
boy  about  one  year  in  Paisley  junction  cabin. — I 
entered  the  times  of  the  arrival  of  the  Wemyss  Bay 
and  Greenock  trains  in  the  train  register  on  the  13th. 
I  iim  Bure  that  Hunter  put  back  the  home-signal  lever 
m  soon  es  the  tail  of  the  Wemyss  Bay  had  passed  it. 
I  did  not  look  at  the  ^^ignal  at  that  time.  The  train 
was  uncoupled  as  soon  aa  it  had  stopped ;  the  front 
portion  was  drawn  aliead  past  the  crossing  points, 
which  Hunter  then  drew*  As  soon  as  it  had  stopped, 
tlic  front  portion  waa  uncoupled,  and  was  starting  to 
come  back,  when  I  heard  what  I  believe  were  break 
whistles  from  the  engine  of  the  Greenock  train,  which 
wa'i  then  in  sight,  and  remained  in  sight  till  it  stnick. 
Hunter  stepped  forward  and  looked  at  the  train,  and 
said  there  would  be  a  collision,  and  altered  the 
crossing  point.s-  The  collision  occurred  between 
8  and  8.2,  m  iw  as  1  can  judge.  I  made  no  entry 
before  the  collision  after  7.594. 

4.  Stewart  McCowaiij  station-master  at  Pabley,  in 
joint-line  service  since  Ist  March  last,  previously  at 
the  station  up  to  1867,  20  years  in  joint-line  service. — 
I  was  standing  20  or  25  yards  east  of  the  pointsman's 
cabin  when  the  Wemyss  Bay  arrived.  Expecting 
that  there  might  be  ai)  unusual  number  of  coaches  for 
Edinburgh,  it  being  Glnj^gow  fair,  and  having  the 
engine  for  these  coaches  in  a  siding  on  the  down  side 
of  the  line,  I  thought  it  l>etter,  in  order  to  save  time 
and  as  being  more  convenient,  to  have  these  carriages 
put  through  the  crossing  i-ather  thah  into  the  up  hne 
giding,  the  more  usual  place.  The  driver,  in  the  first 
instance,  was  prepared  to  stop  clear  of  the  up-line 


siding,  but  either  I  or  the  foreman  called  him  on,  and 
he  at  once  came  on.  I  could  not  say  when  the  home- 
signal  was  put  to  danger.  The  train  stopped  with 
the  rear  Edinburgh  carriage  clear  of  the  crossing  :  it 
was  then  nnconpled  (i.e.,  a  van  and  three  carriages), 
and  the  driver  then  drew  them  ahead  clear  of  the 
crossing  points ;  they  then  stopped  again,  and  the 
engine  was  uncoupled  preparatory  to  putting  them 
through  the  crossing  on  to  the  down  line.  I  am  not 
aware  that  there  is  any  rule  against  fly-shunting 
vehicles  containing  passengers.  I  then  heard  a  break- 
whistle  proceeding  from  an  engine  apparently  on  the 
Greenock  road,  and  I  then  saw  the  engine  approach- 
ing, and  that  there  would  be  a  collision.  To  the 
best  of  my  belief  I  saw  the  home-signal  at  danger 
before  it  occurred.  On  seeing  a  collision  inevitable 
I  ran  towards  the  Edinburgh  carriages,  which  were 
in  motion,  but  had  not  reached  the  crossing  points  ; 
the  speed  of  these  was  being  reduced,  and  Uiey  came 
very  slightly  into  collision  with  the  rear  portion  of 
the  train,  which  was  then  at  rest,  after  having  been 
knocked  forward  some  distance.  The  driver  of  the 
Greenock  train  appeared  to  be  perfectly  sober,  and 
also  the  pointsman  Hunter,  who  was  examined  by 
the  captain  of  police  shortly  after  the  collision.  I 
was  station-master  at  Pollokshaw  for  five  years  prior 
to  coming  here, 

5.  John  Hilton^  driver  20  years. — ^I  started  from 
Wemyss  Bay  at  7.7  p.m.,  having  waited  for  the 
steamer  from  Inverary,  with  13  vehicles.  I  had  the 
Westinghouse  break  applying  to  the  engine  and 
tender  wheels,  but  not  working  on  the  train,  although 
the  Glasgow  portion  was  fitted  with  it,  and  I  used  it 
from  Paisley  to  Glasgow.  There  were  four  vehicles 
for  Edinburgh  at  the  front  of  the  train.  I  got  clear 
signals  at  Underwood,  and  the  Paisley  junction 
distant-signal  was  taken  off  after  I  had  whistled. 
1  approached  Paisley,  prepared  to  stop  so  as  to  put 
the  Edinburgh  carriages  into  the  siding  off  the  up- 
line, the  usual  place ;  but  as  I  was  drawing  up,  a 
foreman  told  me  to  draw  forward,  as  they  were  going 
to  put  them  through  the  east  crossing  on  to  the 
down-line.  I  accordingly  drew  forward,  leaving  the 
front  of  the  Glasgow  portion  clear  of  the  crossing. 
A  porter  then  uncoupled  the  Edinburgh  carriages, 
and  I  drew  forward  over  the  crossing,  stopping  with 
the  rear  carriage  about  half  a  carriage  length  beyond 
it.  The  engine  was  then  uncoupled  from  the  car- 
riages by  my  fireman,  and  after  standing  half  a 
minute  or  more  the  crossing-points  were  moved,  and 
there  was  then  again  a  Uttle  delay  before  I  was 
waved  back  by  the  foreman.  I  then  put  on  steam 
to  shove  the  carriages  through,  but  instead  of  doing 
so  they  went  along  the  up-fine.  I  had  heard  before 
this,  but  after  I  had  given  them  a  shove  back,  a  cry  to 
put  the  break  on.  I  was  just  on  the  points,  about 
an  engine  length  from  the  front  carriage*  when  the 
two  portions  of  the  train  came  together.  I  know  it 
was  against  the  rules  to  have  fly-shunted  the 
carriages,  but  it  is  a  common  practice.  I  had  heard 
no  break  whistle  before  the  collision.  I  did  not 
notiee  the  position  of  the  junction  up  home-signal 
after  my  train  had  passed  it. 

6.  Alexander  Creighton,  guard  two  years,  signalman 
six  months  previously.  I  was  in  charge  of  the  Edin- 
burgh portion  of  the  train  from  Wemyss  Bay.  It 
consisted  of  four  vehicles,  a  break- van  next  the  tender, 
a  third-class  carriage,  a  first-class,  and  a  composite. 
We  left  Wemyss  Bay  at  7.6  p.m.,  having  been  due 
away  at  6,  had  the  steam  arrived  to  time.  AU  went 
right  to  Paisley,  where  we  had  clear  signals,  but  I 
did  not  notice  when  the  home- signal  was  put  back 
to  danger.  We  were  in  the  first  instance  preparing 
to  stop  at  the  sidings  off  the  up-line,  the  usual  place 
for  depositing  the  Edinburgh  carnages,  but  we  were 
signalled  forward  by  the  foreman^  and  the  driver 
drew  ahead  till  the  Glasgow  portion  was  clear  of  the 
crossing;  one  of  the  porters  then  uncoupled  the 
Edinburgh  carriages,  which  were  drawn  forward  beyond 


Digitized  by 


Google 


(    49    ) 


the  crossing  points ;  tickets  were  then  examined, 
ctiusing  about  a  minute's  delay,  the  carriages  were  then 
pfut  back  to  go  through  the  crossing,  but  the  points 
had  been  shifted,  and  thej  went  back  along  the  up- 
line  till  they  were  stopped  by  the  application  of  my 
break,  just  as  they  mei  the  Glasgow  portion  which 
had  been  pushed  forward  by  the  collision.  I  had  put 
on  my  break,  having  heard  shouts  telling  me  to  do  so. 
I  was  not  aware  that  anything  wrong  had  occurred. 
The  collision  occurred  about  8  o'clock  by  my  watch, 
the  time  for  arrival  having  been  7.57.  We  shunted 
the  van  to  the  rear  of  the  train  before  starting.  None 
of  the  passengers  in  my  carriages  were  injured,  nor 
the  carriages. 

7.  William  Johnstone,  guard  four  years. — I  was  in 
charge  of  the  Glasgow  portion  of  the  train  from 
Wemyss  Bay.  We  started  at  7.7  p.m ;  my  portion 
consisting  of  nine  vehicles,  the  four  rear  ones  (the 
rearmost  of  which  was  a  break- carriage)  having  the 
Westinghouse  break  apparatus.  On  approaching 
Paisley  we  were  prepared  to  stop,  so  as  to  put  the  Edin- 
burgh portion  into  the  usual  siding,  but  the  driver 
was  waved  forward,  and  stopped  with  the  l^inburgh 
portion  at  the  platfoi-m.  The  tickets  were  then 
examined,  the  train  uncoupled,  and  the  front  portion 
drawn  forward  beyond  the  thix)ugh  shunt  points.  As 
soon  as  the  through  shunt  points  had  been  opened  I 
heard  the  Greenock  train  approaching,  whistling  for 
breaks.  The  collision  then  occurred,  while  I  was 
standing  near  the  front  carriage  of  the  Glasgow 
portion.  My  break  was  on.  The  collision  knocked 
the  carriages  forwards  10  or  12  yards,  and  they  just 
touched  the  Edinburgh  carriages,  which  were  coming 
back  along  the  up  line.  We  arrived  (at  a  dead  stand) 
at  7.68  by  my  watch,  and  the  collision  occurred  at 
8.0^  by  my  watch,  which  I  had  in  my  hand  at  the 
time.  I  observed  the  home-signal  was  clear  when 
we  arrived,  but  I  do  not  know  when  it  was  put  to 
danger. 

8.  Eobert  Sutherland,  14  years  driver,  accus- 
tomed to  work  on  the  Greenock  line  for  12  years. — I 
started  from  Greenock  at  7.29  p.m.  with  a  special 
train  on  account  of  Glasgow  fair.  The  train  con- 
sisted of  13  vehicles  in  all,  with  two  guards,  one  front 
and  one  rear.  My  engine  was  a  4-coupled  goods 
engine.  The  tender  (six  wheels)  only  had  breaks. 
There  was  no  air  break  on  the  train.  I  had  airived 
in  Greenock  about  3.45  p.m.  same  day.  Fireman 
John  Douglas  (not  my  regular  fireman)  was  alone  on 
the  engine  with  me.  We  stopped  only  at  Port  Glasgow 
for  station  work,  and  got  signals  against  us  at  Marton 
siding,  but  nowhere  else.  I  opened  my  whistle  for 
the  Blackston  signals,  but  they  were  taken  off  before 
I  entered  the  section.  I  found  the  Underwood 
signals  standing  dear,  without  having  to  whistle  for 
them.  The  Paisley  junction  distant-signal  was 
against  me  when  I  approached  and  passed  it  at  a 
speed  of  10  to  12  miles  an  hour,  prepared  to  stop 
at  any  point.  The  Paisley  junction  home-signal  was 
standing  off  (as  far  off  as  I  have  ever  seen  it)  when 
I  first  noticed  it  near  the  distant-signal,  and  it  re- 
mained oft'  until  I  had  got  to  within  my  own  ti-ain 
or  train  and  a  half  s  length  of  the  signal-post,  and  then 
it  was  turned  to  danger.  Just  at  the  same  time  I 
observed  the  van  of  the  train  in  front  of  me,  but  I 
was  not  certain  at  first  whether  it  was  on  the  main 
line  or  in  the  siding  joining  the  up  line.  I  immedi- 
ately reversed  my  engine  and  applied  steam,  having 
just  previously  shut  off  steam,  which  I  had  reapplied 
on  seeing  the  home-signal  off,  after  having  shut  it 
off  west  of  Underwood.  I  at  the  same  time  told  the 
fireman  to  apply  his  break,  and  whistled  for  the  guard's 
break.  I  have  every  recson  to  believe  they  were 
put  on.  The  speed  was  reduced  pretty  rapidly^ 
and  on  stiiking  the  other  train  it  was  about  six  miles 
an  hour.  We  neither  of  us  jumped  off,  nor  were  we 
hurt.  I  did  not  see  the  signalman,  but  I  told  one  of 
the  police  authorities  that  the  home-signal  had  been 
off  till  I  was  within  a  train's  length  of  it,    I  had  no 
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notion  the  Wemyss  Bay  train  was  close  in  front  of 
me.  I  do  not  think  it  would  have  made  any  difference 
to  me,  had  I  been  cautioned  at  Underwood,  as  I  found 
tbe  Paisley  home-signal  off.  I  did  not  act  upon  my 
having  seen  the  home-signal  off  till  I  was  some  dis- 
tance inside  the  distant-signal.  I  whistled  for  the 
distant-signal  as  I  was  approaching  Underwood  cabin. 
After  stepping  off  the  engine  I  spoke  to  the  front 
guard,  who  said  the  home-signal  was  off  till  we  were 
about  a  train's  length  from  it.  The  rear  guard  said 
much  the  same.  The  fireman  also  said  he  had  seen 
the  signal  off. 

John  Douglas,  fireman  4^  years.— I  do  not  work 
regularly  with  Sutherland,  but  had  exchanged  duties 
with  his  proper  fireman  for  two  days.  I  know  the 
Greenock  road  well.  The  first  signals  we  had  against 
us  were  at  Bogston.  We  then  stopped  at  Port  Glas- 
gow. We  then  got  clear  signals  up  to  the  Paisley 
distant-signal,  which  was  at  danger  as  we  approached 
and  passed  it.  At  the  distant-signal  I  saw  the 
Paisley  home-signal  hanging  clear,  t.e.,  well  at  caution. 
The  driver  in  consequence  put  steam  on,  which  had 
been  shut  off  before  we  reached  Underwood.  About 
100  yards  from  the  home-signal  it  was  suddenly  put 
to  danger,  as  I  saw  myself.  Every  effort  was  then 
made  to  stop,  but  we  struck  the  van  at  a  slow  speed. 
I  did  not  see  the  van  till  I  had  seen  the  signal  put  to 
danger.     There  was  no  coal  shifted  on  the  tender. 

10.  John  Johnstone,  guard  5  years. — I  was  in 
charge  of  the  Greenock  train,  which  consisted  of  13 
vehicles,  including  a  break  carriage  next  the  engine, 
and  a  break- van  in  the  rear,  in  which  I  was  riding.  We 
left  Greenock  at  7.29,  waiting  till  the  train  was  full. 
Everything  went  right  till  we  approached  Paisley. 
We  had  stopped  at  Port  Glasgow  and  left  it  at  7.42. 
1  noticed  the  Paisley  distant-signal  at  danger,  and 
heard  my  driver  whistle  for  it,  and  applied  my  break. 
We  passed  it  at  12  or  15  miles  an  hour.  I  noticed, 
when  west  of  Underwood,  the  junction  home-signal 
showing  clear  in  the  usual  position,  and  then  again, 
when  near  the  distant-signal,  still  clear.  I  kept  sight 
of  it,  and  saw  it  go  to  danger  when  about  two  trains 
length  off.  The  driver  at  the  same  time  gave  the 
break  whistle,  but  I  had  my  break  applied  before, 
and  could  do  nothing  more.  The  collision  then 
occurred  at  a  speed  of  from  six  to  eight  miles  an  hour. 
I  felt  it  very  litUe.  The  time  was  8.2  by  my  watch. 
The  driver  had  increased  his  speed,  and  I  had  released 
my  break  on  seeing  the  home-signal  clear. 

11.  Charles  Beaumont,  porter  at  Greenock,  acting  as 
guard  with  the  special  train. — I  have  aeted  frequently 
before  as  guard.  I  was  in  the  front  break  carriage 
alone.  All  went  right  till  we  approached  Paisley,  when 
the  junction  distant-signal  was  on.  I  put  my  break  on 
in  consequence,  but  I  took  it  off  on  the  driver  whistling 
for  it  three  or  four  carriage  lengths  this  side  of  the 
distant  signal,  the  home-sig^nal  being  off,  as  I  saw 
after  taking  my  break  off.  It  was  hanging  as  low  as 
I  ever  saw  it.  I  saw  it  go  to  danger  when  we  were 
about  my  train's  length  off  it.  I  never  noticed  the 
van  of  the  other  train.  1  did  not  know  the  Wemyss 
Bay  train  was  before  us.  The  speed  on  collision  was 
six  or  seven  miles  an  hour.  I  hardly  felt  it.  I  was 
not  knocked  down  nor  hurt.  I  was  putting  my  break 
on  when  the  driver  whistled. 

12.  Thomas  Strays,  Caledonian  Company's  driver 
20  years. — I  reached  Paisley  from  Glasgow  at  9*20  p.m. 
on  the  13th.  After  standing  some  time  I  noticed  a 
Glasgow  and  South- Western  train  come  in  from  the 
Carlisle  direction,  and  stop  at  the  platform  perhaps 
three  minutes  before  the  signal  was  put  to  danger 
to  protect  it.  I  drew  the  attention  of  four  men  in  the 
siding  to  thi  s.    This  was  between  10  and  1 1  o'clock  p.m. 

13.  Hugh  Hair,  inspector  of  permanent  way  in  the 
joint  line. — I  arrived  at  Paisley  about  8.20,  and  I 
remained  till  past  11  o'clock  down  about  the  turn 
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table,   and   observed  how  the  signals  wei'e  working.  14.  Joseph  Smithy  signalman  joint  line  at  Paisley 

I  saw  nothing  wrong  with  the  signals,  excepting  that      I  came  on   duty  at   10  p.m.     I  do  not  rememb^ 
at  a  few  minutes  after   10  I  thought  a  Glasgow  and     letting  any  train  stand  without  having  at  once  put  up 
South- Western  train  had  stood  too  long  before  being     my  signals  to  protect  it. 
protected, — ^perhaps  a  minute,  not  more.     I  never  saw 
such  a  thing  occur  before.    Had  it  not  been  put  to  dan- 
ger when  it  was,  I  should  have  gone  to  the  signalman. 

Conclusion. 

A  careful  consideration  of  the  foregoing  evidence  leads  me  to  the  conclusion  that 
this  collision  was  caused  hy  the  driver  of  the  Greenock  train— which  waa  following 
the  Wemyss  Bay  train  at  an  interval  not  exceeding  four  minutes — ^having  been  misled 
by  seeing  the  Paisley  junction  home-si^ial  off,  as  he  supposed,  for  him ;  whereas  it  had 
been  allowed  to  remain  off  longer  than  was  right  after  the  arrival  of  the  Wemyss  Bay 
train;  His  attention  being  thus  diverted  from  the  line,  he  did  not  see  as  soon  as  he 
might  have  done,  viz.,  at  a  distance  of  350  yards,  the  van  of  the  Wemyss  Bay  train, 
but  reapplied  his  steam,  which  had  been  previously  shut  off,  and  had  his  breaks  eased 
off  until  he  had  arrived  within  (say)  160  yards  of  the  home-signal  (i.e.  within 
176  yards  of  the  van),  when  this  home-signal  was  suddenly  thrown  to  danger.  He 
then  appears  to  have  used  all  the  means  at  his  disposal  for  stopping,  but  failed  to  do 
so  before  striking,  at  a  slow  speed,  the  tail  of  the  Wemyss  Bay  train,  from  which  fortu- 
nately the  engine  had  been  detached.  At  the  same  time  this  driver  must  have  been 
approaching  Paisley,  where  he  had  to  stop,  at  an  injudiciously  high  speed,  or,  con- 
sidering the  extra  means  which  he  states  he  used  for  pulling  up  when  175  yards 
from  the  train,  he  would  have  been  able  to  do  so  without  coming  into  collision  with  it. 

If,  as  the  evidence  tends  to  show,  a  minute  or  two  elapsed  after  the  arrival  of  the 
Wemyss  Bay  train  before  the  junction  home-signal  was  put  to  danger,  the  signalman 
Hunter  in  the  junction  cabin  is  to  blame  for  want  of  promptness.  At  a  later  period 
of  the  evening,  when  another  signalman  was  on  duty,  it  would  seem  that  there  was  a 
similar  delay,  which  attracted  the  attention  both  of  a  Caledonian  driver  and  of  a  joint- 
line  permanent  way  inspector. 

Signalman  Matheson,  in  the  Underwood  (Caledonian)  cabin,  is  also  to  blame  for 
transgression  of  the  rule  by  which  he  is  required  to  keep  his  distant-signal  at  danger, 
and  give  a  caution-signal  to  any  train  following  another  at  less  than  a  five  minutes 
interval.  Instead  of  attending  to  this  rule,  he  seems  to  have  adopted  a  private  rule 
of  his  own,  according  to  which  he  gave  the  driver  of  the  Greenock  train  no  caution 
whatever,  although  it  passed  not  more  than  four  minutes  after  the  Wemyss  Bay  train, 
and  although  the  junction  distant-signal  was  at  danger.  In  excuse  for  this  man  it  is 
right  to  state  that  he  had  been  on  duty  for  14  consecutive  hours  when  the  collision 
occurred,  with  the  certainty  of  remaining  on  four  hours  longer,  or  perhaps  eight  hours, 
according  to  the  running  of  the  goods  trains.  These  excessively  long  hours  of  duty 
are  most  objectionable,  even  although  they  may  occur  (as  in  the  present  case)  only 
occasionally  in  changing  rounds  from  the  day  to  the  night  shift. 

The  station-master  at  Paisley  hardly  acted  with  the  judgment  which  might  have 
been  expected  from  an  experienced  officer  of  20  years  service,  in  altering  the  usual 
mode  of  dealing  with  the  carriages  for  Edinburgh,  which  were  at  the  front  of  the 
Wemyss  Bay  train.  Had  they,  according  to  custom,  been  put  into  the  siding  leading 
from  the  up  line,  the  tail  of  the  train  would  have  remained  in  sight  of  the  Underwood 
signalman,  who  would  then  properly  have  stopped  and  cautioned  the  Greenock  driver. 
I  was  much  astonished  to  hear  the  station-master  state  that  he  was  ignorant  of  the 
rule  prohibiting  the  fly  shunting  of  vehicles  containing  passengers  ; — a  practice  which 
might  have  led  to  a  second  serious  collision  in  the  present  case. 

"With  regard  to  the  prevention  of  the  recurrence  of  collisions  such  as  the  present, 
there  would  appear  to  be  no  other  remedy  save  the  block  system ;  and  although  it  may 
lead  to  some  little  delay,  I  should  strongly  recommend  its  being  adopted  between 
Paisley  junction  and  the  cabins  next  it  on  both  the  Caledonian  and  Glasgow  and 
South- Western  Railways,  with  such  modification  of  the  signal  arrangements  as  may 
appear  necessary  for  the  purpose  of  minimising  delays. 

Had  the  Greenock  train  been  fitted  with  a  good  continuous  break  under  the  driver's 
control  the  collision  would  probably  have  been  prevented. 

I  have,  &c. 

The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Mq^'or- General,  U.h. 

Printed  copies  of  the  above  report  were  sent  to  the  Caledonian,  and  the  Glasgow  and  Paisley  Joint  Bailwaj 

Companie's  on  the  20th  September. 
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GEEAT  EASTERN  RAILWAY. 

Board  of  Trade  (Raflway  Department), 
Sir,  13,  Downing  Street,  London,  S.W.,  I7th  Angizst  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  26th  ultimo,  the  result  of  my  inquiry  into  the 
circumstances  connected  with  the  collision  which  occurred  on  the  25th  ultimo  at 
Beccles  junction  station,  on  the  Great  Eastern  Railway. 

In  this  case,  as  the  7.10  a.m.  special  excursion  train  from  Eye  to  Yarmouth  (vi& 
the  Waveney  Valley  line),  was  standing  on  the  main  up  liae  at  the  Beccles  platform, 
while  the  engiae  was  running  round  its  train,  it  was  run  into  by  13  loaded  trucks  of 
sand  and  a  break-van,  which  had  formed  part  of  a  sand  train  from  Lowestoft  to  Strat- 
ford, and  which  had  run  back  down  falling  gradients  of  1  in  66, 1  in  88,  and  1  in  133, 
after  having  been  uncoupled  from  the  front  portion  of  the  train  about  1^^  miles 
south  of  Belles. 

Thirty-eight  passengers  have  complained  of  being  injured,  the  most  serious  case 
being  one  of  nervous  shock  to  the  system. 

In  the  passenger  train  the  buffers  of  six  carriages  were  damaged  and  the  buffer 
rods  bent.  The  body  of  one  carriage  was  slightly  damaged  and  another  had  a  door 
broken.    No  wheels  were  thrown  off  the  rails. 

In  the  sand  train  two  trucks  were  damaged. 

Description. 

Close  to  the  north  of  Beccles  station  the  line  from  London  to  Yarmouth  is  joined 
on  the  west  by  the  Waveney  Valley  line  from  Tivitshall  junction,  and  on  the  east  by 
the  line  from  Lowestoft.  There  is  a  dock  for  Waveney  Valley  trains  on  the  down 
side  of  the  line,  but  no  dock  on  the  up  side.  The  signal  arrangements  have  not  yet 
been  modernised,  and  there  are  a  great  many  siding  and  other  points  worked  from 
the  ground* 

The  line  south  of  Beccles  curves  to  the  west  a  short  distance  from  the  station,  so 
that  the  view  from  the  south  end  of  the  platform  of  any  vehicles  running  back  on  the 
up  line  does  not  exceed  220  yards.  Beccles  station  is  situated  on  a  gradient  of 
1  in  290,  rising  towards  London ;  proceeding  southwards,  the  gradient  changes  to 
1  in  133  (still  rising)  for  32  chains,  then  to  1  in  88,  stUl  rising,  for  about  60  chains, 
and  then  to  a  still  rising  gradient  of  1  in  66  for  52  chains,  after  which  it  commences 
to  fall.  .  The  trucks  commenced  to  run  back  from  a  spot  not  far  up  the  gradient  of 
1  in  66. 

JBvidence. 

1.  James  L,  Wilkinson,  station-master  at  Beccles  15  ing  the  station,  I  looked  up  the  line  and  saw  the  sand 
years. — The  excursion  train  from  Eye  drew  up  at  the  trucks  running  back  on  the  up  line.  They  were  then 
up  platform  at  9.16  ajn.,  the  ballast  train  having  about  50  yards  from  the  front  of  the  excursion  train, 
started  at  9.10,  after  having  stopped  here  and  been  exa-  which  was  a  little  south  of  the  south  water  column, 
mined.  I  took  the  staff  from  the  driver  of  the  excur-  Their  speed  appeared  to  be  between  15  and  20  miles 
sion  train,  whose  engine  was  then  uncoupled  from  the  an  hour.  I  at  once  ran  across  round  the  van  of  the 
train,  and  he  went  to  the  turn-table  to  turn  before  train  and  got  to  the  up  platform  before  the  collision 
rejoining  his  train  to  go  to  Yarmouth.  He  had  done  occurred.  I  saw  that  it  was  no  use  in  attempting  to  do 
this  and  was  standing  at  the  down  water-crane  before  anything  before  I  got  to  the  up  platform,  when  I  tried 
coming  across,  when  the  collision  occurred.  I  was  in  to  keep  the  passengers  away  from  the  open  doors.  The 
the  booking  office  at  the  time,  which  was  about  9.25.  train  was  knocked  back  about  its  own  length.  The 
The  excursion  train  was  driven  back  a  considerable  collision  took  place  immediately  after  I  had  reached 
distance.  I  had  heard  no  alarm  before  the  collision  the  up  platform.  I  am  not  aware  that  there  was  any- 
took  place.  The  passengers  who  were  injured  were  one  up  at  the  turn-table  points  when  the  trucks  were 
spread  throughout  the  train,  which  was  crowded.  The  running  back,  and  when  I  first  saw  them  they  were 
worst  apparent  injury  was  that  of  Mr.  Haynes,  who  too  dose  to  the  cross-over  road  points  to  have  enabled 
was  about  the  centre  of  the  train,  in  a  first-class  me  to  reach  them.  I  could  not  see  whether  the 
carriage.  I  had  seen  the  sand  train  in  the  yard  but  wheels  of  the  sand  train  break-van  were  skidding.  I 
had  not  noticed  it  particularly.  I  do  not  remember  did  not  see  the  guard  jump  out.  I  saw  him  for  the 
any  previous  run  back.  first  time  5  or  10  minutes  after  the  collision  on  the  up 

platform.     The  day  was  bright  and  warm. 

2.  George  Baxter^  foreman  porter  at  Beccles,  where 

he  has  been  stationed  for  12  years. — I  was  standing  8.  John  Eagle,  shunter  at  Beccles  four  years. — I 
near  the  south  end  of  the  down  platform  before  the  was  engaged  with  the  excursion  train  shutting  the 
^collision.    Hearing  a  noise  of  running  trucks  appnoach-     doors  when  the  collision  occurred.     I  was  then  next 
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the  first  carriage  in  the  train.  I  first  saw  the  trucks 
when  they  were  above  the  crossing  points,  some  50 
yards  off;  the  noise  attracted  my  attention.  There 
was  no  one  about  at  the  time  except  Baxtef  and  me. 
I  think  the  speed  was  about  12  utiles  an  hour.  I  saw 
and  heard  that  the  van  wheels  were  skidding.  I  saw 
the  guard  jump  into  the  6-foot  just  before  striking. 
On  seeing  the  collision  imminent  I  tried  to  keep  the 
passengers  in  the  train,  but  some  were  standing  up 
and  trying  to  alight  when  it  took  place  and  were 
injured  by  the  open  doors.  The  train  was  knocked 
back  nearly  to  the  crossing,  but  the  trucks  stopped 
almost  immediately.  The  engine  of  the  excursion 
train  was  at  the  north  water  column  at  the  time. 

4.  Ttiomas  Browrij  acting  guard  with  the  excursion 
train  from  Eye. — I  was  the  only  guard,  llie  train 
consisted  of  10  coaches  and  a  break-van.  The  van 
had  the  ordinary  breaks.  The  train  ai-rived  at  9.7 
and  had  been  standing  about  10  minutes  when  the 
collision  occurred.  We  were  17  minutes  late  irom 
trains  in  front  of  us  on  the  branch.  I  had  put  my 
breaks  on  after  the  train  had  come  to  rest,  as  the 
engine  had  to  run  round  and  rejoin  it.  I  was  at  the 
front  of  the  train  when  the  collision  occurred,  see- 
ing that  there  was  a  lamp  on  what  would  be  the  last 
vehicle.  When  I  saw  the  trucks  approaching  about 
150  yards  off,  I  picked  up  a  sprag  lying  in  the  6-foot 
and  ran  about  a  break's  length  along  the  6-foot  and 
tried  to  put  the  sprag  into  the  front  wheel  of  the 
truck  next  the  van,  the  wheels  of  which  latter  were 
already  skidding.  It,  however,  did  not  catch,  and 
before  I  could  try  again  the  collision  had  occurred. 
The  trucks  passed  me  at  about  15  miles  an  hour.  I 
saw  the  guard  as  he  was  coming  round  the  curve 
waving  his  arms,  and  he  shortly  after  jumped,  I 
believe,  on  the  near  side.  My  train  was  knocked  back 
about  three  parts  of  its  length.  No  wheels  were  off 
the  rails.  I  do  not  think  there  was  anyone  nearer  the 
sand  trucks  than  I  was.  It  did  not  occur  to  me  to 
turn  them  through  the  cross-over  road,  and  I  do  not 
think  I  should  have  had  time  to  do  so  had  it  occurred 
to  me. 

5.  Henry  Waller^  driver  2\^  years  with  goods 
trains. — I  had  not  been  on  the  line  between  Beccles 
and  Ipswich  for  four  years  until  the  present  occasion, 
and  I  had  not  often  travelled  over  it  at  any  time.  I 
started  from  Lowestoft  for  Stratford  at  8.20  a.m.,  with 
a  sand  train  for  the  Locomotive  Department.  It  con- 
sisted of  24  loaded  sand  trucks  and  a  break-van.  My 
engine  was  a  six-coupled  engine,  cylinder  17  in.  x  24  in., 
with  4  ft.  10  in.  wheels.  The  maximum  load  of  goods 
between  Beccles  and  Ipswich  is  30  loaded  goods 
trucks,  and  there  is  a  custom  not  to  take  more  than 
25  loaded  sand  trucks  and  a  break- van.  They  were 
low-sided  trucks,  and  seemed  loaded  much  as  usual. 
The  sand  appeared  dry  at  the  top.  We  arrived  at 
Bexxjles  at  about  8.45,  having  had  no  delays  on  the 
journey.  I  took  water,  and  oiled  my  engine,  and 
started  about  9.5,  intending  next  to  stop  at  Saxmund- 
haro.  I  had  plenty  of  steam  when  I  started,  140  lbs., 
the  fire  was  good,  and  the  coal  was  also  good.  The 
engine  did  very  well  up  to  the  third  level  crossing  on 
the  gradient  of  I  in  88  (about  1  mile  from  the 
station),  and  it  then' gradually  lost  speed  till  we  came 
to  a  dead  stand  near  the  fourth  gate-house.  The  rails 
were  not  at  all  slippery,  and  there  was  no  need  of 
sand.  The  regulator  was  fiill  open  when  we  stopped. 
I  then  shut  the  regulator  and  told  the  fireman  to  go 
back  and  ask  the  guard  to  part  half  of  the  train,  in- 
tending to  run  with  the  first  half  to  Brampton,  about 
3  miles  distant,  and  come  back  for  the  other  half  along 
the  up  or  wrong  road.  The  fireman  went  back  and  I 
did  not  see  how  far  he  went  On  his  return  he  said 
"  All  right,  mate,  they  are  all  right  now."  I  did  not 
ask  him  whether  he  had  seen  the  guard.  I  then  tried 
to  start  with  the  couplings  tight,  but,  failing  to  do  so, 
put  the  reversing  lever  into  the  second  notch  and 
backed  slightly  to  ease  the  couplings,  and  then  got 
forwar4  without  any  farther  difficulty,  aijd  was  not 


aware  that  the  back  part  of  the  train  was  in  motion. 

I  looked  back  on  going  round  the  curve  but  did  not 
notice  that  the  rear  part  of  the  train  was  in  motion.  I 
then  reached  Brampton,  and  stood  over  the  points  for 
10  minutes,  waiting  for  a  down  passenger  train,  as  the 
trucks  had  to  be  put  on  the  down  line,  there  being  no 
room  in  the  siding  for  them.  After  I  had  put  them 
across  I  returned  to  the  up  line  and  asked  the  signalman 
if  he  was  right,  and  he  said  "  Yes,"  and  I  then  pro- 
ceeded back  on  the  up  road,  and  not  finding  Uie  trucks 
where  I  had  left  them  came  on  to  Beccles.  My  mate 
told  me  before  we  started  from  the  top  of  the  bank 
that  he  had  uncoupled  the  trucks,  but  nothing  passed 
as  to  whether  or  not  he  had  seen  the  guard.  I  had 
forgotten  the  instructions  contained  in  rule  283,  as  to 
obtaining  a  written  authority  from  the  guard  before 
coming  back  on  the  wrong  road.  The  pressure  gauge 
still  showed  140  lbs.  on  the  top  of  the  bank,  and  the 
steam  was  still  blowing  off  very  strong. 

6.  John  Fuller^  fireman  2^  years. — I  had  never 
travelled  the  road  between  Beccles  and  Ipswich  before 
the  day  of  the  collision.  Nothing  nnusual  occurred 
between  Lowestoft  and  Beccles,  and  we  left  Beccles 
with  1 40  lbs.  of  steam.  No  one  but  the  driver  and 
myself  were  on  the  engine.  We  began  to  lose  speed 
at  the  third  gate-house  from  this,  and  the  speed  gradu 
ally  decreased  till  we  came  to  a  dead  stand  near  the 
top  of  the  bank.  The  gauge  still  showed  HO  lbs. 
when  we  stopped,  and  the  engine  was  blowing  oflF. 
My  mate  then  told  me  to  go  back  and  tell  the  guard 
to  uncouple  half  the  train.  I  ran  back  about  half  the 
train  and  called  out  to  the  guard,  but  he  did  not  hear 
me,  and  I  then  myself  uncoupled  the  train — leaving 

II  trucks  attached  to  the  engine — ^without  communi- 
cating with  the  guard.  I  then  went  back  to  the 
engine  but  did  not  hear  or  see  the  rear  portion  get 
into  motion  before  I  reached  it.  I  then  said  to  the 
driver, "  All  right  mate,  I  have  uncoupled  half  of  them." 
The  driver  then  had  to  set  back  a  little  before  moving 
ahead  ;  I  cannot  say  how  much  because  I  was  coaling. 
I  looked  back  after  starting,  but  was  not  aware  that 
the  rear  half  of  the  train  was  in  motion  backward,  and 
I  did  not  know  that  it  had  gone  back  till  we  had 
returned  from  Brampton  on  the  wrong  line,  when  we 
found  them  gone  and  proceeded  on  to  Beccles.  I  have 
had  the  new  rule  book,  but  was  not  aware  there  was 
a  rule  applying  to  the  present  case.  The  guard  told 
me  the  same  day  at  Saxmundham  that  he  had  seen 
me  coming  back.  I  concluded  that  he  knew  I  was 
uncoupling  the  train,  and  I  was  anxious  to  save  time. 

7.  Henry  Birdy  goods  guard  nearly  eight  years. — ^I 
am  well  acquainted  with  the  line  between  Beccles 
and  Ipswich.  I  left  Lowestoft  with  a  sand  train  for 
Stratford  at  8.20  a.m.  on  the  25th  with  a  load  of  24 
loaded  sand  trucks  and  a  break- van  (weighing  6  tons). 
There  is  an  understanding  that  25  trucks  of  sand  is 
the  limit  of  load  for  a  first-class  engine.  We  had  had 
on  25  trucks  before  starting,  but  there  being  some- 
thing wrong  with  one  of  the  trucks,  it  was  detached. 
All  went  right  as  far  as  Beccles^  from  which  we  started 
after  a  delay  of  17  minutes,  consumed  in  greasing  the 
wheels,  &c.,  leaving  at  9.5.  I  was  alone  in  the  van. 
We  got  on  very  well  at  a  speed  of  about  10  miles  an 
hour  till  we  passed  the  London  Road  crossing,  when 
the  speed  seemed  to  slacken  all  of  a  sudden  and  we  then 
gradually  came  to  a  stand  with  the  engine  near  the 
next  gate-house  on  a  slope  of  1  in  66.  As  soon  as  we 
stopped  I  put  my  break  fast  on  and  chained  it.  I  then 
found  that  the  driver  was  immediately  setting  back 
to  ease  the  couplings.  I  looked  out  on  the  near  side 
and  saw  the  fireman  coming  back,  and  immediately 
went  into  the  break,  tore  a  leaf  out  of  my  book,  and 
commenced  writing  instructions  for  the  driver  to 
proceed  and  come  back  on  the  wrong  road  in  accord- 
ance with  rules  216  and  283.  While  I  was  doing  this 
I  felt  a  jerk  back  ;  I  at  once  jumped  out  into  the 
6-foot  space  and  saw  the  fireman  going  towards  the 
engine,  and  the  rear  part  of  the  train  in  motion  back- 
wards.   I  rushed  into  the  break,  got  a  sprag  and  put  it 
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into  the  rear  wheel  of  the  truck  next  the  break.    It  former  ran  towards  the  station,  but  we  passed  him. 

kept  in  but  did  not  stop  the  motion  of  the  train.    On  I  jumped  out  on  the  near  side  near  the  cross-over  road, 

finding  this,  I  again  went  back  into  the  van  and  got  I  kept  my  feet  with  difficulty,  and  did  not  hurt  myself. 

a  second  sprag,  but  could  not  manage  to  put  it  in,  as  Had  the  fireman  come  back  to  me  I  should  have  put 

the  tram  was  beginning  to  move  back  too  feat.     I  then  two  sprags  in  before  the  front  portion  of  the  train 

threw  it  on   to  the  third  truck  from  the  van,   and  started.     My  van  wheels  skidded  and  continued  to  do 

jumped  onto  the  truck,  and  from  it  got  back  into  the  so  all  the  way  down, 
van.    There  were  no  breaks  on  any  of  the  trucks. 

The  speed  when  I  jumped  into  the  third  truck  was         8.  Samuel  SMrty  gateman  four  years  at  Cromwell 

about  10  miles  an  hour.     I  could  not  have  overtaken  Lane,  about  60  yards  from  where  the  train  came  to  a 

my  van  by  running.     The  trucks  seemed  to  eather  standL — I  told  the  driver  he  had  better  uncouple  and 

speed  all  at  once.    I  then  shouted  to  some  platdayers  go  to  Brampton.    He  then  turned  round  and  told  his 

to  put  ballast  on  the  rails,  they  did  so,  but  without  fireman  to  go  and  uncouple,  but  I  never  heard  the 

apparent  effect,  and  then  again  to  another  gang,  who  guard's  name  mentioned.     The  fireman  gave  a  signal 

did  the  same,  also  without  effect.     The  speed  increased  to  ease  back,  which  the  driver  did  and  th^  fireman  then 

to  12  or  15  miles  an  hour,  and  did  not  seem  to  mode-  uncoupled.     The  fireman  then   came  back  and  the 

rate  when  we  reached  the  gentler  gradient.     I  got  on  driver  reversed  before  setting  forward,  and  had  just 

to  the  top  of  the  van  coming  round  the  curve  into  gone  ahead  before  the  rear  portion  had  got  into  back- 

Beccles  hoping  to  attract  some  one's  attention,  and  I  ward  motion, 
believe  a  platelayer  and  a  gateman  saw  me,  and  the 

Conclusion. 

This  coUision  between  13  runaway  sand  trucks  and  a  break-van  and  the  carriages 
of  an  excursion  train  (from  which  the  engine  had  been  fortunately  detached),  was 
caused  by  the  driver  and  fireman  of  the  sand  train  not  attending  to  a  rule  specially 
framed  for  their  guidance  under  the  circumstances  in  which  they  were  placed. 
The  rule  is  as  follows :  "  When  a  portion  of  a  train  is  left  upon  the  main  line 
**  from  accident  or  inability  of  the  engine  to  take  the  whole  forward,  the  engine- 
"  driver  must  not  return  for  it  on  the  same  line,  except  by  written  instructions  from 
"  the  guard,  but  must  go  on  the  proper  line  and  cross  at  the  nearest  points  behind 
**  the  part  left,  which  he  must  push  before  him  till  convenient  to  go  in  front  again 
"  with  the  engine.  If  the  engine-driver  finds  it  necessary  to  return  to  the  rear 
"  portion  of  his  train  on  the  same  line,  he  must,  before  starting  with  the  front  portion, 
**  send  his  fireman  back  to  the  guard  to  obtain  the  necessary  written  instructions 
"  authorising  hiin  to  do  so ;  and  if  he  give  such  instructions  the  guard  must  con- 
"  tinue  to  protect  his  train  in  the  rear,  and  prevent  a  following  train  pushing  it  ahead. 
"  When  there  is  only  one  guard  with  the  train,  it  is  the  duty  of  the  fireman  to  ride 
"  upon  the  last  vehicle  of  the  front  portion  of  the  train  until  it  is  placed  in  a  siding ; 
"  and  it  is  the  duty  of  the  guard  after  putting  down  his  break,  and  carefully  leaving 
"  the  last  portion  of  the  train  so  that  it  will  remain  stationary,  to  go  back  and  take  the 
"  necessary  steps  for  protecting  it  by  signals.*' 

Nothing  can  be  plainer  than  this  rule,  and  had  it  been  attende4  to  in  the  present 
Instance  the  train  would  not  have  been  imcoupled  till  the  guard  had  properly  secured 
the  rear  portion  by  his  break  and  sprags ;  whereas  by  the  fb'eman  uncoupling  as  he  did 
without  first  communicating  with  the  guard,  the  rear  waggons  ran  back  upon  the  van, 
overcame  its  break  resistance  and  set  it  in  motion ;  and  although  the  guard  appears  to 
have  done  all  in  his  power  to  arrest  the  progress  of  the  rear  portion  of  the  train,  he 
was  unable  to  control  it,  and  it  ran  back  with  increasing  velocity  on  the  gradient  of  1 
in  88  until  the  gentler  gradient  of  1  in  133  was  reached,  which  latter,  combined  with 
the  curve,  prevented  the  speed  being  more  than  probably  about  15  miles  an  hour  when 
the  collision  occurred. 

The  ignorance  displayed  in  this  case  by  the  driver  of  an  important  rule  issued  for 
his  special  guidance,  raises  the  question  as  to  what  means  are  taken  to  insure  that 
he  ser  vants  of  companies  have  a  reasonable  acquaintance  with  the  rules  with  which 
tthey  are  supplied.  The  mere  possession  of  a  rule  book  is  useless  unless  means  are 
taken  to  insure  that  its  contents  are  fairly  understood. 

The  locomotive  superintendent  of  the  Great  Eastern  Railway  informs  me  that  he 
allows  no  fireman  to  be  promoted  to  the  post  of  driver  unless  he  has  previously 
satisfied  his  superior  ofiicers  that  he  has  a  fair  knowledge  of  the  rules  under  which  he 
works ;  and  that  although  Driver  Waller  had  unfortunately  forgotten  the  rule  in 
question,  he  had  undergone  an  examination  before  his  promotion. 

It  is  not  right  that  on  a  line  of  bad  gradients  a  heavy  train  should  be  provided  with 
such  a  light  break-van  as  the  one,  weiglung  only  six  tons,  attached  to  tlus  sand  train. 
Under  similar  circumstances  two  break- vans  are  employed  by  some  railway  companies. 

Had  the  working  of  the  points  and  signals  at  the  south  end  of  Beccles  station  been 
concentrated  in  a  cabin,  it  is  probable  that  the  collision  might  have  been  avoided,  as 
the  signalman  would  then  most  likely  have  seen  the  runaway  trucks  approaching,  and 
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have  been  able  to  turn  them  into  the  siding  adjoining  the  up  line ;  and  it  might  be 
weU  to  let  these  siding  points  in  their  normal  position  lie  open  for  the  siding,  so  that 
any  future  runaways  might  be  intercepted  before  the  station  and  junction  are  reached. 

I  have,  &c,, 
The  Secretary,  0,  S.  Hutchinson, 

(Railway  Department),  Board  of  Trade.  Major- General  R.E. 

rrinted  copies  oi  the  above  report  were  sent  to  the  Company  on  the  l^th  September. 


GREAT  EASTERN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sir,  31st  August  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  6th  instant,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  the  collision  which 
occurred  on  the  5th  instant,  at  Stepney  junction,  on  the  Great  Eastern  Railway. 

In  this  case,  as  the  9.2  a.m.  Great  Eastern  Company *s  up  passenger  tram  from 
Woolwich  to  Eenchurch  Street,  due  at  Stepney  at  9.26  a.m.,  was  crossing  the  down 
line  at  Stepney  junction,  it  came  into  collision  with  the  9.22  a.m.  London,  Tilbury, 
and  Southend  Company's  down  special  passenger  train  from  Eenchurch  Street  to 
Southend,  due  at  Stepney  at  9.28  a.m. 

Twenty-four  passengers  have  complained  of  injury,  the  most  serious  case  being  (it 
is  stated)  a  nervous  shock. 

The  guard  of  the  Woolwich  train  and  the  driver  of  the  Tilbxuy  train  were  also 
injured. 

In  the  Woolwich  train  the  three  rear  vehicles  were  thrown  off  the  rails  and 


In  the  Southend  train  the  engine,  tender,  and  four  front  vehicles  were  thrown  off 
the  rails  and  damaged,  the  van  having  mounted  the  tender,  and  the  two  carriages 
neict  it  having  been  thrown  over  on  their  right  sides. 

Descrvption. 

At  Stepney  junction  the  original  Blackwall  Railway  is  joined  by  the  railway  to  and 
from  Woolwich,  Bow,  &c.,  the  latter  being  called  the  main  line.  Erom  Stepney 
junction  to  Eenchurch  there  is  a  third  line  of  rails  on  the  north  of  the  up  and  down 
lines,  this  third  line  being  used  exclusively  for  up  traffic  from  the  main  line,  there 
being  facing  points  on  the  up  line  at  the  west  end  of  Stepney  platform  by  which 
up  main  line  trains  are  turned  either  to  the  proper  up  line  or  to  the  third  up  Ime.  In 
consequence  of  the  existence  of  this  third  up  line,  all  main  line  down  trains  and  main 
line  up  trains  using  the  third  line  have  to  cross  each  other  s  path  close  to  the  western 
end  of  Stepney  platform,  and  it  was  at  this  crossing  that  the  present  collision 
occurred. 

The  point  and  signal  levers  are  concentrated  and  interlocked  in  a  raised  cabin  on 
the  north  side  of  the  line  close  to  the  western  end  of  the  station,  in  which  cabin  there 
are  18  working  levers.  The  only  signal  to  which  it  is  necessary  to  refer  is  the  down 
home-signal  (No.  18)  for  the  main  line.  This  is  the  top  signal  on  a  2-armed  post 
105  yards  west  of  the  down  facing  points  and  on  the  north  side  of  line,  and  109  yards 
from  the  point  of  collision. 

The  main  line  curves  from  the  junction  sharply  towards  the  north,  the  up  and  down 
platforms  being  on  this  curve. 

The  gradients  on  the  main  line  are  very  slight,  but  to  the  east  of  the  jimction  the 
BlackwaU  line  falls  sharply  towards  Blackwall,  and  is  covered  over  with  an  arcade 
to  prevent  sparks  from  falling  on  to  the  shipping  in  the  Regent's  Canal  dock,  over 
which  the  line  passes.  The  roof  of  this  arcade  is  so  low  that  the  funnels  of  ordinary 
locomotive  engines  will  not  pass  under  it,  and  special  engines  with  low  funnels  have 
to  be  used  in  consequence  for  the  Blackwall  traflfie. 

The  line  is  worked  on  the  absolute  block  system  as  regards  following  trains,  the 
adjacent  block  cabins  being  Devonport  Street,  on  the  London  side,  about  600  yards 
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distant ;  Salmoa^s  Lane,  the  same  distance  on  the  Woolwich  side ;  and  limehouse,  on 
the  Blackwall  side,  ahout  three  quarters  of  a  mile  distant. 

Stepney  junction  is  an  exceedingly  busy  place.  At  the  present  time  518  trains  of 
all  kinds  pass  during  the  24  hours,  and  of  these  the  larger  portion  (about  500  trains) 
pass  during  the  16  hours  from  7  a.m.  to  11  p.m.,  an  average  of  about  one  every  two 
minutes. 

The  Great  Eastern  Company  supply  the  engines,  drivers,  and  firemen  for  working 
the  Tilbury  Company's  traffic. 

Evidence. 


1.  Thomas  Webbevy  Great  Eastern  Company's 
anver  20  years. — I  started  from  North  Woolwich  with 
the  9.2  a.m.  train  for  Fenchurch  Street.  We  left 
punctually,  and  arrived  at  Stepney  at  9.25  a.m.,  right 
time.  We  had  been  checked  by  signal  nowhere  to 
bpeak  of.  Fireman  Wood  was  alone  with  me  on  the 
engine,  No.  154,  an  8- wheeled  tank-engine,  running 
chimney  first  We  had  on  only  the  ordinary  break,  ap- 
plying to  six  blocks,  one  on  each  of  the  six  rear  wheels. 
I  stopped  about  one  minute  at  Stepney  junction,  the 
up -signal  having  been  taken  off  just  as  I  stopped,  to 
aUow  me  to  proceed  to  the  up  right-hand  (or  third) 
line.  The  Woolwich  trains  never  in  their  regular 
course  take  the  up  left-hand  line.  I  started,  upon  the 
guard  whistling  and  giving  me  a  hand-signal.  As 
soon  as  I  had  run  clear  of  the  signal-cabin  I  saw  the 
Southend  train  approaching  on  the  down  line  with  the 
top  signal  down  for  it ;  it  was  hanging  down  perhaps 
not  quite  so  low  as  usual,  but  enough  to  justify  a 
driver  in  taking  it  as  off  for  him  ;  it  would  hardly  have 
been  a  clear  green  light  by  night.  I  said  to  my  mate, 
"  Put  down  sand; "  and  I  put  on  all  the  steam  I  could 
with  the  hope  of  getting  clear  of  the  crossing.  At  this 
time  the  Southend  train  had  not  quite  r^ched  the 
points,  and  my  mate  said  it  would  take  the  down 
Blackwall  line.  I  think  the  two  engines  passed  each 
other  between  the  down  home-signal  post  and  the 
crossing.  I  did  not  notice  what  the  driver  of  the 
Southend  train  was  doing.  I  had  no  time  to  whistle 
myself  nor  did  I  hear  the  Southend  driver  do  so.  I 
had  on  nine  vehicles,  and  the  Southend  engine  struck 
the  seventh  of  these.  I  had  drawn  six  clear  of  the 
crossing.  None  of  the  couplings  gave  way  in  my 
train.  The  train  stopped  dead,  but  neither  I  nor  the 
fireman  was  hurt.  The  damage  was  confined  to  the 
three  rear  vehicles  ;  the  down  signal  for  the  South- 
end train  remained  hanging  down  in  the  same 
position  for  20  minutes  after  the  collision,  and  was 
seen  in  that  position  by  a  signal-fitter  and  others.  I 
had  never  seen  this  signal  improperly  off  before. 

2.  Abraham  fVoody  fireman  two  years,  and  for  12 
months  working  regularly  with  Webber. — All  went 
right  on  the  journey  as  far  as  Stepney,  where  the 
starting-signal  for  the  up  rirfit-hand  line  was  taken 
off  just  before  we  started.  We  started  after  the  usual 
stop,  and  as  soon  as  we  had  cleared  the  signal-cabin  I 
saw  a  down  Southend  train  coming  and  not  drawing 
up  at  the  down  signal-post,  where  I  also  saw  the  top 
arm  down,  though  not  quite  so  much  as  is  usual,  but 
it  was  quite  low  enough  for  me  to  have  taken  it  as  a 
proper  signal  to  proceed.  My  mate  shouted  to  me  to 
put  down  sand,  and  he  put  on  all  the  steam  he  could. 
I  did  as  he  said,  and  the  two  engines  passed  each  other 
about  two  engines'  lengths  on  the  London  side  of  the 
facing-points.  I  then  turned  round  and  looked  to  see 
the  position  of  the  facing-points  on  the  down  line,  and 
saw  them  lying  right  for  Blackwall,  and  said.  "  It  is  all 
right,  mate ;  he  is  letting  them  down  the  Blackwall 
road."  I  then  looked  forward  again,  and  was  not 
aware  the  points  had  been  shifted,  till  I  felt  the 
Southend  engine  strike  the  tail  of  my  train.  The  blow 
pretty  well  stopped  us,  and  I  at  once  put  on  my  break 
and  the  driver  shut  off  steam.  The  down-signal 
remained  in  the  same  position  for  some  time  after  the 
coUision. 


3.  Alfred  Ready  guard  five  years  with  the  Great 
Eastern  Company. — ^The  up  Woolwich  train  consisted 
on  the  day  in  question  of  nine  vehicles,  including  a 
break-van  next  the  engine,  and  a  carriage  break  in 
rear  in  which  I  was  riding  alone.  All  went  right  up 
to  Stepney,  which  we  left  a  minute  late,  viz.,  at  9.27. 
I  saw  the  signal  off  for  the  right-hand  up  line  before 
we  started,  but  I  cannot  say  when  it  was  put  back  to 
danger.  I  was  not  aware  that  the  Southend  train  had 
been  turned  across  our  road  till  its  engine  struck  us. 
1  had  felt  the  driver  starting  more  quickly  than  usual, 
but  without  knowing  why.  I  was  knocked  down  in 
my  break  and  hurt  in  the  shoulder  and  hip,  and  was 
off  duty  a  week.  After  the  collision  my  driver  drew 
my  attention  to  the  down  signal  for  the  main  line,  and 
it  was  hanging  in  such  a  position  that  any  driver 
might  have  taken  it  for  an  ordinary  junction-signal 
when  lowered.  I  think  it  would  have  shewn  a  green 
light  by  night. 

4.  George  Bickmorey  Great  Eastern  Company's 
driver  15  years. — 1  have  been  engaged  in  working 
the  Tilbury  traffic  for  the  whole  of  this  time.  I  was 
driving  a  special  train  from  Fenchurch  Street  to 
Southend,  which  started  at  9.22  a.m.,  two  minutes 
late.  My  engine  was  a  4-coupled  engine  and  tender, 
running  engine  first.  There  was  the  ordinary  break 
on  the  4-wheeled  tender,  and  no  continuous  break. 
The  train  consisted  altogether  of  14'  vehicles.  We 
had  a  clear  run  from  Fenchurch  Street,  and  I  first  got 
sight  of  the  Stepney  junction-signals  when  passing 
Shadwell  station,  the  top  arm  on  the  home-signal  post 
was  then  hanging  in  the  position  of  "  caution ;"  it  might 
not  have  been  hanging  quite  so  low  as  usual,  but  quite 
low  enough  to  justify  its  being  taken  as  a  ^^  clear  "  signaL 
The  Devonport  home-signal  which  acts  as  a  distant- 
signal  from  Stepney  junction  was  also  at  "  caution."  I 
had  to  stop  at  Stepney,  and  was  close  on  to  the  down 
home-signal-post,  when  I  saw  the  Woolwich  train 
coming  out  of  the  station  and  crossing  on  to  the  right- 
hand  up  line.  My  speed  at  this  time  was  about  8  to 
10  miles  an  hour,  the  usual  speed  for  stopping  at 
Stepney.  I  then  looked  to  see  how  the  facing-points 
were  lying,  and  finding  they  were  lying  right  for  the 
Blackwall  line,  thought  that  I  should  only  overrun  a 
little  and  have  to  set  back,  but  should  not  strike  the 
Woolwich  train.  This  rather  took  off  my  attention 
from  endeavouring  to  stop,  though  my  break  had  been 
on  at  the  time  for  200  or  300  yards  back,  and  steam 
had  been  shut  off  at  Shadwell.  I  did  not  see  the 
facing-points  shifted,  but  I  felt  the  engine  take  the 
main  line,  and  it  was  then  too  late  to  do  anything,  for 
I  was  at  once  thrown  forward  against  the  fire-box, 
and  my  mate  on  the  top  of  me.  The  engine  at  once 
left  the  road  and  ran  on  as  ^  as  the  end  of  the  plat- 
form. The  centre  coupling  between  the  engine  and 
tender  broke.  I  got  badly  shaken  and  bruised.  I 
tried  to  resume  work,  but  had  to  give  it  up  and  start 
again  to-morrow.  I  have  never  bdEbre  this  known  the 
down  home  main  line  signal  improperly  off.  On 
seeing  the  facing-points  lying  for  Blackwall,  I  remarked 
to  my  mate,  ^'  Why,  he  is  going  to  let  us  down  the 
Blackwall  Uney"  and  it  struck  me  something  must  be 
wrong. 


6.  Henry  Hale,  fireman  4  years,  nearly  the  whole 
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of  the  time  with  Bickmore. — I  was  on  the  left-hand 
side  of  the  engine  as  we  were  approaching  Stepney 
junction  on  the  day  of  the  collision*  When  passing 
through  Shadwell  I  noticed  the  top  arm  of  the  Stepney 
innction  down  signal- post  in  about  the  usual  position 
for  a  "  clear  "  signal,  though  it  may  have  been  a  shade 
higher.  It  would  certainly  have  shown  a  green  light 
by  night.  Steam  was  shut  off  on  passing  Shadwell 
about  the  usual  place,  and  I  applied  my  break  in  the 
customary  way  when  near  the  home-signal-post,  the 
signal  arm  still  remaining  in  the  same  position.  About 
20  yards  on  the  Stepney  side  of  the  signal-post,  when 
our  speed  was  perhaps  9  or  10  miles  an  hour,  my 
mate  called  out,  '^  Where  is  the  fellow  turning  us  to, 
the  points  are  right  for  the  Blackwall  road."  I  then 
myself  looked  and  saw  the  points  lying  for  the  Black- 
wall  road,  and  immediately  afterwards  saw  the  Wool- 
wich train.  I  made  a  rush  at  my  break  to  put  it  on  a 
little  harder  on  seeing  that  we  were  going  down  the 
Blackwall  road  ;  and  while  in  the  act  of  doing  so,  the 
points  must  have  been  shifted,  and  we  came  into  col- 
lision with  the  Woolwich  train,  and  I  was  thrown 
against  my  mate.  I  was  a  little  hurt  from  the  coal 
falling  off  the  tender,  but  have  not  had  to  leave  work, 
I  have  never  befoi  e  known  this  signal  act  improperly. 

6.  Thomas  Murrclly  guard  two  years  in  the  service 
of  the  London,  Tilbury,  and  Southend  Company. — ^I  was 
in  charge  of  the  special  train  from  Fenchurch  Street 
to  Southend  on  the  5th  inst.  It  consisted  of  14  vehi- 
cles, including  two  carriage  breaks,  one  front  and  one 
rear.  I  was  in  the  rear  break,  in  which  there  were 
also  by  necessity  some  passengers  with  fish.  We 
started  at  9.23,  three  minutes  late.  The  train  was 
quite  full.  On  going  through  Shadwell  I  saw  the 
down  home-bignal  at  Stepney  (the  top  arm)  in  the 
usual  position  for  a  train  to  proceed.  I  also  took 
further  notice  of  it  at  Devonport  Street,  when  it 
remained  in  the  same  position.  I  think  it  would  have 
shown  a  green  light  by  night.  Before  the  tail  of  the 
train  had  reached  the  signal-post  I  had  my  break  fully 
on,  and  felt  the  break-carriage  move  backwards  and 
forwards  and  then  come  to  a  stand.  I  was  not  hurt. 
This  was  about  9.28  a.m.  I  believe  that  only  the 
three  front  vehicles  left  the  rails.  Our  speed  was  not 
more  than  eight  or  nine  miles  an  hour  when  we  were 
stopped. 

7.  William  Hampshire y  ^xatH  two  months  at  the 
time  of  the  collision  in  the  London,  Tilbury,  and 
Southend  Company's  service. — I  was  riding  in  the 
front  break-carriage  of  the  excursion  train.  I  noticed 
as  we  passed  Shadwell  the  top  arm  of  the  home-signal 
post  at  Stepney  was  hanging  off  quite  enough  to  justify 
a  driver  taking  it  as  off,  though  perhaps  not  quite  so 
low  as  usual.  I  had  no  misgivings  about  it.  It  re- 
mained in  this  position  till  we  came  to  it.  I  put  on 
my  break  slightly  for  stopping  at  the  station,  just 
before  reaching  the  signal.  Just  after  passing  the 
signal  I  saw  the  Woolwich  train  crossing  to  the  right- 
hand  up  line  and  applied  my  break  harder,  and  I  was 
at  my  break-handle  when  we  struck  at  a  speed  of 
about  four  or  five  miles  an  hour.  The  break  mounted 
the  top  of  the  tender,  and  I  slipped  down  on  one  knee 
and  was  slightly  hurt,  but  had  not  to  leave  duty.  I 
noticed  10  minutes  after  the  collision  the  signal  still 
in  the  same  position  as  when  we  passed  it. 

8.  William  Stephens,  signalman  2^  years  in  the  Great 
Eastern  Company's  service ;  10^  months  at  Stepney 
junction,  where  1  eame  on  duty  at  6  a.m.  on  the  6th 
for  an  8  hours  spell. — I  work  absolute  block  between 
Devonport  Street  on  both  the  up  lines  and  the  down 
line,  and  also  between  Salmon's  Lane  and  Limehouse. 
I  keep  no  train  register.  The  Woolwich  up  train  was 
signalled  on  to  me  about  9.26  from  Salmon's  Lane.  I 
accepted  the  train  and  it  duly  arrived  at  Stepney. 


While  the  Woolwlch'train  was  standing  in  the  station, 
at  about  9.27^  I  received  the  signal  for  the  down 
Southend  train,  which  I  also  accepted,  but  I  never  had 
the  slightest  intention  of  letting  it  cross  on  to  the 
down  main  line  before  the  Woolwich  train  had  gone. 
The  last  down  train  previously  to  the  Southend  train 
had  been  a  Bow  train,  which  had  passed  about  9.2o. 
The  home-signal  had  been  lowered  for  this  train  and 
it  had  a  clear  run  into  the  station.  Immediately  it 
had  passed  the  facing-points,  I  had  put  back  the  home- 
signal  lever  into  the  position  of  **  danger,"  but  I  had 
not  at  the  time  looked  to  see  whether  the  signal -arm 
had  obeyed  the  lever,  and  gone  back  to  "  danger."  I 
have  no  recollection  of  having  put  it  back  more  slowly 
than  usual.  After  the  Bow  train  bad  arrived  I  set 
the  points  for  the  Woolwich  train  to  cross  to  the  right- 
hand  up  road,  and  lowered  the  starting-signal  for  that 
road.  As  soon  as  the  Woolwich  train  had  started  and 
the  tail  of  it  passed  the  points,  I  put  back  the  starting- 
signal  to  "  danger,"  and  turned  round  to  look  at  the 
Woolwich  ti'ain  as  it  passed,  to  see  if  anything  was 
wrong,  and  then  saw  the  Southend  train  between  the 
down  signal-post  and  the  down  facing-points,  but 
nearer  to  the  signal.  I  had  expected  it  to  be  standing 
at  or  approaching  the  signal-post.  On  then  looking 
at  the  home-signal,  I  saw  it  hanging  three  parts  off 
towards  "  caution  "  instead  of  being  at  "  danger."  I 
considered  for  the  moment  what  to  do,  and  thinking  the 
Woolwich  train  would  have  cleared  the  crossing,  I 
decided  to  pull  over  the  facing-points  for  the  main 
down  line,  instead  of  allowing  the  Southend  train  to 
go  down  the  Blackwall  line.  I  had  just  time  to  do 
this,  and  turned  the  Southend  train  on  to  the  main 
down  line.  Another  reason  I  had  for  not  wishing  to 
let  the  Southend  train  run  upon  the  Blackwall  line 
was  the  knowledge  that  the  engine  might  strike  the 
roof  of  an  arcade,  about  180  yards  from  the  junction, 
over  the  Regent's  Canal  dock,  the  Blackwall  engines 
having  speciallv  low  funnels.  I  had  waved  a  red  6ag 
to  the  driver  of  the  Southend  train  directly  I  noticed 
him  passing  the  signal,  but  I  do  not  think  he  could 
see  it  on  account  of  the  smoke  and  steam  from  the 
Woolwich  engine.  The  collision  then  took  place — at 
9.27  or  9.28.  I  have  not  the  slightest  idea  why  the 
signal-arm  did  not  go  back  to  '^  danger  "  when  I  put  the 
lever  back.  I  had  never  known  it  stick  before. 
There  was  an  up  train  also  standing  at  this  time  on 
the  Blackwall  up  line,  for  which  I  had  lowered  the 
starting-signal.  I  did  not  ascertain  after  the  collision 
why  the  s^nal  had  stuck. 

9.  William  Beer^  signal-fitter  in  the  Great  Eastern 
Company's  service,  in  charge  of  the  signals  on  the  Black- 
wall  line. — I  arrived  at  fcltepney  about  quarter-past 
10  a.m.  on  the  5th.  The  down  main  line  signal  was  at 
"  danger  "  when  I  arrived.  I  was  told  it  had  been  im- 
properly off,  but  I  could  not  ascertain  why  this  had  been. 
It  was  then  acting  quite  properly.  I  was  told  that 
some  bricks  which  had  been  brought  down  by  the 
collision  had  been  lying  on  the  wire.  I  have  since 
added  a  httle  to  the  weight  at  the  bottom.  Two  or 
three  months  since  the  arm  had  been  renewed,  but 
the  new  arm  was  lighter  than  the  old  one. 

10.  John  Pratt,  assistant  signal-fitter  on  the  Black- 
wall  line. — I  happened  to  be  at  Stepney  when  the 
collision  occurred.  I  heard  it  take  place.  About  five 
minutes  after  driver  Webber  drew  my  attention  to  the 
down  home  main  line  signal,  which  was  about  half 
way  down  to  "  caution. "  At  this  time  there  were  bricks 
and  wood  on  the  wire  suflScieut  to  draw  it  into  the 
position  in  which  it  was.  I  helped  to  remove  those 
things,  and  the  signal  then  went  pi*operly  to  "  danger." 
I  niiide  no  further  endeavours  to  see  why  it  had  failed, 
and  could,  see  no  reason  for  it.  The  wire  was  not  at 
all  tight 
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Conclvsion. 

This  serious  collision  between  two  j)assenger  trains  on  the  crossing  of  the  up  third 
line  and  down  main  line  at  Stepney  junction  was  caused  partly  by  the  failure  of  the 
down  home  main  line  signal  arm  to  return  to  danger,  after  it  had  been  taken  off  to 
allow  a  main  line  down  train  to  pass  two  minutes  previously ;  the  junction  signal- 
man then  having  put  back  the  lever  into  the  position  of  "  danger/'  prior  to  lowering 
the  up  home-signal  for  a  train  to  proceed  to  the  up  third  line  :  and  partly  by  the  action 
of  the  same  signalman,  who,  upon  seeing  that  the  down  home  main  line  signal-arm  was 
showing  "  clear ''  when  it  ought  to  have  been  at  "  danger,"  and  that  the  down  main  line 
train  was  rapidly  approaching  it,  imprudently  shifted  the  facing-points  on  the  down 
line,  by  doing  which  he  turned  the  down  train  across  the  path  of  the  up  train,  the 
engine  of  the  former  striking  the  third  vehicle  from  the  rear  of  the  latter.  Had  the 
signalman  left  the  facing-points  alone,  no  collision  would  have  happened,  and  the 
down  train  would  have  been  merely  turned  on  to  the  Blackwall  line.  He  states  that 
his  reason  for  moving  the  points  was  that  he  thought  there  would  have  been  just  time 
for  the  up  train  to  have  cleared  the  crossing  before  the  down  train  reached  it,  and 
that  be  was  afraid  of  allowing  the  down  train  to  run  on  to  the  Blackwall  line  in  conse- 
quence of  the  danger  to  be  apprehended  from  the  funnel  of  the  main  line  engine 
striking  the  low  roof  of  the  arcade  over  the  Regent's  Canal  dock,  the  engines  of  the 
Blackwall  trains  having  specially  low  funnels  on  account  of  this  roof.  He,  no  doubt, 
acted  witb  the  best  intentions,  but  he  would  have  been  wiser  to  have  let  the  points 
alone.  He  is,  moreover,  to  be  blamed  for  not  having  seen  that  the  down  home  main 
line  signal-arm  obeyed  the  motion  of  the  lever  when  he  put  it  into  the  position  of 
**  danger,"  though  at  the  same  time,  considering  the  exceedingly  rapid  traffic  at  the 
junction  (a  train  every  two  minutes  on  an  average,  and  sometimes  three  together),  it 
is  not  to  be  wondered  at  if  a  signalman  occasionally  omits  the  important  duty  of 
seeing  that  the  signal-arms  move  with  the  levers. 

The  signal  which  failed  on  this  occasion  had  not  been  known  to  do  so  on  any 
previous  occasion,  and  I  could  not  ascertain  the  cause  of  its  having  stuck  in  the  post 
in  the  present  instance.  Since  the  collision  it  has  been  provided  with  some  additional 
weight.  It  is  worked  with  wire ;  but  it  is  well  worthy  of  consideration  whether,  to 
insure  as  far  as  possible  the  accurate  working  of  (especially  junction)  home-signals,  it 
would  not  be  wise  to  substitute  rods  for  wire. 

With  regard  to  the  prevention  of  the  recurrence  of  a  similar  collision,  it  is  a 
question  how  far  it  might  be  expedient  to  alter  the  running  on  the  lines  between 
Stepney  and  Fenchurch  Street.  At  present  the  up  third  line  and  down  main  line 
trains  cross  each  other's  paths  at  Stepney  junction ;  this  might  be  obviated  by  con- 
verting the  present  down  line  into  an  up  line,  and  the  present  third  up  line  into  the 
down  line.  On  the  other  hand,  the  suggested  alteration  would  stop  the  up  main  line 
traffic  when  any  down  Blackwall  train  was  crossing  the  junction,  whereas  now  a  down 
Blackwall  train  and  up  third  line  train  can  run  together.  If,  however,  the  proposed 
alteration  could  be  effected  without  undue  interference  with  the  running  of  the  traffic 
at  the  jimction,  it  would  certainly  tend  to  contribute  to  safety  both  at  Stepney  Junction 
and  Fenchurch  Street.  If  it  is  found  necessary  to  leave  things  as  they  are,  it  would 
be  an  ^improvement  to  work  the  facing-points  (Nos.  9  and  11)  with  the  same  lever ; 
this  would  render  a  recurrence  of  a  similar  collision  very  improbable. 

It  would  also  be  desirable  that  all  trains  or  engines  should  be  ordered  to  stop  at 
Stepney  Junction. 

Continuous  breaks  in  the  hands  of  the  driver  of  the  Tilbury  train  would  have  been 
useful  in  this  case,  as  they  would  have  enabled  him  to  have  stopped  at  once  on  seeing 
that  he  was  being  turned  on  to  the  BlackwaU  line. 

The  existence  of  the  low  arcade  on  the  Blackwall  line,  which,  no  doubt,  may  have 
influenced  the  signalman  in  deciding  to  reverse  the  facing-points,  is  an  obstruction  to 
the  freedom  of  traffic,  and  consequently  a  source  of  danger  which  early  means  should 
be  taken  to  remedy. 

I  have,  &c. 

The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Major-Creneral^  JR.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Great  Eastern  and  the  London,  Tilbury,  and  Southend 

Railway  Companies  on  the  5th  October. 
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GREAT  NORTHERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  8tli  July  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  24th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  which  attended  an  accident  that  occurred  on 
Sunday  the  23rd  ultimo,  to  the  5.0  p.m.  Great  Northern  passenger  train  from  Shipley 
to  Bradford. 

Eleven  passengers  complained  at  the  time  of  having  been  injured,  some  of  them 
apparently  seriously,  and  seven  or  eight  others  have  since  stated  that  they  were  hxirt, 
and  four  of  the  company's  servants  were  also  injured;  the  driver  and  fireman  so 
much  so  that  neither  were  able  to  attend  at  my  inquiry. 

The  tank  engine  had  its  frame  broken,  boiler  cover  and  roof  over  foot-plate 
damaged.  The  leading  carriage  fitted  with  a  break  was  broken  up  :  that  next  to  it 
had  its  end  knocked  in,  and  the  two  next  carriages  were  each  damaged  at  one  end. 

In  this  case  the  engine  and  the  whole  of  the  carriages  in  the  train  got  off  the  rails 
to  the  left,  on  the  outside  of  the  curve,  immediately  after  passing  over  the  facing- 
points  at  Quarry  Gap  junction  on  the  Laister  Dyke  extension  of  the  Great  Northern 
Railway ;  the  engine  after  runniag  some  short  distance  off  the  rails  swerved  roimd 
and  fell  over  on  its  side  with  its  chimney  towards  the  direction  from  whence  it  had 
come ;  the  carriage  next  to  the  engine  became  detached  from  it  and  ran  some  distance 
beyond  where  the  engine  stopped,  and  finally  fell  on  its  side  into  a  quarry  hole  about 
8  feet  deep,  nearly  120  yards  beyond  the  heel  of  the  switches.  The  next  carriage 
was  twisted  round  and  partly  rested  on  the  preceding  carriage  lying  in  the  quarry 
hole. 

The  road  was  partly  destroyed ;  some  rails  were  bent,  38  intermediate  chairs,  and 
5  crossing  chairs,  1  locking-bar,  and  60  fish  bolts  were  broken,  12  sleepers  were 
damaged.  A  goods  line  signal-post  and  a  flagman's  hut  were  knocked  down  and 
broken  by  the  engine  while  running  off  the  rails  coming  against  them. 


Evidence. 


Thomas  Tilley,  signalman  at  Quarry  junction 
signal-box,  states:  I  was  on  duty  on  Sunday  the 
23rd  instant,  and  went  on  duty  at  7.0  a.m.  I  had  my 
points  set  for  the  5.0  p.m.  train  from  Shipley  to 
Bradford  to  go  into  Laister  Dyke  station.  The  train 
was  signalled  from  Shipley  as  follows  :  **  be  ready " 
5.0  p.m.,  "  train  on  line  "  5.4  p.m.  The  train  is  due  to 
leave  Shipley  at  5.0  p.m.  As  soon  as  I  received 
"train  on  line "  from  Shipley  I  sent  the  **be  ready" 
to  Laister  Dyke  east  box,  the  signalman  there  accepted 
the  "  be  ready  "  at  5.4  p.m.,  and  I  gave  **  line  clear  *' 
at  the  same  time.  I  dropped  my  signals  about  5.5 
p.m.  for  this  train,  and  as  my  signals  were  off,  the 
driver  did  not  whistle  before  passing  over  the  junc- 
tion. I  could  see  the  train  approaching  before  it 
passed  the  distant-signal,  the  steam  was  shut  off. 
I  did  not  see  steam  put  on  again,  either  after  passing 
the  distant-signal,  or  before  or  after  passing  the  same 
signal.  I  did  not  keep  my  eye  fixed  on  the  train  all 
the  way,  and  cannot  say  for  certain  whether  steam 
was  applied  or  not.  I  cannot  say  at  what  speed  the 
train  passed  my  box,  but  I  should  say  from  10  to  15 
miles  an  hour:  the  usual  speed,  nearer  15  than  10 
I  think  :  the  speed  was  not  excessive.  The  train 
passed  my  box  at  5.22  p.m.  I  booked  the  time  as 
the  train  passed  my  box.  The  train  is  due  to  leave 
Laister  Dyke  at  5.20  p.m.  The  points  had  not  been 
worked  from  7.0  a.m.  up  to  the  time  when  the 
accident  occurred,  and  they  were  in  their  normal 
position  all  day:  I  did  not  hear  any  whistling  for 
the  guard's  break:  I  do  not  know  whether  the 
vacuum  break  was  applied  or  not.  When  the  engine 
was  on  the  down  fork,  just  about  between  the  line  of 
the  up  and  down  lines  of  the  Cutlers  junction  branch, 
I  heard  a  noise  as  of  wheels  striking  somethmg,  and 
I  looked    and  saw  the  carriages    leaving  the  rails: 


I  could  not  see  the  engine  for  *the  break-van  and  for 
steam. 

William  Houseman^  guard  four  years,  states:  I 
was  in  charge  of  No.  33  passenger  train,  Shipley  to 
Bradford,  on  Sunday  the  23rd  instant,  and  rode  in  the 
last  vehicle,  a  third-class  carriage  break :  David  Ginn, 
breaksman,  was  in  the  first  vehicle  (a  third-class 
caiTiage  break)  next  the  engine.  The  train  consisted 
of  a  tank  engine,  No.  504,  with  eight  wheels  and 
bogie  frame,  and  eight  carriages.  The  train  was 
fitted  up  throughout  with  the  vacuum  break,  which 
worked  all  right.  It  was  first  applied  before  ap- 
proaching Quarry  Gap  junction,  after  leaving  Eccles- 
hill,  at  or  near  the  advanced  signal-post  for  the  down 
line,  and  it  worked  all  right :  the  signals  at  Quarry 
Gap  junction  were  all  off  for  my  train  to  proceed :  the 
vacuum  break  was  again  applied  about  50  yards 
before  reaching  the  junction :  the  steam  was  shut  off 
at  the  over-bridge,  carrying  the  Leeds  and  Bradford 
turnpike  road  over  the  railway:  it  was  not  again 
applied:  we  left  Shipley  at  5.1  p.m.,  and  were  two 
minutes  late  at  Quarry  Gap  junction.  The  train  was 
running  at  caution  from  10  to  15  miles  an  hour.  I 
was  looking  out  of  my  van  on  the  6-feet  side,  when  I 
saw  the  engine  oscillate  as  it  passed  over  the  lines 
leading  to  Cutlers  junction,  and  left  the  rails  directly 
afterwards.  I  tried  to  apply  my  break,  but  was 
knocked  down  in  my  van,  and  was  somewhat  bruised : 
I  felt  the  van  jump  off  the  road,  and  it  stopped  dead 
about  10  yards  after  passing  over  the  line  leading 
from  Cutlers  junction,  and  it  did  not  run  quite  as  far 
as  where  the  engine  lay :  I  gathered  myself  up  and 
went  to  the  front  to  see  what  was  amiss :  the  front 
van  went  into  a  hole  by  the  side  of  the  line,  out  of 
which  stones  are  being  got,  and  feU  on  to  its  broad 
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side:  the  next  carriage  was  across  the  end  of  the 
farmer  carriage :  the  rest  were  all  off  the  road,  hut  all 
the  yehides  w  ere  upright,  except  the  one  in  the 
quarry  hole.  I  afterwards  saw  the  engine  in  the 
angle  between  the  two  lines,  lying  on  its  broadside, 
and  turned  quite  round.  There  was  no  signal  from 
the  driver  that  anything  was  wrong,  and  there  was 
no  time  to  do  anything :  I  first  assisted  the  passengers 
out  of  the  carriage  which  was  down  in  the  quarry ; 
many  complained  of  being  hurt,  and  some  had  to  be 
assisted  out.  Breaksman  Ginn  was  amongst  the 
injured  :  I  distinctly  felt  the  vacuum  break  applied, 
and  it  took  effect.  It  is  usual  to  apply  the  vacuum 
break  at  or  about  the  same  place.  I  went  forward 
immediately  after  the  accident  and  found  the  driver  at 
his  engine,  as  if  he  hardly  knew  what  he  was  about : 
the  stoker  appeared  to  be  badly  hurt.  The  front 
break-carriage  was  separated  from  the  tank  engine  in 
front  and  from  the  carriage  behind  it,  and  the  second 
carriage  was  separated  from  the  rest  of  the  train, 
which  remained  all  coupled  together  and  standing 
upright,  but  off  the  rails :  we  were  travelling  slower 
than  we  have  done  at  times  past  that  junction :  I  was 
hurt  in  the  back,  arm,  and  in  one  leg,  and  am  not  able 
as  yet  to  return  to  my  duty.  It  was  22  minutes  past 
5  o'clock  when  I  looked  at  my  watch,  after  the 
accident  had  happened,  when  I  was  going  ahead  to 
the  driver.  There  where  several  passengers  who 
were  bleeding  very  much  about  the  &ce ;  I  took  down 
the  names  of  nine,  besides  the  driver  and  fireman  of 
the  train:  the  passengers  who  were  injured  were 
mostly  in  the  first  carriage  break.  I  saw  the  driver 
apply  the  vacuum  break  twice  before  he  came  to  the 
junction — the  last  time  about  50  yards  before  reaching 
the  junction,  and  I  felt  the  action  of  the  break. 

TTwmas  Taylor  foreman-platelayer,  states: 
I  reached  the  scene  of  the  accident  about  6  o'clock  : 
I  found  some  broken  chairs  and  bent  rails  caused  by 
the  accident.  I  examined  the  switches  and  crossings 
and  found  them  all  correct  to  gauge.  I  saw  nothing 
wrong  with  the  road  likely  to  cause  the  accident : 
I  went  over  the  road  in  the  morning  about  9  o'clock, 
and  it  then  appeared  all  right.  After  the  accident  the 
road  was  not  repaired,  or  anything  done  to  it  until  after 
Inspector  Baines  arrived.  I  saw  marks  on  the  rails, 
as  if  something  had  mounted  the  rails  :  this  was  at 
the  obtuse  crossing  marked  B,  a  rail  was  also 
broken  and  bent  in  the  left-hand  running  line  from 
Cutlers  junction.  The  first  chair  that  was  broken 
was  in  the  left  rail  as  a  check  in  the  second  crossing, 
there  was  no  other  broken  chain  further  back  th^ 
the  obtuse  crossing  marked  B.  The  first  mark  on 
the  rails  was  at  the  second  crossing  on  the  right  rail. 
This  mark  was  on  the  right  side  of  the  right  rail, 
there  was  a  cut  on  the  outside  of  the  rail,  and  it  must 
have  been  done  by  a  wheel  off  the  rails :  there  was 
about  1^  inch  of  cant  at  the  first  crossing  as 
tried  by  a  level :  I  tried  it  myself.  There  were  no 
keys  out :  some  rails  were  bent,  but  none  were  broken. 

Joseph  C.  Baines,  inspector  of  permanent  way, 
states :  I  reached  the  scene  of  the  accident  about 
8.10  p.m.  I  found  the  whole  of  the  train  off  the 
road,  and  the  engine  turned  round  and  on  its  side, 
the  latter  was  in  the  angle  between  the  two  junctions, 
it  was  lying  on  a  heap  of  stones  about  60  yards  from 
the  points.  The  signal-post  for  the  goods  through 
road  had  been  struck  I  think  by  the  engine,  and 
knocked  down.  I  found  the  road  had  a  slight  mark 
on  the  top  of  the  check-rail  right  hand,  between  the 
running  lines,  next  the  6-ft.  way.  After  passing 
the  facing-points,  the  next  thing  I  noticed  was  a 
severe  cut  in  the  wing  rail  ol  the  second  acute 
crossing  marked  "  A, "  the  next  mark  1  noticed  was 
on  the  check-mil  of  the  right  hand  obtuse  crossing 
marked  "  B  : "  the  line  has  a  check-rail  for  some 
distance  here,  the  flange  of  some  vehicle  or  engine 
appeai*ed  to  have  mounted  the  middle  rails,  t.e,  the 
rails  in  the  fork  line  from  Cutlers  junction,  and  caught 
the  next  check-rail  running  over  the  end  of  the  latter. 


and  dropped  off  the  road :  the  left  side  wheel  struck 
the  left  wing  of  the  far  acute  crossing,  and  slid  along 
to  the  end  of  the  V  rail,  and  forced  the  short  closure 
and  pushed  out  and  bent  the  latter  (about  8  or 
9  feet  long),  on  the  running  line  of  rails  :  four  long 
rails  were  much  bent  and  twisted,  and  38  interme- 
diate and  five  crossing  chairs  were  broken:  the 
facing-point  locking-bar  leading  to  the  goods  yard 
was  also  broken  and  the  goods  yard  signal-post  and 
fogman's  hut  were  run  against  by  the  engine,  knocked 
down,  and  broken.  I  had  not  received  any  instruc- 
tions to  alter  the  road  yesterday  and  the  day  before, 
between  A  and  the  facing-points.  The  curve  between 
the  switches  and  the  first  crossing  on  the  left  rail 
was  sharper  than  it  was  further  on,  and  in  con- 
sequence I  substituted  a  flatter  crossing  at  this  first 
crossing  in  order  to  make  it  flatter,  easier.  I  thought 
it  might  be  one  month  or  two  before  the  Government 
Inspector  might  come,  and  I  thought  that  if  the  trains 
were  run  round  that  curve  at  the  speed  at  which  I 
have  seen  trains  run  they  might  come  off  again : 
I  don't  think  that  curve  should  be  rim  over  at  a  greater 
speed  than  10  miles  an  hour,  and  as  far  as  my  judg- 
ment goes  I  have  seen  them  running  round  it  at 
20  miles  an  hour.  I  tried  the  gauge  and  found  the 
gauge  correct  all  round  through  the  crossings  \  inch 
tight  and  4  ft.  8J  inches  at  other  parts.  I 
did  not  try  the  cant  that  night,  and  not  until  the 
next  morning.  It  was  l|-inch  at  the  first  crossing 
and  about  ^  inch  between  the  crossing  and  the 
points.  In  my  opinion  the  road  at  that  part  was 
dangerous  at  the  speed  at  which  I  have  seen  trains 
run  round  it.  There  have  not  been  any  previous 
accidents  at  this  spot,  and  it  has  been  in  the  same 
state  for  three  or  four  years,  except  that  the  check- 
rail  has  been  extended  since  the  Barkstone  accident. 

David  Ginn,  under  guard  of  the  5.0  p.m.  train 
from  Shipley  on  Sunday  23rd  June,  states :  I  rode  in 
the  front  break-carriage;  the  train  was  fitted  with 
Smith's  vacuum  break  throughout.  I  do  not  know 
when  we  left  Shipley.  We  stopped  at  all  stations 
(3),  and  as  we  approached  Quarry  Gap  junction,  the 
signals  were  all  right :  I  have  been  breaksman  18 
months,  and  I  have  run  on  this  branch  for  that  time : 
I  think  we  were  running  about  our  usual  rate,  nearly  1 5 
miles  an  hour,  the  steam  was  off :  I  was  on  the  look- 
out ahead :  I  first  saw  the  engine  jump :  it  had  passed 
the  points  at  that  time.,  and  the  jump  took  place 
at  the  crossing  of  the  down  fork  or  branch,  by  the 
line  on  which  we  were  running,  or  at  B :  that  the 
carriage  in  which  I  was  riding  got  off  at  that  spot : 
that  this  carriage  got  off  the  rails  to  the  left,  and  fell 
down  into  the  quarry  hole:  I  think  there  were 
about  seven  passengers  in  that  carriage,  but  not  in  the 
break  compartment.  I  fell  with  the  carriage,  and 
was  hurt  in  the  back.  I  do  not  know  at  what  time 
the  accident  happened.  The  vacuum  break  was 
applied  two  or  three  times  as  it  approached  the 
junction  and  that  is  generally  done.  I  cannot  say 
whether  we  had  nearly  stopped  when  my  carriage 
(834)  fell  over  on  its  side  :  it  was  very  much  da- 
maged. 

Thomas  ff'alker,  station-master  Laister  Dyke,  states : 
I  was  on  the  spot  very  shortly  after  the  accident 
occurred.  I  found  the  train  off  the  line  as  described 
by  Guard  Houseman,  and  others,  and  the  engine  on 
its  broad  side.  I  examined  the  line  and  found  the 
fecing-points  all  right.  I  then  examined  the  rails, 
and  found  the  end  of  the  check-rail  No.  1,  nearest 
the  point,  had  been  struck  very  hard  by  something  :  a 
little  further  on,  a  short  distance  from  the  end 
of  the  same  rail,  there  was  the  mark  as  if  the 
flange  of  a  wheel  had  passed  along  the  top. 
I  found  other  marks  at  different  places ;  the  rail  at 
"  C  "  was  also  bent,  and  out  of  its  place. 

Matthew  George  Foren:an,  in  the  locomotive 
department  stationed  at  Bradford,  states :  I  got  to 
the  scene   of  the    accident  about  6.30  p.m.  with  a 
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breakdown  gang :  the  engine  was  in  good  order.     1  vacuum,  as  I  do  not  consider  it  safe  wheels  skidding  on 

found  it  with   the    wheels    uppermost     It  was  an  going  through  facing-points,  but  1  had    not  gone 

eight-wheeled  (four  wheels  coupled)    and    four    on  much  further  before  1  found  the  engine  had  left  the 

bogie  frame.    I  believe  it  to  have  been  in  good  order,  rails.    I  put  the  vacuum  on  again,  but  it  did  not  act, 

the  wheels  were  true  to  gauge.    I  cannot  give  any  I  believe  the  engine  had  become  disconnected  from  the 

information  as  to  the  state  of  the  permanent  way,  train.     I  cannot  say  anything  further  in  this  case,  as 

and  cannot  offer  any  opinion  as  to  the  cause  of  the  I  was  so  badly  scalded  and  knocked  about, 
accident.    The  men  were  employed  on  the  Monday  "  Yours  truly, 

following  the  accident,  at  the  first  crossing  from  the  "H.  Bbown." 

facing-point«,  and  they  lifted  it  on  that  day,  and  it  (Engine-driver.) 

was  right  by  6  o'clock  on  Monday  night.     I  did  not  

notice  anything    ^^^^uid  jn    the    coupling    of    the  "Bradford,  June  23rd,  1878. 

carnages  that  all  ran  off  the  road.  ..g^^  504  Engine. 

As  already  stated  the  driver  and  fireman  of  the  engine  **  When  working  No.  83  passenger  train  from 

were  too  much  hurt  to  attend  at  my  inquiry,  but  the  Shipley  to  Bradford,   on    arriving   at  Quarry   Gap 

company's  officers  were  good  enough   to  supply  me  junction,  I  felt  the  engine  leave  the  road,  but  I  am 

with  the  following  written  reports  which  these  men  unable  to  give  the  cause.     After  passing  Leeds  Road 

had   made  on  the    subject    to    their  superintendent  bridge  my  mate  applied  the  vacuum,  and  steadied  the 

immediately  after  the  accident  had  taken  place.  train  all  the  way  down  to  the  junction,  where  the  engine 

left  the  rails;  the  speed  we  were  coming  over  the 

"  Bradford,  June  23rd,  1878.  junction  was  about  10  miles  per  hour.    As  soon  as 

4<  guj^  504  Engine.  my  mate  felt  the  engine  leap  he  put  the  vacuum  on  to 

"  When  working  No.  33  passenger^train,  Shipley  stop  the  train  at  once.     My  mate  always  came  down 

to  Bradford,  I  shut  the  steam  off  in  Fegley  cutting  ;  with  the  vacuum  on  to  steady  the  trains  in  all  cases. 

I  should  then  be  running  from  25  to  30  miles  per  This  is  all  the  evidence  1  can  give  as  regards  the 

hour.      I    applied    the    vacuum    when  passing  the  accident. 

distant-signal,  and  reduced  the  speed  of  the  train  "  Yours  truly, 

from  12  to  10  miles  per  hour  before  I  got  to  the  "  E.  Humphrey." 

junction.    Just  before  entering  the  points  I  eased  the  (Fireman.) 

This  branch  line  was  authorised  to  be  opened  for  traffic  in  April  1875,  and  the 
permanent  way  consisted  of  double-headed  steel  rails  that  weighed  80  lbs.  to  the  yard, 
fixed  in  cast-iron  chairs  that  each  weighed  41  lbs.,  by  outside  keys;  each  chair  being 
fastened  to  the  transverse  sleepers  by  one  iron  spike  and  two  treenails ;  the  jointe 
of  the  rails  were  fished.  The  transverse  sleepers  were  9  fe^t  long,  by  10  inches 
wide,  and  5  inches  thick,  laid  at  an  average  distance  of  2  feet  8^  inches  apart ; 
the  baUast  of  broken  stone  and  ashes  was  stated  to  be  12  inches  thick  below  the 
sleepers. 

Quarry  Gktp  junction,  where  the  accident  happened,  is  stated  in  the  details  supplied 
to  the  Board  of  Trade  before  the  line  was  opened  for  passenger  traffic  to  have  been 
laid  on  a  curve  having  a  radius  of  10  chains,  and  to  be  approached  from  the 
direction  of  Shipley  on  a  rising  gradient  of  1  in  1,337. 

The  line  connecting  this  branch  line  with  the  Gildersome  branch  at  Cutlers 
junction  is  nearly  straight,  and  the  sharp  curve  with  facing-points  on  it  at  Quarry 
Gap  junction  is  on  the  line  to  Laister  Dyke  and  Bradford  stations. 

I  had  not  an  opportimity  of  forming  an  opinion  of  the  state  of  the  line  where  the 
accident  occurred,  as  the  inspector  of  permanent  way,  Mr.  Baines,  on  the  day  previous 
to  my  visiting  the  spot,  had  freshly  spiked  the  chairs  on  the  sleepers  between  the 
heel  of  the  facing-points  at  the  junction,  and  the  spot  where  the  engine  and  carriages 
got  off  the  rails,  as  he  was  not  satisfied  with  the  nature  of  the  curve,  and  desired  to 
make  it  flatter  and  easier.  What  that  curve  may  have  been  immediately  prior  to  the 
accident  I  am  therefore  unable  to  say,  but  on  trying  portions  of  that  **  flatter  "  or 
"easier"  curve,  I  found  that  at  one  part  the  radius  of  the  curve  was  only  about 
8  chains,  and  for  a  shorter  portion  of  it  the  radius  did  not  exceed  6*3  chains  on 
that  part  where  the  engine  and  carriages  got  off  the  line ;  this  curve,  however,  was 
guarded  by  a  check-rail  nearly  throughout  its  whole  length,  partly  put  in  subsequent 
to  the  recent  accident  at  Barkstone  junction  on  the  7th  December  1877. 

The  company's  regulations  authorise  the  drivers  to  run  past  this  Quarry  Gap 
junction  at  a  speed  of  15  miles  an  hour,  and  there  is  no  evidence  from  any  of  the 
compan/s  servants  to  show  that  the  train  was  travelling  at  a  greater  speed.  TThe 
driver  and  fireman  estimate  the  speed  at  10  miles  an  hour,  but  the  condition  and 
state  of  the  train  after  the  accident  plainly  indicate  that  the  speed  could  not  be  less 
than  15  miles  an  hour,  and  it  was  probably  greater.  The  engine  which  was  drawing 
the  train  was  an  eight-wheeled  tank  engine,  having  the  leading  and  driving  wheels 
coupled,  and  the  four  trailing  wheels  on  a  bogie  frame.  It  was  running  with  the 
chimney  in  front.  The  diameter  of  the  coupled  wheels  is  5  feet  7  inches,  and 
that  of  the  trailing  wheels  3  feet  in  diameter.  The  distance  between  the  centres 
of  the  leading  and  driving  wheels  is  7  feet  3  inches,  that  between  the  centres 
of  the  driving  wheel  and  the  leading  wheel  of  the  bogie  is  10  feet  3  inches   and 
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the  distance  between  the  centres  of  the  leading  and  trailing  wheels  of  the  bogie  is 

6  feet,  making  up  a  total  wheel  bore  of  22  feet  6  inches. 
The  weights  when  in  working  order  on  the  leading  wheels  are  stated  to    Tons,  cwt 

hayebeen    -  -  -  -  -  -  -  -  -    11    lOf 

M  ,>  99  driving  „  „  14    14 

5f  99  »>  l>ogie  „  „  14    10 

Total  40    lOf 

After  the  accident  had  occurred  the  engine  was  in  such  a  state  that  the  existing 
weights  on  the  several  wheels  would  probably  not  have  been  of  any  assistance  in 
forming  an  accurate  opinion  as  to  the  probable  cause  of  the  accident. 

This  engine  commenced  work  in  September  1873,  and  had  run  with  its  first  tyres 
119,748  miles,  with  twice  topping,  being  equal  to  39,916  miles  for  each  topping.  The 
wheels  were  re-tyred  June  14th,  1877,  and  had  run  up  to  June  23rd,  1878,  34,283 
miles,  making  a  total  of  164,031  miles. 

The  left  leading  spring  top  plate  was  found  broken  after  the  accident — the  fracture 
was  quite  fresh,  and  I  have  do  doubt  was  the  result  of  the  accident.  The  flange  of 
the  tyre  of  the  left  leading  wheel  of  the  engine  was  decidedly  sharp,  but  all  the  wheels 
of  the  engine  were  stated  to  have  been  true  to  gauge. 

According  to  the  preceding  statements,  and  those  made  on  the  ground  by  the 
parties  concerned,  and  those  who  first  arrived  at  the  spot,  who  point^  out  what  was 
the  state  of  the  permanent  way  immediately  after  the  accident  had  occurred,  it 
appears  that  the  first  mark  on  the  down  line  of  anything  being  wrong  was  found  on 
the  top  of  the  check-rail  on  the  inner  side  of  the  curve,  inside  the  right 
rail,  about  14§  yards  from  the  heel  of  the  switches.  This  mark  is  said  to  have 
heen  very  slight,  but  quite  distinct.  An  intermediate  chair  was  found  broken 
on  a  sleeper  next  in  advance  of  a  joint  in  the  left  or  outside  rail  of  the 
curve  at  15^  yards  from  the  heel  of  the  switches,  or  nearly  opposite  to  the 
first  mark  on  the  top  of  the  check-rail,  and  farther  on  a  crossing  chair  was 
found  broken  under  the  left  rail,  at  the  cossing  of  the  left  rail  of  this  down  line  on 
which  the  train  was  running  by  the  right  rail  of  the  down  line  to  Cutlers  junction : 
a  third  chair  under  the  same  rail,  and  also  holding  a  check-rail,  was  found  broken 
ahout  six  yards  further  on ;  and  at  the  diagonal  crossing  under  the  right  rail,  and 
nearly  opposite  to  the  last,  two  crossing  chairs  were  also  found  broken.  This  crossing 
is  marked  A  on  the  sketch  which  accompanies  this  report,  and  there  is  little  doubt 
that  the  engine  and  some  if  not  all  of  the  vehicles  in  the  train  were  off  the  rails 
when  it  passed  this  crossing,  although  more  damage  was  done  to  the  permanent  way 
further  on. 

There  is  no  reason  for  thinking  that  any  part  of  the  train  moimted  at  the  f acing- 
pomts,  and  I  have  no  doubt  that  the  accident  commenced  only  a  short  distance  before 
the  first  crossing  was  reached,  or  near  that  part  of  the  newly  spiked  line,  on  which 
I  found  the  curves  of  63  and  8  chains  radius.  I  attribute  the  accident  to  the 
running  of  the  train  past  this  Quarry  Gap  junction  at  too  high  a  rate  of  speed  round 
a  very  sharp  and  not  well  laid-in  curve,  combined  with  the  fact  of  the  flanges  of  the 
left  leading  wheel  of  the  engine  having  become  sharp  by  wear. 

The  inspector  of  permanent  way  (Baines)  pronounced  that  part  of  the  road  where 
the  accident  occurred  "  dangerous  "  at  the  speed  at  which  he  had  seen  trains  run  on  it, 
and  he  named  10  miles  an  hour  as  a  rate  of  speed  that  should  not  be  exceeded.  If 
the  curve  cannot  be  materially  flattened  it  would  be  desirable  to  alter  the  regulation 
that  exists  as  to  the  speed,  and  greater  security  would  be  afforded  in  running  round 
such  sharp  curves  if  the  check-raUs  were  raised  an  inch  or  an  inch  and  a  half  above 
the  running  rail. 

I  have,  &c.. 

The  Secretary,  W.  Tolland, 

(lUdlway  Department,)  Board  of  Trade.  Colonel. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  30th  July. 
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GREAT  NORTHERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  19th  August  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  10th  instant,  the  result 
of  my  inquiry  into  the  circumstances  which  attended  a  fatal  accident  at  Marsh  Grate 
level-crossing,  near  Doncaster,  on  the  9th  instant. 

In  this  case  a  labouring  man  named  John  Costello,  aged  55  years,  was  run  over 
and  killed  on  the  Great  Northern  down  main  Une,  by  a  Manchester,  Sheffield,  and 
Lincolnshire  goods  train  from  Mexboro'  to  Marsh  Gate,  at  5.5  a.m. 

Marsh  Gate  level-crossiog  is  a  little  over  300  yards  north  of  the  north  end  of  the 
up  platform  at  Doncaster  station,  and  the  Great  Northern  main  line  here  crosses  on 
the  level,  with  two  lines  of  rails,  the  north-west  end  of  one  of  the  principal  streets  of 
the  town  of  Doncaster,  here  called  French  Grate,  which  forms  part  of  the  old  Great 
North  Road,  and  affords  the  only  means  of  access  to  the  town  from  the  north  and 
west. 

The  crossing  is  provided  with  properly  constructed  gates,  which  close  across  the 
line,  and  with  a  wicket  gate  at  each  side  of  the  line,  at  the  north  side  of  the  crossing, 
adjoining  the  gatekeeper^s  lodge.  These  wickets  can  be  bolted  by  levers  work^ 
from  a  frame  at  the  side  of  the  lodge,  but  the  large  gates  have  to  be  worked  and  bolted 
by  hand. 

The  Manchester,  Sheffield,  and  Lincolnshire  Railway  joins  the  Great  Northern 
Railway  from  the  west,  50  yards  south  of  the  crossing,  at  French  Gate  junction,  and 
leaves  it  towards  .the  east  120  yards  north  of  the  crossing  at  Marsh  Gate  junction, 
where  also  is  the  junction  of  the  Great  Northern  line  to  Leeds. 

Erench  Grate  junction  cabin  is  30  yards  south,  and  Marsh  Gate  junction  cabin  120 
yards  north  of  the  crossing. 

There  is  no  control  over  the  gates  from  either  of  these  signal  cabins,  nor  are  any  of 
the  signals  interlocked  with  the  gates. 

The  main  line  is  at.  this  point  nearly  straight  and  level,  and  there  is  a  good  view  of 
the  crossing  from  all  the  lines. 

There  are  sidiugs  on  both  sides  of  the  main  line,  the  connection  from  the  down 
sidings  being  a  few  yards  south,  and  that  from  the  up  sidrugs  a  few  yards  north  of  the 
crossing. 

The  whole  of  these  sidings  have  quite  recently  been  re-arranged  and  re-signalled, 
so  as  to  avoid  as  much  as  possible  the  constant  shimting  over  this  crossing  which 
used  to  take  place.  - 

The  following  is  the  evidence  given  by  servants  of  the  Company : — 

Ihidence. 

John  Houghton^  11  months  goods  guard  in   the  been  going  at  about  the  same  speed,  as  near  as  I  can 

service  of  the  Manchester,  Sheffield,  and  Lincobishire  judge.     The  driver  of  the  train  which  knocked  him 

Railway  Company,  and  5  years  guard  on  the  London  down  whistled  distinctly  on  approaching  the  crossing, 

and  North- Western  Railway,  states : — On  the  9th  in-  I  heard  him  when  he  came  opposite  to  my  break 

stant  I  was  guard  of  the  Manchester,  Sheffield,  and  three  or  four  waggon  lengths  south  of  the  crossing. 

Lincolnshire  down  goods  train,  No.  28,  from  Marsh  Gate  I  can't  say  whether  or  not  the  driver  of  my  train 

to  Ardwick.     We  left  Marsh  Gate  at  o  a.m.,  proper  sounded  his  whistle,  but  he  probably  did  so  according 

time,  and  proceeded  On  the  Great  Northern  up  main  to  custom.    I  didn't  observe  any  men  at  French  Gate 

line  past  Marsh  Gate  crossing.    I  saw  two  persons  junction  box,  which  is  a  short  distance  south  of  the 

standing  at  the  east  side  of  the  line  on  the  crossing  crossing,  nor  did  I  hear  any  one  shouting.     I  had  run 

inside  the  wicket  gate,  apparently  waiting  to  cross,  across  to  the  other  side  of  my  van,  to  signal  to  the 

I  was  riding  in  the  break-van  at  the  rear  of  the  train,  guard  of  the  other  train, 
and  I  was  then  standing  in  the  open  platform  at  the 

rear  of  the  van,  looking  out  towards  the  place  where  George  Firthy  Manchester,  Sheffield,  and  Lincoln- 

they  were  standing.    As  soon  as  my  break-van  had  shire  goods  driver  about  five  years,  states : — On  the 

passed,  one  man  attempted  to  cross.    I  called  out  to  9th  of  August  1878  I  was  driver  of  a  Manchester, 

him  to  look  out,  because  I  saw  a  train  approaching  on  Sheffield,  and  Lincolnshire  up  goods  train  from  Mex- 

the  down  line,  quite  close  at  hand.     He  did  not  seem  boro'  to  Marsh  Gate,  Doncaster,  consisting  of  tank 

to  hear  me,  but  went  on,  and  was  knocked  down  and  engine,  running  coal  bunker  first,  seven  loaded  and 

run  over  by  the  train  on  the  down  line.     He  was  an  one  empty  goods  waggons,  and  a  break-van  at  the 

old  man,  and  was  walking  very  slowly  with  his  head  rear  of  the  train.     We  are  timed  to  leave  Mexboro' 

down.     I  had  seen  the  same  man  on  three  previous  at  5  a.m.,  but  we  usually  leave  earlier,  if  ready  to  do 

mornings  that  week,  waiting  to  cross,  but  he  was  not  so,  in  order  to  get  through  for  the  North  Eastern 

then  inside  the  gates.    My  train  was  going  about  9  traffic.     We   are  due  at  Marsh  Gate  at  5.30  a.m., 

or  10  miles  an  hour,  and  the  other  train  must  have  Marsh  Gate  being  a  few  hundred  yards  north  of  the 
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level  crossing.  On  this  morning  we  left  Mexboro'  at 
4.47  a.m.,  and  were  approaching  Marsh  Gate  crossing 
at  5.5  a.m.  The  signals  had  been  right  all  throngh 
the  yard.  I  was  then  running  on  the  Great  Northern 
down  main  line  at  about  10  miles  an  hour,  the  usual 
speed  when  the  signals  are  right,  and  the  regulated 
speed  to  run  past  Doncaster  station.  I  sounded  my 
whistle  three  or  four  waggon  lengths  south  of  the 
crossing.  I  saw  another  Manchester,  Sheffield,  and 
Lincolnshire  goods  train  coming  on  the  up  line.  The 
rear  van  of  this  train  had  cleared  the  crossing  as  I 
passed  it  (the  van).  My  view  of  the  east  side  of  the 
crossing  had  been  obstructed  by  this  train.  When  the 
break-van  had  passed  me,  and  the  view  was  clear,  I 
was  only  about  two  or  three  waggon  lengths  from  the 
crossing,  and  I  then  for  the  first  time  saw  a  man 
crossing  the  line  in  front  of  me.  My  whistle  was 
sounding  at  the  time,  and  my  mate  called  out  to  try 
and  stop  the  man,  putting  on  his  break  at  once.  I 
also  reversed  my  engine,  and  I  brought  my  train  to  a 
stand  in  about  70  yards.  I  was  then  on  the  left-hand 
side  of  the  engine.  I  think  it  was  the  right  side  of 
the  engine,  as  it  was  then  running,  which  first  struck 
the  man,  who  was  killed  on  the  spot.  I  didn't  see 
the  gate-man,  until  I  came  back  from  where  I  stopped 
the  train. 

Charles  Birdsally  Manchester,  Sheffield,  and  Lin- 
colnshire fireman  four  years,  states: — On  the  9th 
instant  I  was  fireman  to  Geoi^  Firth.  I  have  heard 
his  evidence  and  it  is  correct.  1  didn't  see  the  gate- 
man  at  the  crossing  as  we  passed,  but  after  we  had 
stopped  I  looked  back  and  saw  him  running  from  the 
direction  of  French  Gtite  junction  signal-box  towards 
the  crossing.  He  was  in  front  of  the  signal-box  when 
I  saw  him.  The  old  man  who  was  killed  was  walking 
with  his  head  down,  and  not  looking  to  one  side  or  the 
other. 

William  Oswin,  Great  Northern  signalman  9J  years, 
and  nearly  7  years  at  French  Gate  junction,  states : — 
I  came  on  duty  at  French  Gate  junction  signal-box  at 
10  p.m.  on  the  8th  instant,  and  my  tour  of  duty 
expired  at  6  a.m.  on  the  9th  instant.  The  rear  break- 
van  of  the  Manchester,  Sheffield,  and  Lincolnshire 
goods  train  from  Marsh  Grate  on  the  up  main  line 
passed  my  box  at  5.5  a.m.  Just  as  it  was  passing, 
and  knowing  that  my  down  signals  were  right  for 
another  Manchester,  Sheffield,  and  Lincolnshire  goods 
train  to  Marsh  Gate,  which  was  approaching  at  the 
time,  I  looked  round  to  see  if  the  crossing  was  clear. 
I  saw  two  men  standing  just  inside  the  wicket  gate 
on  the  east  or  up  side  of  ti^e  line,  apparently  preparing 
to  cross  the  line.  I  at  once  rushed  to  the  window  of 
my  box,  which  was  open,  and  called  out  to  the  men  as 
loud  as  I  could  several  times.  Both  of  them,  how- 
ever, started  slowly  across  the  line.  The  engine  of 
the  Manchester,  Sheffield,  and  Lincolnshire  train  from 
Mexboro'  was  then  about  20  yards  south  of  my  box, 
and  about  50  yards  from  the  spot  where  the  man  was 
struck,  just  passing  the  van  of  the  other  train.  The 
driver  of  the  train  from  Mexboro'  whistled  several 
times,  and  I  heard  one  of  the  men  on  the  engine 
shouting.  I  kept  on  shouting  to  the  men  crossing  the 
line,  who  appeared  to  be  infirm  and  were  walking  very 
slowly.  Neither  of  them  seemed  to  pay  any  attention, 
until  the  one  who  was  behind  was  in  the  6-foot  way, 
when  he  stopped  quite  suddenly,  the  engine  being 
nearly  on  him.  The  other  man  was  then  about  1^ 
yards  ahead,  and  he  was  knocked  down  and  killed  on 
the  spot.    As  I  was  shouting  out  of  my  window  the 


gate^man,  George  Bygrave,  rushed  up  to  my  side  from 
the  other  end  of  the  box,  and  began  to  shout  too.  I 
had  seen  him  about  four  or  five  minutes  before  coming 
from  the  gates  to  my  box,  where  there  is  an  earth 
closet  at  the  top  of  the  steps.  He  came  to  my  side 
from  the  direction  of  the  closet.  I  have  frequently 
seen  the  deceased  and  the  other  man  crossing  the  line 
to  their  work  at  about  the  same  time  in  the  morning. 
I  have  often  called  out  to  warn  them  to  look  out.  The 
deceased  walked  as  if  he  was  very  infirm.  I  have 
heard  he  was  rather  deaf. 

George  Bygrave^  gatekeeper  at  Marsh  Grate  cross- 
ing since  16Ui  December  1877,  states : — I  came  on 
duty  at  10  p.m.  on  the  8th  instant,  and  my  tour  of 
duty  expired  at  6  a.m.  on  the  9th  instant.  At  about 
5  a.m.  I  wanted  to  go  to  the  closet,  and  I  looked  both 
ways  up  and  down  the  street  to  see  if  there  were  any 
vehicles  or  persons  coming  to  cross.  There  was 
nothing  in  either  direction,  so  I  went  to  the  earth 
closet  at  French  Gate  junction  box,  the  nearest  place 
available.  When  in  the  closet  a  few  minutes  after- 
wards I  heard  the  signalman  shouting.  I  ran  out  of 
the  closet  to  him  in  the  signal  box,  and  shouted  to 
two  men  whom  I  saw  crossing  the  line  in  front  of  a 
goods  train  on  the  down  line.  When  I  left  the 
crossing  all  the  signals  both  ways  were  at  danger. 
I  told  the  signalman,  Oswin,  where  I  was  going,  so 
that  he  might  look  out.  I  mean  that  I  pointed  to  him 
as  I  passed  to  show  where  I  was  going.  I  can't  say 
whether  or  not  I  spoke  to  him.  He  nodded  to  me, 
and  I  thought  he  understood  me.  During  the  night, 
from  7  p.m.  to  7  a.m.,  there  is  only  one  man  at  the 
crossing.  During  the  day  there  is  another  man  to 
book  aU  passing  trains,  anil  on  market  days  and  other 
busy  days  there  is  another  man  to  assist  in  woiking 
the  gates  from  8  a.m.  to  5  p.m.  The  large  crossing 
gates  are  not  bolted  from  my  lodge,  but  there  are 
handles  working  bolts  to  lock  the  wicket  gates.  1 
had  not  locked  them  before  leaving  the  crossing  on 
the  morning  of  the  9th  instant.  None  of  the  signals 
are  interlocked  in  any  way  with  the  gates.  The  only 
rules  for  my  guidance  are  the  General  Rules  in  the 
Company's  Rule  Book.  There  are  no  special  rules 
for  this  crossing.  There  is  no  rule  providing  for  what 
I  am  to  do  if  obliged  to  leave  the  crossing.  There  is 
no  rule  that  I  am  not  to  leave  the  crossing,  but  I 
know  that  I  must  not  do  so  unless  obliged  to,  as  in 
this  instance.  I  know  Rule  7  in  the  Company's  Rule 
Book  forbids  any  man  to  leave  his  post.  I  am  in 
frequent  communication  with  the  signahnan  in  French 
Gate  junction  box,  and  I  would  obey  any  order  as  to 
working  the  gates  which  he  might  give  me.  I  think 
he  should  be  considered  as  my  "  superior  officer,"  and 
that  in  letting  him  know  I  was  going  to  the  closet  I 
was  obeying  Rule  7.  I  have  left  my  hut  before  for 
a  similar  reason,  and  I  have  always  told  the  signalman. 
I  have  frequently  seen  both  the  men  passing  the 
crossing,  and  I  have  frequently  had  to  warn  them 
against  crossing  in  front  of  trains.  1  have  often  been 
abused  by  people  for  keeping  the  wickets  bolted.  I 
do  not  think  I  ought  to  bolt  them  when  I  leave  the 
place  for  a  few  minutes.  If  people  came  in  my 
absence  to  cross  over  and  found  the  wickets  bolted 
they  would  not  like  it,  and  would  make  a  row. 

William  O^win^  being  recalled,  states : — The  gate- 
keeper did  sign  to  me  where  he  was  going  when 
passing  my  box,  and  I  nodded  in  reply.  I  knew 
where  he  was  going,  and  kept  a  look-out  at  the 
crossing. 


The  evidence  given  at  the  coroner's  inquest,  which  I  attended  two  days  after  my 
iaqniry,  did  not  diflfer  on  any  material  point  from  that  given  above ;  but,  from  the 
statements  of  some  policemen  and  others,  it  appears  that  the  gatekeeper  had  been 
absent  from  his  lodge,  and  in  the  signal  box  at  least  three  times  during  the  early 
morning  of  the  9th  instant^  and  upon  one  occasion  for  some  considerable  time. 
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Goncltmon. 

There  cjm  be  no  doubt  that  this  fatal  accident  was  due  principally  to  the  want  of 
caution  of  the  poor  man  who  was  killed,  but  I  consider  that  the  gatekeeper  should 
have  bolted  the  \^  ickets  before  leaving  his  post,  so  as  to  prevent  any  persons  from 
crossing  in  his  absence,  and  I  consider  also  that  the  signalman  at  French  Gate  junc- 
tion should  be  provided  with  some  means  of  bolting  both  the  main-crossing  gates  and 
the  wickets  from  his  cabin.  It  would  be  well  if  the  levers  working  these  bolts  were 
interlocked  with  the  signals  in  each  direction,  but  if  it  be  found  impossible  to  do  this, 
without  dangerously  impeding  the  traffic  on  the  line,  these  levers  would  still  enable 
the  signalman  to  keep  the  crossing  closed  in  cases  of  emergency,  and  also  to  exercise 
a  real  instead  of  a  nominal  control  over  the  gates,  when  left,  as  in  the  present  instance, 
in  temporary  charge  of  the  crossing. 

The  evidence  given  before  the  coroner  in  this  case  proves  that  the  gatekeeper  was 
for  some  considerable  time  in  the  signal  cabin  on  more  than  one  occasion  during  the 
morning,  and  there  is  also  reason  to  believe  that  this  was  not  an  unusual  occurrence ; 
he  should  therefore  be  warned  that  he  must  not  on  any  accoimt  leave  his  lodge  except 
when  actually  obliged  to  do  so,  and  the  signalman  should  be  cautioned  not  to  permit 
even  servants  of  the  Company  to  enter  his  cabin  except  when  on  duty. 

Nothing  that  can  be  done,  however,  to  improve  the  existing  state  of  affairs,  short 
of  abolishing  the  crossing  altogether,  will  be  wholly  satisfactory  ;  so  long  as  it  remains 
it  will  be  a  most  dangerous  one,  and  one  which  would  never  be  sanctioned  at  the  present 
time.  It  is  true  that  of  the  many  accidents  which  have  occurred  here  during  the 
35  years  which  have  elapsed  since  the  line  was  made,  the  present  one  is  the  first 
wliich  has  proved  fatal,  but  this  in  my  opinion  merely  shows  that  the  servants  of  the 
Company  have  been  most  praiseworthy  in  their  attention  to  their  duties,  and  perhaps 
more  than  usually  fortunate,  for  no  one  could  stand  for  ten  minutes  on  a  market  day 
and  watch  the  stream  of  passengers  and  vehicles  passing  across  the  line  without  being 
astonished  that  accidents  are  not  of  very  frequent  occurrence.  The  traffic  and  conse- 
quent number  of  trains  on  the  line  is  increasing  from  year  to  year,  and  it  is  worthy  of 
the  serious  consideration  of  the  Company  whether  it  would  not  conduce  as  much  to  their 
own  convenience,  as  it  would  undoubtedly  to  the  safety  of  the  public,  to  substitute  an 
overbridge  for  this  level-crossing,  a  work  which  presents  no  engineering  difficulties 
whatever,  although  no  doubt  it  would  be  a  costly  undertaking. 

I  have,  &c., 

The  Secretary,  E.  A.  Mabindin, 

(Railway  Department,)  Board  of  Trade.  Major ^  B.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  7th  September* 


GBEAT  NORTHERN  RAILWAY  OF  IRELAND. 

Sir,  Newry,  25th  November  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instruetions  contained  in  the  Order  of  the  3rd  August  last,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  the  collision  which 
occurred  on  the  21st  July,  between  Beragh  and  Omagh,  on  the  Great  Northern  Railway 
of  Ireland. 

In  this  case,  as  the  8  p.m.  mixed  goods  and  passenger  train  from  Belfast  for  Omagh 
(consisting  of  engine,  tender,  guard^s  van,  18  waggons,  post-oflBce  van,  composite 
carriage,  and  guard's  van — 22  vehicles  in  all,  coupled  in  the  order  stated)  was  running 
between  Bemgh  and  Omagh,  the  front  draw-bar  of  the  eighth  waggon  was  pulled  out, 
owing  to  the  cotter  breaking ;  and  on  the  front  break  being  afterwards  applied  in 
response  to  the  driver's  whistle, — ^he  having  observed  a  waggon  ojff  the  rails, — the  rear 
portion  of  the  train,  which  must  have  become  somewhat  separated  from  the  front 
portion,  overtook  and  ran  into  the  latter. 

Two  post-oflice  officials  in  the  post-office  van  complained  of  having  been  shaken. 

The  second  waggon  (No.  308)  was  off  the  rails  with  all  its  wheels,  its  buffers, 
buffer-planks,  asle-boxes,  horn-plates,  and  right  trailing  spring  being  broken. 

The  se?eiith  waggon  (No.  1514)  lost  its  firont  draw-bar,  and  had  its  buffer-plank 
broken. 
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Three  other  waggons  were  slightly  damaged. 

In  the  permanent-way,  23  sleepers  liad  to  be  renewed,  and  about  100  gauge  blocks. 

Description. 

The  line  between  Portadown  and  Omagh  is  single,  and  this  collision  occurred  near 
the  39th  mile  post  from  Portadown,  the  draw-bar  of  No.  1514  waggon  having  been 
picked  up  close  to  the  36f  mile  post  from  Portadown.  The  line  falls  towards  Omagh- 
on  gradients  of  1  in  80  to  1  in  100  for  nearly  the  whole  of  this  distance  of  2J  miles, 
during  which  the  train  must  have  been  running  in  two  portions.  The  curves  on  this 
part  of  the  line  are  easy,  not  being  less  than  45  chains  radius. 


Evidence. 


1.  James  McGuigan^  driver  two  years. — I  started 
from  Belfast  at  8.0  p.m.,  and  left  Beragh  at  about  1.55 
p.m.  Mj  engine  was  a  tender-engine,  and  next  it  came  a 
break-van,  tJien  18  waggons  (No.  308  waggon,  the  third 
vehicle),  post-office  van,  composite  carriage,  and 
guard's  van.  The  train  had  been  last  examined  at 
Portadown.  Nothing  unusual  had  occurred  up  to 
Beragh.  Sparks  flying  from  some  of  the  wheels,  which 
I  saw  on  turning  round  to  apply  steam,  after  having 
had  it  shut  off  for  a  mile,  made  me  suspect  something 
was  wrong ;  the  speed  was  about  20  miles  an  hour.  I  at 
once  whistled  for  the  guard's  breaks,  but  I  did  nothing 
myself.  It  was  too  dark  for  me  to  see  what  was 
amiss.  Directly  after  seeing  the  sparks,  I  felt  what 
seemed  like  a  collision,  and  the  engine  then  became 
detached  from  the  van  by  the  coupling  shaking  off. 
The  engine  went  away  from  the  train,  which 
stopped  without  striking  the  engine,  the  latter  being 
four  or  five  waggons'  lengths  off.  I  put  the  break  on 
when  we  separated.  When  I  went  back  I  found  the 
front  van  and  the  first  waggon  on  the  line,  but  the 
second  waggon  was  off,  with  both  pair  of  wheels,  to 
the  left  of  the  line,  the  trailing-wheels  having  left 
their  seat.  The  right  trailing  spring  and  axle-box 
were  partly  broken  away  from  the  waggon.  The  front 
coupling  was  right ;  the  front  coupling  chain  and 
draw-bar  of  the  seventh  waggon.  No.  1514,  were  gone. 
The  second  and  third  waggons  were  together  when 
I  saw  them.  Nothing  else  in  the  train  was  off  the 
rails.  I  had  noticed  nothing  unusual  with  No.  308 
waggon  previously  to  the  accident.  -We  first  took  the 
mails  into  Omagh  with  the  van  and  first  waggon,  and 
then  came  back ;  and  supporting  the  rear  of  No.  308 
waggon  on  a  bogie,  brought  it  gently  into  Omagh,  and 
then  the  remainder  of  the  train.  I  had  in  the  first 
instance  told  the  fireman  to  put  the  break  on,  but 
then  thought  it  better  not  to  have  this  done,  and  told 
him  not  to  do  so.  The  accident  occurred  at  2.11  or 
2.12.  I  saw  the  side  lights  of  the  van  when  I  looked 
back  and  saw  the  sparks,  and  I  had  also  seen  these 
lights  half-a-mile  before  this. 

2.  Patrick  McIGernan^  fireman  12  months. — I 
had  seen  the  side  lights  of  the  van  about  three- 
quarters  of  a  mile  before  the  accident,  and  1  have  no 
reason  to  think  the  train  had  separated  after  this  and 
before  the  accident.  Directly  after  the  front  guard 
had  put  on  his  break,  I  felt  the  rear  of  the  train 
run  in  upon  the  front  waggons,  and  the  engine  then 
broke  away  from  the  front  van  ;  otherwise  I  agree 
with  the  driver's  evidence. 

8.  William  Stetoart,  goods  guard. — ^I  started  from 
Belfast  with  the  8  o'clock  train  for  Omagh.  I  was 
in  the  rear  van.  I  attached  No.  308  corn  waggon  to 
the  train  at  Dungannon.  No.  1514  had  come  from 
Belfast.  The  train  had  not  been  altered  after  leaving 
Dungannon,  when  No.  308  was  the  third  vehicle,  and 
No.  1514  the  eighth  vehicle.  I  did  not  notice  the 
springs  or  wheels  of  these  waggons  particularly; 
they  were  loaded.  No.  308  was  loaded  with  six  tons 
of  Indian  corn,  and  No.  1514  with  general  goods. 
Nothing  unusual  occurred  before  I  felt  a  slight  shock, 
previously  to  which  I  had  not  seen  or  felt  anything 
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wrong.  Our  speed  was  about  18  miles  an  hour.  Wo 
had  left  Beragh  at  1.56,  and  the  accident  occurred 
at  2.10,  the  distance  being  about  five  miles.  I  had 
heard  no  break-whistlfe  before  the  accident.  Aft^r 
feeling  the  shock  I  put  on  my  break,  but  the  train 
had  stopped  before  I  did  so.  1  then  went  up  towards 
the  engine,  and  found  nothing  wrong  till  I  came  to 
waggon  No.  308,  which  was  off  to  the  left  with  both 
pairs  of  wheels;  the  front  wheels  were  right  as 
regards  springs  and  boxes ;  the  rear  wheels  were  still 
under  the  waggon,  but  the  right  spring  and  axle-box 
were  broken.  No.  308  was  coupled  both  to  the 
waggon  in  front  and  rear  of  it.  We  then  took  the 
mails  on  to  Omagh  in  the  front  van,  and  then  came 
back  for  the  front  waggon,  then  for  the  disabled  wag- 
gon, and  then  on  coming  back  for  the  remainder  of  the 
train  I  found  the  front  draw-bar  gone  from  No.  1514, 
but  the  coupling  chain  was  still  attached  to  the  rear 
of  the  waggon  in  front  of  it ;  the  cotter  pin  must  have 
come  out  of  the  draw-bar,  and  the  train  must  have 
separated  when  the  draw-bar  came  out,  but  I  had  not 
felt  anything  to  shew  that  this  was  the  case.  I 
cannot  say  how  No.  1514  was  coupled.  I  was 
knocked  off  my  seat  by  the  slight  collision. 

4.  James  Duncan^  assistant  goods  guard.  I  was 
in  the  front  van  of  the  1 1 .20  train  frt>m  Omagh.  Aft;er 
taking  on  six  waggons  at  Dungannon,  I  coupled  up 
the  rest  of  the  train,  using  both  chains  in  coupling 
No.  1514  on  to  the  last  of  the  Dungannon  waggons  ; 
there  were  no  side  chains.  The  driver  whistling  for 
the  breaks  was  the  first  I  knew  of  anything  being 
wrong,  and  I  was  in  the  act  of  putting  on  my  break 
when  I  felt  a  crash  and  was  thrown  from  one  side  of 
the  break  to  the  other ;  the  speed  had  then  been 
checked  a  little.  I  could  not  say  what  the  crash  was 
from.  I  looked  out  of  the  window  and  could  just  see 
the  second  waggon  off  the  rails.  I  had  last  seen  the 
side  lights  of  Uie  reai'  van  about  three  or  four  minutes 
before  the  accident.  Soon  after  we  had  stopped,  I 
found  that  the  front  draw-bar  of  one  of  the  waggons 
was  gone ;  a  draw-bar  was  brought  from  Omagh  to  put 
in  its  place.  Nothing  else  was  off  the  rails  except  the 
second  waggon  from  the  van,  of  which  the  couplings 
were  all  right. 

5.  Joseph  Blaney. — ^I  am  ganger  from  the  37^  mile 
post  to  the  40  mile  post  from  Portadown.  The  accident 
occurred  at  about  the  38|  mile  post  from  Omagh. 
23  sleepers  were  cut  through  dose  near  to  where  the 
waggon  stopped.  The  first  mark  of  a  waggon  being 
off  the  road  was  about  50  yards  behind  where  the 
first  sleeper  was  cut  through.  I  saw  the  mark  on  a 
sleeper  where  the  draw-bar  of  waggon  No.  1514  was 
picked  up ;  this  was  between  36 J  and  37  mile  post ; 
the  chain  was  attached  to  it,  and  the  bar  was  entire, 
not  hurt,  but  the  cotter  had  come  out.  The  line 
falls  from  this  point  to  where  the  accident  occurred. 
About  100  gauge  blocks  on  the  inside  of  the  curve 
were  broken  ;  there  are  two  of  these  blocks  to  a  rail, 
22  feet  6  inches  long.  The  rails  are  flat  bottomed, 
71  lbs.  to  the  yard,  fastened  with  fang  and  dog  spikes 
to  cross  sleepers.    I  found  two  brasses   118  yards 
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from  the  first  mark  on  the  sleepers,  and  a  third  was  springs  were  right.    The  brasses  seemed  in    good 

picked  up  by  the  38|  mile  post.  order ;   one  remained   on  one   of   the   front   boxes, 

broken  in  three  pieces. 
6.  George    McCarsland,    carriage     examiner     at 
Omagh. — I  examined  the  waggon  308  at  about  3.30  7.  David  McLean,  foreman  packer  at  Belfast — 

on  the  21st  July.     I  found  the  right  trailing  spring  I  went  to  Omagh  on  the  21  st,  and  saw  the  disabled 

broken,  several  of  the  short  leaves  gone,  one  end  of  waggons.  I  found  the  leading  wheels  of  No.  304  right 

the  spring  was  in  the  ballast,  and  the  other  between  to  gauge,  but  the  trailing  axle  was  bent.     The  tie-rod 

the  two  legs  of  the  horn-plate  ;  part  of  the  axle-box  between   the   left   horn-plates  was  broken  about    18 

remained  on  the  journal  of  the  wheel,  and  the  other  inches  from  the  leading  horn-plate,  and  the  long  part 

part  was  gone ;  the  couplings  had  not  given  way.  was  turned  round,  and,  I  think,  must  have  lifted  the 

A  draw-bar  had  been  pulled  out  of  No.  1514  waggon  ;  waggon  suflBLciently  to  cause  the  brasses  to  fall  out. 

the  cotter  had,  I  think,  given  way.     Waggon  No.  308  I  think  either  the  spring  or  the  rod  broke  first.     The 

was  so  much  knocked  about  that  I  could  not  say  pin  through  the  centre  of  the   spring    appeared  as 

what  had  caused  the  axle-box  to  break.     The  other  if  it  had  been  broken  before ;  one  leaf  of  the  spring 

axle-boxes  were  more  or  less  broken,  but  the  other  was  broken  about  the  middle. 

Conclusion. 

From  the  foregoing  evidence  it  appears  that  this  somewhat  curious  accident  and 
collision  occurred  as  follows : — While  the  mixed  train,  consisting  of  22  vehicles,  was 
running  down  a  falling  gradient  of  1  in  80  near  the  36f  mile  post  from  Portadown, 
the  front  draw-bar  of  the  seventh  waggon,  No.  1514,  forming  the  eighth  vehicle  in 
the  train,  was  drawn  from  the  waggon,  by  the  failure  of  the  cotter,  the  train  being 
thus  separated  into  two  portions  without  the  knowledge  of  any  of  the  Company's 
servants  in  charge.  About  two  miles  further  on,  the  driver  turned  round,  and  perceiving 
sparks  flying  from  some  wheels  near  the  engine,  whistled  for  the  guard's  breaks ; 
the  front  guard  next  the  engine  heard  the  whistle,  immediately  began  applying  his 
break,  and  had  slightly  checked  the  speed,  when  the  rear  portion  of  the  train,  which 
must  have  been  following  the  front  portion  very  closely,  ran  in  upon  it  and  produced 
the  collision,  which  was  certainly  not  felt  by  the  driver,  fireman,  or  front  guard,  until 
after  the  driver  had  whistled  on  perceiving  that  something  was  wrong.  After  the 
train  had  come  to  rest  it  was  found  that  the  only  vehicle  off  the  rails  was  the  second 
waggon,  No.  308  (the  third  vehicle  in  the  train) ;  this  waggon  was  off  with  all  its 
wheels,  the  rear  wheels  having  left  their  seat ;  and  there  was  a  mark  on  a  sleeper 
of  this  vehicle  having  left  the  rails  about  260  yards  from  the  point  at  which  the 
train  stopped,  two  brasses  having  been  picked  up  about  118  yards  on  the  Portadown 
side  of  this  mark. 

Had  the  evidence  not  been  positive  as  to  the  fact  of  the  second  waggon  having 
been  observed  to  be  off  the  rails  both  by  the  driver  and  fireman  of  the  train  before 
the  collision  was  felt  (the  same  fact  being  also  corroborated  by  the  front  guard's 
evidence),  the  natural  conclusion  would  have  been  that  it  was  the  collision  which 
had  caused  this  second  waggon  to  leave  the  rails ;  but  as  the  case  stands,  it  seems  to 
be  certain  that,  owing  probably  to  the  failure  of  the  pin  of  the  right  trailing  spring, 
this  waggon  left  the  rails  before  the  collision ;  and  on  this  being  observed  by  the  driver, 
and  the  front  break  being  applied,  the  collision  ensued,  happily  only  slight  in  its 
consequences. 

This  collision  affords  another  illustration  of  the  danger  passengers  incur  when 
travelling  in  mixed  trains.  On  lines  of  light  traffic  and  small  financial  resources  the 
running  of  mixed  trains  may  be  a  necessity ;  but  it  does  not  seem  right  that  on  a 
large  and  prosperous  railway  such  as  the  Great  Northern  Railway  of  Ireland,  the 
travelling  public  should  be  exposed  to  the  risks  imavoidable  in  the  running  of 
mixed  trains. 

I  have,  &c.. 

The  Secretary,  C.  S,  Hutchinson, 

(Railway  Department,)  Board  of  Trade*  Major- General^  R,E. 

Printed  copies  of  the  above  report  were  sent  to  the  Companj. 


GREAT  NORTHERN  RAILWAY  OF  IRELAND. 

Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  London,  S.W,,  30th  September  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  28th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred 
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on  the  27tli  ultimo,  between  Skerries  and  Balbriggan  stations,  on  the  Great  Northern 
Railway  of  Ireland. 

In  this  case,  as  the  8.15  a,m.  down  limited  mail  train  from  Dublin  to  Belfast, 
consisting  of  engine,  tender,  post  office  van,  first-cjass  carriage,  first-class  break 
carriage,  and  first-class  carriage  (for  Londonderry),  all,  except  the  last,  fitted  with  the 
contiauous  vacuum-break,  was  running  past  Skerries  station,  the  engine  and  tender 
separated  (owing  to  the  fracture  of  the  coupling  between  the  tender  and  front 
carriage)  from  the  rest  of  the  train,  by  which  latter  they  were  again  overtaken  after 
running  about  1^  miles,  a  somewhat  violent  collision  ensuing. 

!Pive  post  office  officials  in  the  post  office  van  have  complained  of  injury,  two  of 
the  cases  being  serious. 

The  guard  hurt  his  thumb. 

The  post  office  van  had  its  frame  and  buffers  damaged,  the  screw  of  the  tender 
shackle  was  broken,  and  the  link  which  passed  over  the  hook  of  the  first  carriage  was 
opened  out. 

Description. 

Prom  Skerries  station  northward  the  Great  Northern  line  falls  on  a  gradient  of 
1  in  323  for  a  distance  of  470  yards,  and  then  rises  at  1  in  1667  for  a  considerable 
distance  northward.  The  engine  and  tender  broke  away  from  the  carriages  on  the 
falling  gradient  of  1  in  323,  about  235  yards  north  of  Skerries  station,  and  the  collision 
took  place  on  the  rising  gradient  about  one  mile  300  yards  from  its  commencement, 
or  rather  more  than  a  nule  and  a  quarter  from  the  point  of  separation.  The  line  is 
straight  for  13  chains  north  of  Skerries  station,  and  then  curves  to  the  west  with  a 
radius  of  80  chains,  the  collision  having  occurred  in  this  curve. 


Evidence. 


1.  Robert  ffarbrow,  driver  81  years  on  the  Dublin 
and  Drogheda  section  of  the  Great  Northern  Railway, 
and  since  the  amalgamation  driving  as  iar  as  Porta- 
(lown. — I  have  been  accustomed  to  drive  the  limited 
mail  up  and  down  every  alternate  day.     I  was  driving 
No.  14  engine,  a  single  engine,  and  six-wheeled  tender. 
The  train  was  fitted  with  the  vacuum-break  applying 
to  the  driving  and  trailing  wheels  of  the  engine,  all 
the  wheels  of  the  tender,  and  to  all  the  vehicles  in  the 
train,  except  the   last  carriage  for  Derry,  which   is 
detached  at  Portadown.     My  fireman,  Thomas  Filgate, 
coupled  the  tender  to  the  train  with  the  engine  shackle. 
On  conjing  back  to  the  footplate  he  made  no  remark 
about   it.     We   started   at   8.18,  three   minutes  late. 
Nothing  unusual  occurred    on  the  first  part  of  the 
journey,  except  that  I  thought  the  train    started  a 
little  heavy  for  about  the  first  mile,  and  I  had  intended 
to  have  asked  the  guard  about  this  at  Drogheda,  as  to 
whether  he  had  had  his  hand-break  rubbfeg.     I  tried 
the  vacuum-break  before  starting,  and  it  seemed  in 
good    order.     The  train  was  checked  nowhere,  but 
we  went  as  usual  at  a  somewhat  slower  speed  through 
Howth  junction  ;  and  about  three-quarters  of  a  milo 
after  passing  Skerries  station,  when  the  speed  was 
nbout  40  miles  an  hour,  or  rather  more,  I  found  that 
the  engine  had  broken  away  from  the  train  without 
any  perceptible  jerk.     Just  before  this  I  had  put 
on  a    little  more    steam,   after    having  had  it  par- 
tially shut  off  in  running  down  the  Skerries  bank. 
I  had  not  moved  the  reversing  lever  after  starting,  and 
had  had  it  in  the  second  notch  from  the  centre  all  the 
way.     I  had  done  nothing  whatever  to  give   rise   to 
any  unusual  strain  on  the  coupling,  and  I  was  very 
much   astonished  when  I   found  that  I  had  broken 
away  from  the  carriages,   which  I  did  not  discover 
until  they  were  about  half  a  mile  from  me,  when  I 
looked  round,  as  I  am  in  the  habit  of  doing,  without 
any  particular  cause  having  made  me  do  it.     I  at  once 
shut  steam  off,  and,  after  having  run  about  a  quarter 
of  a  mile,  I   said  to  Filgate,  *'  George  is   breaking 
them,"  thinking  I  saw  them  pulling  up.     We  were 
then  on  a  curve  ;  I  was  standing  on  the  outside,  and  the 
fireman  on  the   inside,  and  I  got  tli&  fireman  to  apply 
his  break.    He  did  so,  and  then  remarked,  "  They  are 


coming  fast"  **  Take  off  the  break,"  I  said,**  and  let 
her  go,"  and  I  then  threw  the  reversing  lever  (which  I 
had  not  before  stirred)  into  full  forward  gear  and  put 
steam  full  on,  and  a  couple  of  seconds  after  this 
the  can*iages  overtook  me,  my  speed  being  10  or  12 
miles  an  hour,  and  that  of  the  carriages  25  miles  or 
more.  I  beUeve  there  was  a  second  slight  collision, 
and  I  then  got  away  and  kept  away  from  them  about 
50  yards,  when,  on  seeing  that  they  had  stopped*,  I 
came  back,  coupled  on  with  the  post  office  van  coupling, 
and  went  on  to  Balbriggan,  which  I  reached  at  9.10, 
21  minutes  after  the  proper  time.  The  vacuum-pipe 
at  the  back  of  the  tender  was  damaged,  and  I  was 
slightly  burnt  in  the  hand.  The  coupling  was  tightly 
screwed  up,  and  the  end  of  the  screw  would  be  rubbing 
against  the  hook  of  the  tender.  I  cannot  account  for 
the  link  having  opened  out  in  the  way  it  did.  I  asked 
the  guard  no  question  at  the  time.  I  was  not  aware 
that  the  vacuum-break  would  still  be  in  operation  on 
the  engine  and  tender,  after  the  caiTiages  had  broken 
away ;  and  though  I  opened  and  closed  the  tap,  I  did 
not  think  it  would  have  any  effect,  and  this  made  me 
tell  the  fireman  to  use  his  hand-break.  I  did  not  feel  any 
particular  result  from  having  thus  applied  the  vacuum- 
break.  I  had  passed  a  ballast-engine  at  Skerries  station, 
and  the  8  o'clock  up  train  about  the  same  place, 
before  I  was  aware  we  had  broken  away.  I  used  the 
van-shackle  for  going  back  to  Balbriggan.  When  we 
arrived  there  the  broken  coupling  was  in  just  the  sama 
state  as  when  the  accident  occurred, 

2.  Thomas  Filgate,  fireman  four  years,  about  foTir 
months  with  Harbrow. — I  coupled  on  the  tender  of 
No.  14  engine  to  the  post  office  vAn  of  the  limited  mail  a 
few  minutes  before  we  started.  I  used  the  engine 
shackle  and  screwed  it  up  tight ;  the  end  of  the  screw 
just  touched  the  van-hook.  I  had  generally  used  the 
same  shackle  for  the  last  four  months  with  the  same 
van.  The  coupling  was  no  tighter  than  usual  on 
the  day  of  the  accident.  All  wont  right  as  far  as 
Skerries.  I  was  standing  on  the  off  side  of  the  engine. 
I  remember  passing  the  ballast-engine  at  Skerries,  but 
I  do  not  remember  hearing  any  break- whistle  from 
this  engine.    Over  half  a  mile  past  Skerries  station 
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the  driver  was  looking  back^  and  said  to  me,  **  We  havo 
not  gof  the  train."  This  was  the  first  knowledge  I  had  of 
what  bad  occurred.  I  then  looked  back  and  saw  the 
carriages  over  a  quarter  of  a  mile  awaj.  He  then 
shut  off  steam,  and  after  running  another  half  mile 
be  looked  back  again  and  said,  **  The  guard  has  them, 
put  on  the  break,''  he  having  applied  the  vacuum- 
break  before  he  told  me  to  put  on  mine.  I  had  felt 
the  vacuum-break  stopping  us  a  bit,  but  I  said  nothing 
about  it  to  the  driver.  I  gave  mj  break-handle  three 
turns,  and  then  I  said,  seeing  the  carriages  were  within 
a  quarter  of  a  mile  of  us,  "  Get  on  quickly  or  they  will 
be  in  to  us."  I  then  released  the  break  and  jumped  off 
the  engine,  when  it  was  running  about  10  mUes  an 
hour,  the  slowest  speed  it  had  been  going.  I  kept 
my  feet.  I  went  on  to  the  up  line  and  ran  back  a 
perch  or  two  before  the  carriages  passed  me  at  a  speed 
of  25  miles  an  hour.  I  did  not  see  the  guard,  but 
shouted^  "  Greorge,  George,  are  you  there."  No  wheels 
were  skidding.  I  then  at  once  returned.  I  had  to 
run  back  a  quarter  of  a  mile  before  I  overtook  the 
train,  to  which  the  engine  had  then  returned.  I  got 
up  on  the  engine  and  said  to  the  driver,  "  We  had  better 
get  on  to  Balbriggan  as  soon  as  possible."  He  then  got 
down  and  coupled  up  with  the  side  chains  of  the  van 
and  part  of  the  tender  coupling.  We  then  went  to 
Balbriggan  and  I  there  observed  that  one-half  of  the 
coupling  was  on  the  tender  and  the  other  half  on  the 
carriage ;  the  link  was  opened  out  in  the  way  it  is 
now. 

3  George  Finnigauy  guard  28  years. — I  was  in 
charge  of  the  down  limited  mail  which  consisted  of 
four  vehicles.  I  was  riding  in  the  last  but  one.  I 
had  no  control  over  the  vacuum-break  with  which  the 
train  was  fitted,  but  I  could  apply  my  own  hand-break. 
We  started  at  8.18,  three  minutes  late,  waiting  for  the 
mails.  There  were  16  passengers  and  fiy^  post  office 
officials.  I  was  alone  in  the  break-compartment.  I 
had  not  my  break  on  when  we  started.  Nothing 
occurred  as  mr  as  Skerries,  up  to  which  we  were  run- 
ning at  the  ordinary  speed ;  and  the  first  knowledge 
I  had  of  anything  being  wrong  was  being  stunned 
by 'the  collision  between  the  carriages  and  engine. 
I  was  hurt  in  the  bead  and  hand.    Up  to  this  point  I 


had  felt  no  diminution  of  speed,  nor  anything  to  indicate 
the  separation.  After  seeing  the  Skerries  signals  were 
right  I  had  [taken  out  my  book  to  enter  the  time  of 
starting  just  after  passing  Skerries,  and  had  it  in  my 
hand  when  stunned.  There  was  blood  on  my  book. 
I  heard  no  whistle  from  the  ballast-engine  at  Skerries, 
I  had  no  opportunity  of  speaking  to  any  of  the  post 
office  officials.  After  a  delay  of  about  five  minutes  wo 
went  on  to  Balbriggan. 

4.  JohnEnglishy  driver  12  or  13  years. — ^I  was  driving 
the  8  o'clock  up  train  from  Drogheda  the  morning 
of  the  accident  I  passed  the  down  limited  mail  about 
25  yards  north  of  Skerries  station.  The  train  was 
then  altogether,  and  I  noticed  nothing  unusual 
in  the  speed.  We  gave  each  other  the  usual  driver's 
signal.  My  guard  told  me  at  Rush  station  that  he 
had  seen  the  engine  separate  from  the  carriages  of 
the  mail  after  they  had  passed  Skerries  station. 

5.  Nicholas  Market/^guBTd  13  years. — I  was  riding 
in  the  rear  van  of  the  8  o'clock  up  train  from  Drog- 
heda. I  passed  the  down  limited  mail  about  30  yards 
north  of  Skerries  station.  Directly  after  I  heard  a 
whistle  from  an  engine  in  the  ballast  pit,  and  I  then 
got  up  on  the  box  and  looked  out  of  the  window  and 
saw  that  the  engine  of  the  mail  had  separated  from  the 
train,  and  that  tbe  distance  was  increasing.  I  informed 
the  station-master  at  Skerries,  and  he  said  he  had 
noticed  it  himself. 

6.  Edward  Jones,  driver  seven  months  with  the 
Great  Northern  Company,  previously  nine  years  with 
the  London  and  Norli-westem  Eailway. — I  was 
standing  on  a  ballast-engine  in  a  siding  about  100 
yai'ds  north  of  Skerries  station  when  the  limited  mail 
passed.  The  engine  had  got  a  short  dbtance  past  me 
when  I  saw  it  separate  from  the  train.  The  engine 
was  increasing  its  distance  from  the  train  when  I  lost 
sight  of  it.  The  speed  struck  me  about  the  same  as 
usual.  I  saw  the  driver  with  his  hand' on  the  regu- 
lator as  if  he  was  putting  on  steam.  I  gave  the 
regidar  break-whistle  several  times  till  he  got  out  of 
my  sight. 


Concltmon. 

The  immediate  cause  of  this  collision  was  want  of  judgment  on  the  part  of  the 
driver  of  the  mail  train,  in  allowing  the  carriages  which  had  formed  part  of  this  train 
to  come  into  violent  collision  with  his  engine,  after  having  observed  that  he  had 
broken  away  from  them  about  three-quarters  of  a  mile  before  they  again  overtook  it. 
He  was,  no  doubt,  to  some  extent  deceived  as  to  the  amoimt  of  stopping  power  he  had 
under  his  control,  having,  as  he  says,  supposed  that  the  severance  of  the  vacuum-break 
connection  between  the  engine  and  carriages  would  have  prevented  the  action  of  the 
break  on  the  engine  and  tender  wheels ;  whereas,  owing  to  there  being  an  independent 
connection  for  this  latter  purpose,  the  break  still  remained  applicable  to  these  wheels,^ 
and  thus,  when  he  from  the  force  of  habit  touched  the  vacuum-break  handle,  he  must 
have  retarded  the  engine's  progress  much  more  rapidly  than  he  had  intended  or 
thought  to  do. 

It  is  difficult  to  understand  why  the  screw  of  the  shackle  should  have  broken  as  it 
did.  It  was  made  of  Yorkshire  iron,  1^  inches  in  diameter ;  it  had  been  in  use  only 
since  April  last,  and  showed  no  flaw  on  the  surface  of  fracture.  It  must  have 
received  some  injury  previous  to  its  use  on  the  present  occasion,  as  there  was  nothing 
in  the  running  of  the  mail  train  to  account  for  its  having  given  way  when  it  did. 

It  is  a  curious  fact  that  neither  the  driver  nor  fireman  should  have  been  aware  that 
the  engine  had  broken  away  from  the  train  for  about  half  a  mile  after  it  had  done 
so,  and  equally  curious  that  neither  any  of  the  post  officials  (as  I  ascertained  from 
the  secretary  of  the  post  office)  nor  the  guard  observed  any  diminution  of  speed  up 
to  the  time  of  collision,  though  the  carriages  had  been  nmning  by  themselves  for  more 
than  a  mile  up  a  slightly  rising  gradient,  which  must  haye  very  considerably  reduced 
their  speed. 
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This  collision  affords  a  striking  illustration  of  the  value  of  an  automatic  continuous 
break.  Had  this  train  been  fitted  with  a  break  of  this  description,  the  carriages  would 
at  once  have  been  arrested  in  their  course  on  the  separation  occurring,  and  no  collision 
would  have  resulted.  The  secretary  of  the  Great  Northern  Company  of  Ireland 
informed  me  tliat  the  vacuum  break  was  being  tried  merely  experimentally  on  his 
line,  and  that  no  decision  had  yet  been  come  to  as  to  what  break  would  be  finally 
adopted. 

I  have,  &c. 

The  Secretary,  0.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade,  Major-Oeneral^  B.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  30th  October, 


GREAT  WESTERN  RAILWAY. 


Railway  Department,  Board  of  Trade, 
Sir,  13,  Downing  Street,  27th  June  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  your  minute  of  the  13th  instant,  the 
result  of  my  inquiry  into  the  circumstances  which  attended  a  collision,  that  occurred 
on  the  8th  instant,  between  a  passenger  train  and  a  portion  of  a  goods  train  which 
had  become  detached,  and  which  were  proceeding  in  opposite  directions,  on  the  single 
line  of  the  South  Devon  section  of  the  Great  Western  Railway,  between  Kingsbridge 
Road  and  Brent  stations. 

Pour  passengers  have  complained  of  having  been  injured  on  this  occasion,  and  three 
of  the  Company's  servants  were  also  hurt. 

The  engine  of  the  passenger  train  had  its  front  buffer  plank  and  buflfers  broken, 
the  smoke  box  stove  in,  life  guards  broken,  sand  box  damaged,  and  the  chimney 
knocked  off.  Four  vehicles  in  the  passenger  train  had  their  buffers  bent  or 
broken. 

Of  the  14  vehicles  which  had  become  detached  from  the  goods  train,  eight  trucks 
and  two  third-class  carriages  fitted  with  breaks  were  more  or  less  damaged,  two  of  the 
trucks  being  smashed  to  pieces,  and  the  ends  of  two  third-class  carriages,  which  were 
used  as  breaks  for  the  goods  train,  were  also  smashed  in. 

The  Kingsbridge  Road  station  is  2  miles  15  chains  from  Brent  station,  on  the 
eastern  side  of  Kingsbridge  Road  station,  and  3  miles  21  chains  from  Ivy  Bridge 
station  to  the  west.  Kingsbridge  Road  station  is  situated  on  a  short  piece  of  level 
line  at  the  summit  between  Totnes  and  Plymouth,  and  there  are  falling  inclines  at 
each  end  of  the  station,  on  which  vehicles  will  not  remain  stationary  unless  controlled 
by  breaks. 

A  considerable  portion  of  the  main  line  of  the  South  Devon  Railway  is  still  only 
a  single  line,  with  loops  at  sundry  stations,  Kingsbridge  Road  among  them,  for  the 
crossing  of  trains  travelling  in  opposite  directions.  In  addition  to  the  loop  line  at  this 
station,  there  is  a  siding  off  the  down  line,  at  the  western  end  of  the  station.  The 
traffic  is  worked  on  the  absolute  block  system,  with  the  assistance  of  the  electric 
telegraph ;  and  although  the  proper  places  where  up  and  down  trains  should  pass  each 
other  are  prescribed  in  the  Company's  service  time  tables,  rules  are  laid  down  by 
which  these  passing  places  may  be  changed  when  the  trains  in  either  direction  are 
not  running  to  time.  On  the  morning  in  question  the  8h.  36m.  a.m.  up  passenger 
train  from  Plymouth  was  appointed  to  cross  the  7h.  5m.  a.m.  down  passenger  train 
from  Exeter  for  Plymouth  at  the  Kingsbridge  Road  station. 

The  evidence  in  this  case  was  mostly  taken  down  on  the  day  on  which  the  collision 
occurred  by  Mr.  Oompton,  the  Company's  superintendent  of  traffic  on  this  section, 
and  repeated  to  me,  with  such  additions  as  seemed  necessary,  on  the  day  on  which  I 
made  the  inquiry. 

Evidence. 

Signalman  William  Wakeham  states, — I  came  on  trucks  to  form  the  4.45  a.m.  train  for  Plymouth, 

dutj  at  Kingsbridge   Road  station  at  8.0  a.m.  this  I    believe    there    were    14    trucks    on.       At    the 

morning,  and  when  I  came  on  duty  the  short  12.30  a.m.  time    the  short   goods   train   was   standing  on    the 

train  from  Plymouth  was  standing  on  the  down  line ;  down  line,  there  was  a  special  potato  up  train  off 

they  had  been  putting  away  the  train  and  marshalling  Ivybridge,  which  crossed  them  at  Elugsbridge  Road, 
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and  after  that  train  (the  up  special)  had  left  Kings- 
bridge  Boad  station  I  sent  the  engine  and  van  of  the 
short  goods  train  and  some  trucks  for  Kingsbridge 
Boad  to  the  west  sidings,  and  a  man  went  down  to 
the  sidings  to  work  the  point  levers  which  are  con- 
centrated in  the  west  hut.  The  formation  of  the 
trucks  was  completed  as  far  as  the  west  sidings  wore 
concerned,  and  the  engine  returned  with  them  about 
8.46  a.m«,  and  went  over  the  eastern  points,  and  came 
back  and  coupled  up  to  the  trucks  which  had  been 
left  on  the  down  main  line.  The  down  fast  goods 
was  then  due,  and  the  engine  came  around  the  train 
and  pulled  it  down  over  the  west  points,  and  came 
back  on  the  up  line,  to  allow  the  down  fast  goods  to 
pass.  The  fast  goods  passed  in  due  course,  and  as 
soon  as  that  train  reached  Ivybridge  "  line  clear  "  was 
asked  from  Ivybridge  for  the  8.35  a.m.  up  express 
train  at  8.59  a.m.,  and  "line  clear"  was  given  for  the 
7.5  a.m.  down  passenger  train  to  Brent  station  at 
9.0  a.m.  1  gave  "  line  clear "  for  these  two  trains, 
and  told  the  guards  of  the  short  goods  train  that  the 
goods  train  was  to  stand  where  it  was  on  the  up  line 
until  I  knew  which  train  would  come  first,  the  8.35  a.m. 
up,  or  the  7.5  a.m.  down  passenger  train,  which  were 
due  to  cross  each  other  at  Kingsbridge  Boad  station. 
Finding  that  the  8.35  a.m.  train  was  gouged  off  Ivy- 
bridge, I  sent  the  short  goods  train  over  the  east  end 
points,  to  come  back  on  the  down  line,  to  lot  the  up 
express  train  into  the  station.  As  the  short  goods 
train  was  being  pushed  back  over  the  east  end  points, 
I  heard  a  chain  snap,  and  I  immediately  afterwards 
heard  the  driver  blowing  his  break  whistle,  and 
afterwards  found  the  train  had  run  back  and  come 
into  collision  with  the  7.5  a.m.  down  passenger  train 
from  Exeter.  As  I  had  given  Brent  "  line  clear  "  for 
the  7.5  a.m.  down  passenger  train  to  leave  that  station 
for  Kingsbridge  Boad,  /  know  I  did  wrong  in  sending 
the  goods  train  over  the  eastern  points  on  to  the  single 
line  beyond  it  to  get  on  to  the  down  line,  I  did  so  to 
avoid  delaying  the  8.35  a.m.  up  express  train,  as  that 
train  had  left  Ivybridge  for  Kingsbridge  Boad  about 
one  or  two  minutes  before  Brent  signalled  me  that  the 
down  passenger  train  had  left  that  station.  As  the 
goods  train  had  on  24  vehicles,  I  knew  that  the  tail 
of  the  train  would  be  beyond  the  home-signal.  I 
never  had  authority  to  do  such  a  thing,  but  I  did  it,  as 
I  said  before,  in  order  not  to  delay  the  up  express  train, 
and  so  avoid  any  complaint  about  delaying  that  train. 
I  was  in  bed  last  night  from  10.0  p.m.  until  7.0  a.m., 
so  that  I  was  not  in  any  way  tired  when  I  came  on 
duty  this  morning.  I  had  had  my  breakfast.  I  have 
been  in  the  service  six  years,  and  have  been  at  Kings- 
bridge  Boad  station  since  November  last,  and  have 
taken  day  and  night  duty  alternately  since.  I  told 
the  driver  and  guard  of  the  short  train  to  push  back 
over  these  points  and  get  on  to  the  down  line.  If  the 
coupling  had  not  broken  the  goods  train  would  have 
been  clear,  I  think,  on  the  down  line,  before  the 
7.5  a.m.  train  ran  up.  The  goods  train  would  have 
been  put  into  the  goods  siding  had  the  siding  not  been 
too  full  of  trucks  to  admit  of  it.  I  have  done  the  same 
thing  before,  in  order  not  to  delay  the  traffic. 

Engineman  George  Cockrell  states, — I  had  2,169 
tank  engine  and  had  worked  the  12.30  a.m.  up  goods 
train  from  Plymouth,  and  I  shunted  it  and  put  it 
away.  1  had  also  formed  the  4.45  a.m.  goods  train 
from  Kingsbridge  Boad  station,  when  I  received  orders 
from  the  signalman,  at  8.55  a.m.,  to  push  my  train 
back  from  the  up  platform  over  the  eastern  points, 
and  then  to  run  forward  on  the  down  line  to  allow 
the  8.35  a.m.  up  passenger  train  from  Plymouth  to  pass 
into  the  station.  When  I  reached  the  tunnel,  all  my 
train  was  over  the  points  with  the  exception  of  the 
engine  and  two  trucks.  I  was  proceeding  slowly 
backwards  and  did  not  have  my  break  on,  when  my 
train  parted,  throe  trucks  from  the  engine  (I  had 
24  on),  and  the  rear  part  of  my  train  ran  back  towards 
Brent.  I  immediately  sounded  my  break  whistle,  and 
followed  my  train  cautiously,  sounding  ray  whistle  the 
while.     Two  3rd  class  carriages  were  acting  as  break - 


vans  for  my  train.  The  head  guard  was  in  the  rear 
van,  and  said  he  appHed  his  break,  but  it  would  not 
hold  the  train.  The  second  guwd  was  on  the  step  of 
the  engine  at  the  tune  of  the  train  parting,  to  give 
the  signal  to  the  switchman  in  the  signal-box  when 
the  engine  and  train  had  passed  over  the  points. 
The  second  guard  ran  after  the  train  and  was  able  to 
apply  two  of  the  breaks  of  the  tnicks,  it  might  be 
two  or  three,  but  it  could  not  be  from  9  to  12. 
Several  trucks  passed  him  which  had  no  breaks  at 
all.  The  tail  part  of  my  train  ran  out  past  the 
distant  signal  at  Kingsbridge  Boad,  and  in  a  few 
minutes  I  saw  the  trucks  suddenly  stop  and  heard  a 
crash,  but  could  not  see  the  cause,  it  being  a  sharp 
curve.  My  engine  had  not  reached  the  first  over- 
bridge  from  this  station.  On  arrival  at  the  scene  of 
the  accident,  at  9.0  a.m.,  I  stopped  my  engine,  and 
walked  partly  down  the  train,  and  discovered  it  had 
come  into  collision  with  the  engine  of  7.5  a.m.  down 
passenger  train  from  Exeter.  The  engjne  2,085  was 
damaged,  also  the  break  carriages  of  my  train  and 
trucks,  and  several  trucks  were  off  the  line.  As  soon 
as  the  ofiacials  arrived  at  the  accident,  I  had  orders 
to  pull  the  remaining  trucks  that  were  not  off  the 
line  into  Kingsbridge  Boad  station,  and  I  took  six 
and  one  that  had  been  off  the  road  into  the  yard.  I 
afterwards  brought  seven  more  trucks  into  the  station 
yard.  My  opinion  as  to  the  cause  of  the  train  breaking 
away,  was  that  it  was  caused  by  a  defective  link ;  I 
saw  a  flaw  in  the  link  when  it  was  picked  up.  At 
Kingsbridge  Boad  station  I  received  orders  to  work 
the  down  north  mail,  and  I  transferred  the  passengers 
to  Plymouth,  starting  at  12.0,  and  arriving  at  Plymouth 
12.50  p.m.  The  trucks  were  running  away  at  the 
rate  of  about  five  or  six  miles  an  hour.  I  saw  the 
second  guard  running  alongside  the  train,  at  times ; 
but  I  was  not  keeping  a  look-out  upon  him  all  the 
time.  He  may  have  passed  from  truck  to  truck  in 
order  to  put  the  breaks  down. 


Goods  guard  Samuel  Hannaford  states, I 

as   head   guard   of  the  12.30   a.m.  ud    short 


acted 
goods 


train  from  Plymouth  to  Kingsbridg^  Boad  station 
this  morning.  We  left  Plymouth  at  1.17  am 
Laira  arrived  at  1.29,  departed  2.0 ;  15  min.  shunting  \ 
16  mm.  waiting  for  up  special  potato  train  to  pass. 
We  were  detained  at  Tavistock  junction  from  2.4  a.m. 
to  2.37  a.m.,  to  allow  an  up  special  goods  train  which 
preceded  the  up  special  potato  train  to  Plympton 
where  it  shunted  for  the  up  potato  tram  to  pass. 
Plympton,  arr.  2.41  a.m.,  dep.  3.37  a.m. ;  10  min. 
shunting,  6  min.  for  water,  40  min.  waiting  for  the 
up  goods  special  to  clear  Hemerdon  incline.  Hemer- 
don,  arr.  3.55  a.m.,  dep.  4.35  a.m. ;  10  mins.  shunting 
and  30  min.  for  3.0  a.m.  down  London  mail  to  come 
off  single  line.  Ivybridge  passenger  station,  arr. 
4.47  a.m.,  dep.  4.52  a.m. ;  five  minutes  loading  goods. 
Ivybridge  siding,  arr.  4.56  a.m.,  dep.  5.45  a.m.;  49 
min.  shunting  oft'  10  trucks  and  taking  on  13  trucks. 
Kingsbridge  Boad,  arr.  5.55  a.m.,  instead  of  3.50  a.m'. 
We  made  two  shunts,  and  then  drew  the  train  ahead 
for  2.0  a.m.  down  goods.  They  had  a  truck  off  that 
ti-ain,  and  I  divided  my  train  to  take  it  from  that  train. 
We  then  came  back  and  coupled  up  to  clear  the  down 
line  for  the  down  2.0  a.m.  to  go  by.  We  then  pushed 
back  again  to  finish  the  shunting.  We  made  three 
shunts  more,  which  finished  the  work  at  the  east  end 
of  the  yard.  We  then  went  to  the  east  end  points 
and  shunted  on  to  the  down  line,  to  allow  the  6.45  a.m. 
up  passenger  and  another  up  special  potato  train  to 
pass.  We  then  went  to  the  other  end  of  the  yard 
with  three  Kingsbridge  Boad  trucks  and  the  two  vans, 
and  formed  the  down  train  with  the  vans  at  the  west 
end,  and  brought  them  to  the  station  to  be  marshalled 
with  the  trucks  standing  at  the  station  on  the  down 
line.  The  engine  then  ran  from  the  east  to  the  west 
end  of  tlie  yard  and  got  in  front  of  the  train,  so  as  to 
be  ready  to  start  for  Plymouth.  We  then  shunted 
from  the  down  to  the  up  line  to  allow  the  down  fast 
goods  train,  10.45  p.m.  from  London,  to  pass.  After 
the  down  fast  goods  train  loft  Kingsbridge  Boad  for 
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Plymouth,  at  8.50  a.m.,  my  train  stood  on  the  up  line 
for,  I  should  think,  10  to  12  min. ;  part  of  that  time 
.1  was  taking  the  numbers  of  trucks,  but  for  5  min., 
I  should  thmk,  I  was  sitting  in  my  van  waiting  for 
the  train  to  be  moved  forward  or  backwards,  according 
to  the  instructions  from  the  signalman  to  the  driver. 
I  had  no  conversation  with  the  signalman  in  the 
hut,  nor  with  the  station  master.  1  had  seen 
him  at  the  station  when  the  6.45  a.m.  up  passenger 
train  went  through,  at  about  7.40  or  7.50  a.m.  I 
heard  the  driver  of  my  train  blow  his  small  whistle, 
and  I  looked  out  of  the  window  and  found  the  train 
was  backing  towards  Exeter,  and  when  my  break 
carriage  reached  the  east  end  points  I  began  to  put 
my  break  on.  I  was  riding  in  my  van,  the  last  but 
one  vehicle  of  that  train.  There  was  a  break  carriage 
behind  me,  for  my  mate  to  ride  iu,  but  he  was  not 
there,  as  I  saw  him  shortly  before  coupling  up  trucks 
about  the  centre  of  the  train.  When  I  put  my  break 
on  I  found  the  trucks  press  against  it,  and  I  then  put 
it  on  as  tight  as  I  coiild  and  chained  it,  and  I  then 
heard  the  driver  of  my  train  blow  his  break  whistle, 
and  immediately  afterwards  I  heard  the  driver  of  the 
7.5  a.m.  down  train  blow  his  break  whistle.  I  tried 
to  get  out  of  my  van  with  a  spragg  in  my  hand,  but 
before  I  had  time  to  get  out  the  collision  took  place, 
and  I  was  knocked  down  by  being  forced  up  against 
the  break-handle,  and  I  did  not  know  where  I  was 
for  some  time.  I  had  a  blow  on  my  chest  from,  I 
think,  the  break-handle,  but  was  not  otherwise  hurt. 
The  door  of  my  van  was  made  very  tight  by  the 
collision,  and  I  had  diflB.culty  in  opening  it,  and  two 
compartments  of  it  were  knocked  in.  On  getting  on 
to  the  ground  I  found  that  the  7.5  a.m.  down  train 
had  come  into  collision  with  my  train,  and  the  break 
carriage  which  was  behind  mine  was  very  much 
damaged ;  several  trucks  were  knocked  off  the  line, 
as  wdl  as  the  leading  wheels  of  the  passenger  train 
engine.  I  did  not  see  that  anyone  had  been  injured. 
When  my  train  was  pushed  back  from  the  station  I 
thought  that  the  8.35  a.m.  up  express  was  going  to 
cross  the  7.5  a.m.  down  passenger  train  at  Brent 
instead  of  at  Kingsbridge  Road,  but  I  did  not  en- 
quire of  the  signalman  nor  of  the  station  master.  We 
have  pushed  back  previously,  as  we  did  to-day,  to  get 
upon  the  down  line  to  allow  the  8.35  a.m.  up  express 
to  pass  up,  but  in  those  cases  that  train  crossed  the 
down  7.5  a.m.  at  Brent,  but  I  have  never  known  a 
case  of  our  backing  or  running  out  against  a  down 
passenger  or  goods  train,  like  we  did  this  morning. 
I  ascertained  from  the  signalman  some  time  before, 
that  we  could  not  leave  Kingsbridge  Road  station 
until  the  8.35  a.m.  up  and  the  7.5  a.m.  down  pas- 
senger trains  had  gone.  I  have  been  in  the  Company's 
service  16  years,  and  have  been  a  goods  guard  12  years. 
The  distance  between  the  wagons  when  the  break 
whistle  was  sounded  was  about  the  length  of  a  truck  ; 
three  trucks  were  left  attached  to  the  engine  ;  thinks 
two  contained  gas  coal,  and  one  tiles.  About  1  to  1^ 
minutes  after  whistle  was  sounded  the  collision  oc- 
curred. I  think  we  were  running  about  two  or  three 
miles  an  hour  when  the  collision  took  place. 

Goods  guard  Thomas  Marshall  states, — I  acted  as 
second  guard  with  Hannaford  on  the  12.30  a.m.  up 
goods  train  from  Plymouth  to  Kingsbridge  Road  this 
morning.  This  train  works  between  Plymouth  and 
Kingsbridge  Road  only,  doing  the  local  work  between 
those  points.  After  finishing  our  work  at  Kings- 
bridge  Road  station,  at  about  6.30  a.m.,  we  were  told 
by  the  signalman  to  stand  on  the  up  line  to  allow  a 
special  down  goods  and  the  down  fast  goods  to  pass  for 
Plymouth.  When  those  trains  had  passed,  at  8.35  a.m., 
we  had  not  time  to  leave  Kingsbridge  Road  station 
for  Ivybridge,  to  cross  the  8.35  a.m.  up  express  train 
there,  as  we  had  to  do  work  at  Ivybridge  siding,  and 
the  signalman  told  me  we  were  to  stop  at  Kingsbridge 
Road  until  he  told  us  which  road  to  stand  on  for  the 
8.35  a.m.  up  or  7.5  a.m.  down  trains  to  pass  each 
other.  I  asked  him  whether  we  had  to  change  over 
for  the  8,35  a.m.,  or  stand  where  we  were  for  the 


7.5  a,m.  train  to  pass.  He  said,  you  must  stand  where 
you  are,  until  I  give  you  orders.  Shortly  afterwards, 
he  said,  the  8.35  a.m.  up  express  is  off  Ivybridge,  and 
we  were  to  shove  back  over  the  east  points,  and  that 
we  were  then  to  pull  ahead  on  to  the  down  line,  and 
shunt  back  and  stand  behind  the  up  express  train  on 
the  up  line,  to  allow  the  7.5  a.m.  train  to  cross  the 
express.  He  also  told  me  that  the  7.5  a.m.  was  at 
Brent,  but  did  not  say  that  he  had  given  '^  line  dear  " 
for  it  to  come  on.  I  did  not  think  that  the  signalman 
would  have  given  **  line  clear  "  for  the  down  train, 
until  we  had  pulled  in  off  the  single  line  on  to  the 
down  line  and  clear  of  the  down  platform,  becruise 
the  line  drops  a  bit  from  the  tunnel  eastwards.  It 
did  not  occur  to  me  to  ask  him  if  he  had  given  ^'  line 
clear "  for  the  7.5  a.m.  train,  neither  did  I  ask  him. 
At  the  time  the  signalman  spoke  to  me  from  the 
window  of  his  signal-box,  I  was  standing  on  the  line 
by  the  side  of  the  train,  five  or  six  trucks  length  away 
from  the  engine,  having  just  finished  coupling  up. 
My  mate  was  in  his  van,  the  last  vehicle  but  one  in 
the  train.  There  were  22  trucks,  and  2  break  car- 
riages in  the  train.  I  gave  the  driver  a  signal  to  push 
back,  and  I  jumped  on  the  steps  of  the  engine  to  see 
that  the  east  end  points  were  closed  after  we  had  run 
over  them  from  the  up  line.  Just  as  the  engine  was 
on  the  heel  of  the  points,  the  fireman  put  his  break 
on,  and  the  train  broke  away  between  the  third  and 
fourth  vehicles  from  the  engine,  and  19  trucks  and 
2  break  carriages  ran  back.  I  immediately  jumped  off 
the  step  of  the  engine  and  put  down  all  the  truck 
breaks  I  possibly  could.  There  was  a  break  in  the 
first  truck,  an  empty  one,  and  after  putting  that  down 
I  went  from  truck  to  truck  until  I  had  put  down 
several  breaks,  9  or  10,  and  until  there  were  no  more 
breaks  to  put  down,  and  I  then  jumped  off,  and  im- 
mediately afterwards  the  collision  occurroi.  The 
trucks  were  not  travelling  faster  than  three  or  four 
miles  an  hour  at  the  moment  of  collision.  The  car- 
riage which  I  intended  to  use  as  a  break,  was  the  one 
first  run  into  at  the  tail  of  the  train,  and  it  was  very 
much  damaged,  and  had  I  been  in  it  at  the  time  of  the 
collision  I  must  have  been  injured,  as  the  break  com- 
partment was  smashed  in.  I  asked  several  passengers 
if  anyone  was  injured,  and  they  said  no.  I  heard  the 
break  whistle  of  the  7.5  a.m.  down  passenger  train 
engine  blown  before  the  collision  occurred.  Two  pas- 
sengers told  me  that  they  saw  the  trucks  approaching 
their  train  just  before  the  break  whistle  was  blown. 
I  do  not  know  of  an  instance  where  an  up  train  has 
been  pushed  over  the  eastern  points  at  the  time  that 
"  line  clear  "  has  been  given  for  a  train  to  leave  Brent. 
The  siding  at  Kingsbridge  Road  station  was  so  full 
of  trucks  that  it  could  not  be  used.  There  were  a 
large  number  of  trucks  of  coal  for  Ivybridge  siding 
there.  I  have  been  in  the  company's  service  seven 
years,  and  have  worked  goods  trains  three  years,  and 
have  worked  the  same  train  18  months.  The  cause 
of  the  train  becoming  disconnected  was,  that  a  coup- 
ling link  broke  which  had  a  flaw  in  it,  and  there  was 
no  hook  to  the  draw-bar  chain  of  the  ti*uck  next  it, 
so  that  the  truck  was  connected  with  one  draw-bar 
chain  and  two  side  chains,  and  the  link  breaking 
caused  the  side  chains  to  be  pulled  out.  If  there  had 
been  a  second  draw  chain  hook,  I  do  not  think  the 
accident  would  have  occurred. 

Booking  porter  Thomas  Prout  states, — ^I  came  on 
duty  this  morning  at  7.0  aon.  I  found  the  12.30  a.m. 
short  up  goods  train  in  the  yard.  There  was  a  horse- 
box for  Oxford  to  go  away  by  the  6.45  a.m.  up 
passenger  train  from  Plymouth.  I  told  guard 
Marshall  to  move  his  train  ahead,  so  that  the  6.45  a.m. 
passenger  train  from  Plymouth  could  shunt  back 
over  the  crossing  for  a  horse-box.  Aft^r  the  horse- 
box was  taken  on  by  the  6.45  a.m.  train,  I  told 
guard  Marshall  to  put  his  train  back  clear  of  the  up 
line  to  allow  6.45  a.m.  train  to  pass  out.  After  the 
6.45  a.m.  up  passenger  train  left,  about  7.50  a.m.,  I 
went  up  into  the  passenger  bookhag  office,  and  com- 
menced   making    out    my    goods    abstract,    and    at 
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8.40  a.m.  I  commenced  booking  passengers  for  the 
7.5  a.m.  down  passenger  train  from  Exeter.  When 
doing  so,  at  about  9.5  a.m.,  I  heard  the  goods  train 
referred  to  push  back  eastwards,  and  I  heard  a 
coupling  chain  break,  and  I  thought  the  train  had 
broken  loose.  I  thought  it  had  done  so  from  the 
noise.  I  know  the  line  falls  from  the  tunnel  towards 
Brent,  so  that  a  train  being  pushed  back  over  the 
eastern  points  would  be  on  a  falling  gradient  When 
I  heard  the  couplings  break,  I  knew  that  the  train 
was  being  pushed  back,  and  thought  it  was  from  the 
breaks  being  put  on  suddenly,  which  proved  to  be 
the  case.  I  immediately  closed  the  ticket  case,  and 
went  down  to  the  scene  of  the  accident,  and  found 
that  the  7.5  a.m.  down  passenger  train  had  come  into 
collision;  with  the  trnc^  which  had  broken  away,  near 
the  down  distant  signal.  I  enquired  of  the  passen- 
gers in  the  down  train  if  they  were  hurt.  One 
passenger,  Mr.  Bickford,  staff  surgeon  of  H.M.S. 
"  Hecate"  gave  me  his  card,  and  said  he  was  bruised 
in  the  chest  by  striking  against  another  passenger. 
A  Mr.  Rowell  of  Paul  Street,  Exeter,  told  me  that 
he  had  a  blow  on  the  head,  crushing  the  brim  of  hat, 
and  there  was  a  slight  scar  on  the  forehead,  and  there 
was  a  little  blood  coming  from  it,  as  if  from  a  scratch. 
These  were  the  only  complaints  I  heard.  Mr.  Kowell 
went  by  coach  to  Kingsbridge  shortly  after  the  acci- 
dent. I  don't  know  where  the  other  passenger  went. 
When  I  left  the  yard  to  go  to  the  booking  oflSce  to 
begin  my  abstract,  I  did  not  know  where  the  short 
goods  train  then  in  the  yard  would  cross  the  8.35  a.m. 
up  express  train  and  the  7.5  a.m.  down  passenger 
train,  but  I  thought  the  short  down  goods  train  would 
have  gone  to  Ivybrid^  in  front  of  the  7.5  a.m.  down 
passenger  train,  as  they  must  I  think  have  finished 
their  work,  but  I  did  not  inquire  either  of  the  guards 
or  the  signalman.  I  did  not  notice  any  trains  coming 
in  after  that,  but  there  was  an  up  special  goods  from 
Plymouth,  which  arrived  here  at  8.18  a.m.,  stopped, 
and  went  on  at  8.26  a.m.  I  often  go  down  to  the 
yard  to  see  what  is  going  on,  in  the  shape  of  trains 
running,  <S:;c.,  as  you  asked  me  to  do  the  last  time  you 
were  at  Kingsbridge  Road  station,  but  on  this  occasion 
I  did  not  go  down.  I  left  the  signahnan  to  arrange 
the  despatch  of  the  goods  train,  &c.  The  signalman 
knew,  I  think,  that  I  was  in  the  office,  and  if  he 
wanted  me  he  would  have  rung  the  bell  which  he  has 
in  the  signal-box.  The  signalman  was  wrong  to-day  in 
allowing  the  goods  train  to  shunt  back  over  the 
eastern  points  after  '^  line  clear  "  had  been  given  for 
the  7.5  a.m.  down  passenger  train  to  come  on  from 
Brent.  The  signahnan  should  have  kept  the  down 
short  goods  train  on  the  up  line  until  the  down  train 
had  arrived,  and  then  should  have  pushed  it  over 
the  eastern  points ;  and  yesterday  or  the  day  before, 
a  goods  train  was  so  shunted  behind  the  same  pas- 
senger train.  If  the  goods  tndn  had  been  standing 
on  the  down  line,  instead  of  on  the  up  line,  the  up  ex- 
press would  have  been  first  admitted,  and  the  down 
short  goods  train  would  then  have  been  put  at  the 
rear  of  the  up  express  to  allow  down  passenger  trains 
to  come  into  the  station.  I  leave  the  shunting  to  the 
signalmen  and  the  goods  guards  as  a  rule  ;  but  I  often 
go  down  by  day  and  see  how  it  is  done,  and  tell  them 
the  best  way,  in  my  opinion,  to  shunt.  I  may  have 
told  the  signalmen  that  they  should  never  shunt  a 
train  outside  the  yard  after  "line  clear"  has  been 
given  for  a  train,  but  the  rule  has  always  been  very 
exact,  not  to  shunt  after  ''  line  clear  "  has  been  given 
either  from  Brent  or  from  Ivybridge,  but  I  can't  say 
that  any  written  instructions  have  been  given  by  me. 
I  have  been  in  the  company's  employ  31  years,  and  at 
Kingsbridge  Boad  station  29  years.  We  have  never 
had  an  accident  before  of  the  same  kind  as  happened 
this  morning.    I  have  never  known  a  case  of  a  train 


being  pushed  out  of  the  jsvd  towards  a  train  after 
"line  clear"  had  been  given  for  it. 

JVUliam  Chiswelly  engineman,  states, — I  worked 
the  7.5  a.m.  down  passenger  train  from  Exeter  to 
Plymouth,  with  engine  2085,  and  six  coaches,  on 
the  8th  June  1878.  I  left  Brent  at  9.2  a.m.  The 
starting  signal  was  showing  "all  right,"  and  on 
approaching  Kingsbridge  JRoad  station  the  down 
distant-signal  was  at  "danger,"  and  I  shut  off  the 
steam,  and  was  going  on  cautiously.  My  fireman 
then  hallooed  out  that  there  was  a  train  coming  back. 
I  reversed  the  engine,  and  blew  the  break  whistle, 
but  was  unable  to  stop,  but  slackened  down  to  four  or 
five  miles  per  hour.  There  was  no  man  back.  I  saw 
a  man  in  tie  second  van  looking  out  of  the  window. 
I  do  not  think  any  passengers  were  hurt.  I  was  a 
little  bruised  on  my  left  leg  by  the  coal  flying  about ; 
my  mate  was  not  bruised.  The  smoke-box  of  my 
engine  was  knocked  in,  and  the  front  bufier  plank 
broken,  and  chimney  knocked  off!  I  was  only  about 
8  or  10  coaches  length  off,  when  my  mate  hallooed  out 
that  a  train  was  coming.  We  had  passed  the  first 
under-bridge  from  this  station  when  my  mate  called 
out,  and  the  collision  occurred  outside  the  down 
distant-signal. 

Henry  Price^  guard,  states^— I  worked  as  head 
guard  of  the  7.5  train  from  Exeter  this  morning.  My 
train  consisted  of  a  tender,  engine,  six  carriages,  and 
two  break-vans.  One  break -van  was  next  to  the 
tender  in  which  I  rode,  and  the  other  was  a  break- 
carriage  towards  the  tail  of  the  train.  I  don't  know 
exactly  where  it  was.  We  left  Brent  at  9.2  a.m. 
When  near  the  down  distant-signal  at  Kingsbridge 
Road  station  my  driver  blew  the  break  whistle,  and  I 
applied  my  break,  and  we  almost  immediately  came 
into  collision  with  a  goods  train  which  had  been 
backed  from  the  station.  The  shock  was  severe.  I 
had  hold  of  my  break,  and  my  break  was  on.  I  was 
thrown  against  the  partition  of  the  van  violently,  and 
the  back  of  my  ear  bled  from  the  blow.  I  feel  a  bit 
stiff  in  the  shoulders.  I  did  not  hear  any  passengers 
complain.  I  inquired  of  many  if  they  were  hurt,  and 
they  all  said  "No."  I  saw  one  gentleman  with  a 
slight  cut  on  his  lip.  I  spoke  to  him,  and  he  said 
he  had  been  thrown  against  the  compartment  opposite 
where  he  had  been  sitting.  That  is  all  I  know  of 
any  passengers  being  injured.  The  driver  told  me  a 
lump  of  coal  struck  him  on  the  leg.  We  were  only 
running  about  six  miles  an  hour  when  the  accident 
occurred.  The  driver  told  me,  as  soon  as  he  saw  the 
goods  train  approaching  him  he  reversed  his  engine. 
The  speed  was  reduc^  before  the  driver  saw  the 
trucks,  because  the  signal  was  against  him.  The 
front  wheels  of  the  engine  were  thrown  off  the  rails, 
but  neither  the  tender  nor  any  of  the  carriages  were 
off  the  road.  The  colUsion  occurred  some  little  time 
after  9  o'clock. 

James  Higgs. — I  acted  as  second  guard  of  the 
7.5  down  passenger  train  this  morning.  When  my 
driver  blew  the  break  whistle  I  just  had  time  to  put 
on  my  break  when  the  collision  occurred.  I  jumped 
out,  and  found  my  mate  was  not  seriously  injured, 
and  then  went  back  to  protect  the  van.  I  went  to 
Brent,  and  telegraphed  for  the  break-down  gang.  I 
saw  a  gentleman  with  his  nose  bleeding.  He  said  he 
was  a  surgeon,  and  I  asked  him  to  go  in  front  and 
see  if  anyone  was  injured.  He  didn't  say  how  he 
was  injured.  We  were  running  five  or  six  miles  an 
hour  at  the  time  of  the  collision  ;  it  was  severe.  The 
speed  had  been  reduced  before  the  break-whistle  was 
blown.  I  rode  in  the  last  coach  which  had  a  break 
in  it.  The  leading  wheels  of  the  engine  were  the 
only  wheels  thrown  off  the  rails. 


Prom  the  preceding  statements  it  appears  that  at  Kingsbridge  Boad  station  "  line 
clear  "  was  asked  for  from  Ivy  Bridge  station  for  the  8h.  35m.  a.m.  up  express  train 
at  8h.  69m.^  and  permission  for  that  train  to  come  on  was  given ;  and  that  "  line  clear  '* 
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was  given  to  Brent  station  for  the  7h,  5ni.  a.m.  down  passenger  train  from  Exeter  for 
Plymouth  at  9h.  Om.  a.m. 

At  that  time  the  Ah.  45m.  a.m.  down  short  goods  train,  which  was  due  at  Plymouth 
at  6h.  66m.  a.m.,  was  standing  with  the  engine  at  the  western  end  of  the  train  on 
the  up  line.  It  consisted  of  an  engine,  22  trucks,  and  two  third-class  carriages,  fitted 
with  breaks  at  the  rear  or  eastern  end  of  the  train,  and  the  guards  were  told  to  remain 
on  the  up  Kne  until  the  signalman  (Wakeham)  had  ascertained  which  of  the  two 
trains,  viz.,  the  8h.  S5m.  a.m.  up  express  or  the  7h.  5m.  a.m.  down  passenger  train, 
was  likely  to  arrive  first  at  the  Kingsbridge  Road  station ;  and  as  soon  as  he  had 
ascertained,  he  directed  that  the  4h.  45m.  a.m.  down  short  goods  train  should  be 
shunted  back  clear  of  the  points  at  the  eastern  end  of  the  loop  line,  in  order  that  it 
might  be  drawn  forward  on  to  the  down  line,  thus  clearing  the  up  road  for  the 
8h.  35m.  a.m.  up  express  train  to  pass  into  the  station,  where  it  was  appointed  to 
stop.  It  was  further  intended  when  the  8h.  36m.  a.m.  up  express  train  had  reached 
the  station,  that  the  4h.  45m.  a.m.  down  short  goods  train  should  be  dravm  ahead  on 
the  down  line  over  the  western  points  of  the  loop,  and  then  shunted  back  on  to  the  up 
line,  behind  the  8h.  35m.  a.m.  up  express  train,  in  order  that  the  7h.  5m.  a.m.  down 
passenger  train  might  pass  from  the  single  line  between  Brent  and  Kingsbridge  Koad 
into  the  station  on  the  dovm  line,  and  thus  allow  the  8h,  35m.  a.m.  up  express  train 
to  proceed  to  Exeter  and  London. 

However,  when  the  4h.  45m.  a.m.  down  short  goods  train  was  shunted  back  to  the 
eastern  end  of  the  station,  and  over  the  eastern  points  of  the  loop  line,  which  points 
are  situated  in  a  short  tunnel  or  covered  way  that  carries  the  turnpike  road  over  the 
railway,  it  got  upon  a  falling  gradient  of  1  in  132,  and  the  driver  found  that  his  train 
had  separated  into  two  parts,  and  that  the  rear  part,  consisting  of  19  trucks  and 
two  third-class  carriages,  was  running  away  from  the  engine  and  the  three  remaining 
trucks  still  attached  to  it,  down  the  incline  towards  Brent  station.  This  happened 
from  the  fracture  of  a  coupling  link,  caused  by  a  very  large  flaw  in  the  weld.  The 
head  guard  was  riding  in  the  leading  third-class  carriage  at  the  rear  of  the  train, 
and  he  states  that  he  began  to  put  his  break  on  when  his  carriage  reached  the  eastern 
points  of  the  loop ;  and  the  imder  guard  says  that  he  rode  on  the  step  of  the  engine 
as  the  train  was  pushed  back,  and  just  as  the  engine  was  on  the  heel  of  the  eastern 
points  of  the  loop  line  the  fireman  put  the  engine  break  on,  and  the  train  broke 
avray  between  the  third  and  fourth  trucks  from  the  engine.  He  says  that  he  then 
jumped  off  the  step  of  the  engine,  and  began  to  put  down  all  the  truck  breaks  that  he 
could,  to  the'  extent  of  9  or  10  altogether.  The  driver,  when  he  found  that  the  train 
had  separated  into  two  parts,  sounded  his  break  whistle,  and  cautiously  followed  the 
runaway  portion  of  his  train.  I  do  not  think  the  under  guard  can  have  acted  as  he 
stated,  as  to  putting  on  such  a  large  number  of  breaks  on  the  trucks,  or  the  train 
would  have  oeen  stopped.  The  collision  occurred  about  858  yards  east  from  the 
signal  box,  or  572  yards  outside  the  down  home-signal,  or  66  yards  outside  the  down 
distant-signal,  which  was  on  at  "  danger  '*  against  the  advancing  7h.  5m.  a.m*.  down 
passenger  train. 

The  runaway  trucks  are  said  to  have  been  running  at  from  two  to  five  or  six  miles 
an  hour,  and  the  7h.  5m.  a.m.  down  passenger  train  at  five  or  six  miles  an  hour,  when 
the  collision  took  place. 

THie  runaway  trucks  could  not  be  seen  by  the  driver  of  the  7h.  5m.  a.m.  down 
passenger  train  until  the  third-class  break  carriage  at  the  rear  of  the  trucks  had  passed 
through  an  over  bridge,  which  is  about  748  yards  from  the  signal  box ;  and  the  driver 
further  states  that  he  had  passed  an  imder  bridge,  which  is  about  961  yards  from  the 
signal  box,  when  the  fireman  called  out  that  a  train  was  coming  back.  No  blame 
attaches  to  any  of  the  Company's  servants  with  the  7h.  5m.  a.m.  down  passenger 
train,  but  it  is  probable  that  if  this  train  had  been  fitted  with  continuous  breaks  under 
the  control  of  the  engine  driver,  the  effects  of  the  collision  would  have  been  diminished, 
although  it  would  not  have  been  altogether  avoided. 

The  coupling  link  which  broke  was  attached  to  a  trader's  truck,  and  it  is  not  known 
how  long  it  had  been  in  use.  It  was  If  inches  in  diameter,  and  the  fracture  took 
place  at  a  weld,  where  the  iron  that  was  properly  united  did  not  amount  to  more  than 
about  one  third  of  the  sectional  area. 

The  Great  Western  Book  of  Rules,  agreeing  with  the  Clearing  House  Rules  of 
November  1876,  contains  the  following  rule :  "  156.  The  line  must  not  be  obstructed 
"  or  occupied  by  shunting  or  otherwise,  until  the  signals  applicable  to  the  line  or 
"  lines  about  to  be  obstructed  have  first  been  placed  at  *  daiiger.'  Where  the  block 
"  system  is  in  operation,  and  it  is  found  necessary  to  foul  or  occupy  any  portion  of 
J  899.  B; 
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"  the  line  outside  the  home-signal,  the  line  must  first  be  blocked  back  by  telegraph 
"  to  the  signal  box  in  rear,  before  such  obstruction  is  permitted." 

Not  only  was  this  rule  not  carried  out,  but  the  shunting  back  of  the  4.45  a.m.  down 
goods  train  over  the  points  at  the  eastern  end  of  the  loop  out  on  to  the  single  line,  and 
on  to  the  falling  gradient  of  1  in  132,  commenced  after  "line  clear'*  had  been  given 
to  Brent  station  for  the  7h.  5m.  a.m.  down  passenger  train  to  leave  that  place  for 
Kingsbridge  Road  station.  The  signalman,  Wakeham,  admitted  that  he  had  done 
wrong  in  doing  this,  and  he  also  allowed  that  it  was  not  the  first  time  that  he  had 
done  so,  in  order  to  facilitate  the  passage  of  up  and  down  trains  crossing  each  other  at 
this  station. 

This  collision  was  therefore  occasioned  by  an  improper  mode  of  working  the  traffic 
under  the  absolute  block  system  at  Kingsbridge  R^td  station,  by  the  signalman  on 
duty,  Wakeham;  and  it  is  most  fortunate  that  it  was  not  attended  with  far  more 
serious  results. 

It  is,  however,  right  to  state  that  from  the  construction  of  the  station,  and  the 
insufficient  amount  of  siding  accommodation  provided,  a  similar  collision  may  occur 
any  day  from  a  similar  fracture  of  a  coupling,  without  any  infringement  of  the 
regulations  for  working  the  traffic  on  the  absolute  block  system,  if  the  same  mode 
of  shunting  a  train  over  the  points  at  the  eastern  end  of  the  loop  line,  on  to  the  falling 
gradient  of  1  in  132,  in  order  to  pass  that  train  from  the  up  to  the  down  line,  be  con- 
tinued, because  such  a  train,  if  not  brought  to  a  stand  by  the  breaks  that  might  be 
put  on,  would  certainly  run  past  Brent  station,  and  might  be  met  at  the  eastern  side 
of  that  station  by  a  down  train  from  Totnes,  on  its  way  to  Kingsbridge  Eoad  and 
Plymouth. 

The  plan  of  the  station  at  Kingsbridge  Road,  which  has  been  supplied  to  me  by  the 
officers  of  the  Company,  at  my  request,  and  the  section  showing  the  gradients  and 
inclines  between  Plympton  and  Totnes,  will  show  the  risks  which  are  involved  in  the 
present  construction  of  the  station  and  in  the  shunting  of  trains  out  on  to  the  falling 
gradients,  if  a  coupling  should  at  any  time  break  or  become  uncoupled  from  any 
cause  whatever. 

I  have,  &c., 

The  Secretary,  W.  Tolland,  Colonel. 

(RaUway  Department,) 
Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  13  th  Jnlj. 


GREAT  WESTERN  RAILWAY. 


Board  of  Trade  (Railway  Department), 
SiE,  13,  Downing  Street,  14th  October  1878. 

In  compliance  with  the  instructions  contained  in  the  order  of  the  4th  ultimo, 
I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the  result  of 
my  enquiry  into  the  circumstances  connected  with  the  collision  that  occurred  on  the 
30th  of  August  last,  at  the  Princes  Risborough  station  of  the  Great  Western  Railway. 

The  7.25  p.m.  passenger  train  from  London  to  Aylesbury  ran  against  some  coal 
waggons  that  were  stancfing  in  a  siding  at  Princes  Risborough. 

Seven  passengers,  and  the  engine-driver  and  guard  of  the  passenger  train,  are 
reported  to  have  been  hurt,  but  their  injuries  are  not  believed  to  be  serious. 

The  lines  from  Aylesbury,  Oxford,  and  Watlington  join  at  Princes  Risborough. 
The  station  and  junctions  are  protected  by  the  ordinary  home  and  distant  signals. 
The  signals  and  some  of  the  points  are  worked  from  a  raised  signal  cabin  at  the  west 
end  of  the  station,  and  are  interlocked  with  each  other.  Several  pairs  of  points  are 
worked  on  the  ground,  and  are  interlocked  from  the  same  signal  cabin  by  means  of 
bolts  and  wires  on  an  old  system,  which  has  now  been  very  much  improved  upon. 

On  the  day  of  the  collision  the  passenger  train,  which  consisted  of  a  tank  engine, 
four  passenger  coaches,  and  a  break  van  at  the  tail  of  the  train  in  which  the  guard  in 
charge  was  travelling,  reached  Princes  Risborough  from  London  and  Maidenhead  at 
9.50  p.m.,  five  minutes  late.  The  train  stopped  about  two  minutes  at  Princes  Ris- 
borough to  discharge  its  passengers,  and  then  the  guard  whistled  and  held  out  a  green 
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light  to  intimate  to  the  engme  driver  that  the  station  work  was  done,  and  that  the 
train  might  proceed  on  its  journey  to  Aylesbury,  The  starting  signal  had  already 
been  lowered  at  this  time,  and  the  engine  driver  put  on  steam  and  started  his  train. 

About  50  yards  north  of  the  Princes  Risborough  station  platform  there  are  a  pair  of 
facing  points  which  lead  to  a  siding  on  the  west  side  of  the  line  to  Aylesbury. 
Immediately  after  the  engine  of  the  passenger  train  passed  through  these  points  the 
engine  driver  felt  his  engine  twist,  as  it  moved  over  the  crossing  which  is  made  by  the 
junction  of  the  siding  with  the  passenger  line.  He  shut  off  steam  at  once,  and  had 
no  time  to  do  anything  more,  before  his  engine  struck  some  goods  waggons  in  the 
siding,  was  thrown  on  the  rails,  and  fell  down  the  bank  into  a  field  on  the  west  side 
of  the  line.  The  carriage  next  to  the  engine  also  fell  into  the  field.  The  second 
coach  was  dragged  off  the  rails  but  remained  on  the  embankment,  which  is  about  six 
feet  above  the  field  at  this  place.  The  rest  of  the  train  remained  on  the  rails.  The 
engine  came  to  rest  with  its  wheels  in  the  air,  and  the  engine  driver  was  caught 
under  it  by  the  comer  of  the  tank^  The  fireman  also  fell  under  the  engine,  but 
escaped  without  any  injury.  He  had  no  time  to  put  his  break  on.  The  coach  next  to 
the  engine  fell  over  on  its  left  side.  The  guard  was  knocked  down  by  the  collision. 
His  van  came  to  a  stand  immediately  afterwards,  when  he  got  out,  and  gave  such 
assistance  as  he  could  to  the  engine  driver  and  passengers. 

The  evidence  is  as  follows.  The  statements  of  HoUoway  and  Winch  were  made  to 
the  officers  of  the  Great  Western  Railway  when  they  enquired  into  the  circumstances 
of  the  accident.  The  first  of  these  men  was  discharged  for  neglect  of  duty,  and  the 
second  left  the  service  of  his  own  accord,  so  that  I  did  not  see  either  of  them.  The 
diagram  attached  is  referred  to  in  these  men's  evidence. 


Thomas  Collier^  driver,  states : — ^I  wi«  driver  of 
the  7.25  pjn.  passenger  train  from  Paddington  on  the 
night  in  question  ;  due  at  Princes  Bisborough  at 
9.45  p.m.  We  left  Paddington  about  three  minutes 
late,  and  were  about  the  same  time  late  arriving  at 
Maidenhead.  We  were  about  two  minutes  at  Princes 
Bisborough,  and  then  my  guard  blew  his  whistle, 
and  gave  me  a  green  light  that  he  was  ready  to  start. 
The  starting  signal  for  Aylesbury  had  been  taken  off 
when  the  guard  gave  me  the  signal  to  start,  and  the 
signalman  came  out  of  his  cabin,  and  told  me  it  was 
all  right.  As  my  engine  reached  the  crossing  of  the 
siding  with  the  Aylesbury  line,  I  noticed  her  twist,  and 
I  immediately  shut  off  steam.  The  engine  hit  some 
waggons  that  were  in  the  siding  immediately  after- 
wards, and  I  was  knocked  against  the  reversing  lever, 
and  did  not  know  what  happened  until  I  found  myself 
in  the  field  on  the  west  side  of  the  line.  After  a 
little  while  I  came  to  myself,  aud  found  the  engine  in 
the  field  pressing  on  my  chest.  I  was  taken  out  by 
the  guard  and  my  fireman.  I  was  bruised  in  the  legs 
and  thighs,  and  squeezed  in  the  chest,  and  was  taken 
to  my  home  at  Aylesbury.  I  have  been  12  years  a 
driver,  and  30  years  altogether  in  the  Great  Western 
Company's  service.  I  cannot  say  at  what  speed  we 
were  running.  When  I  felt  the  engine  twist,  I  had 
only  time  to  shut  off  steam.  My  engine  was  a  tank, 
and  was  running  with  the  funnel  in  front.  I  had  four 
passenger  carriages  attached  to  it,  and  there  was  a 
van  at  the  tail  of  the  train,  with  the  guard  in  charge. 

Charles  ColUver^  fireman,  states : — I  was  fireman 
of  the  7.25  p.m.  train  from  Paddington  on  the  night 
of  the  accident.  I  was  attending  to  my  fire  while 
the  train  was  standing  at  the  platform  at  Princes 
Bisborough,  and  before  we  moved  from  the  station 
I  noticed  that  the  starting  signal  for  the  Aylesbury 
branch  was  pulled  off  all  right,  and  was  showing  a 
white  light.  I  saw  the  policeman  come  out  of  the 
fflgnal-cabin,  and  heard  him  tell  my  mate  that  it 
was  all  right  to  start.  I  was  just  looking  over  the 
side  of  tbd  engine  to  see  whether  I  could  see  the 
siding  rails  (and  I  could  not  sec  them  as  the  night 
was  very  dark),  when  at  this  moment  the  engine 
struck  the  coal  waggons  which  were  standing  in  the 
siding.  Immediately  after  striking  the  waggons,  the 
engine  fell  down  the  bank,  which  is  about  six  feet  high, 

K 


and  fell  over  into  a  field.  It  fell  over  on  the  top  of  me, 
but  did  not  touch  me.  When  I  got  out  and  looked  at 
it,  I  saw  it  was  turned  topsy-turvy,  with  the  wheels 
leaning  over  rather  towards  the  west.  I  have  been  a 
fireman  five  years,  and  something  over  six  in  the  Great 
Western  service.  I  was  not  hurt  I  saw  my  driver, 
who  was  also  under  the  engine,  was  caught  between 
the  tank  and  the  coal  bunk.  I  think  it  was  part  of 
the  tank  on  the  left  side  of  the  engine  where  I  had 
been  standing  that  was  pressing  on  the  driver. 

John  LansdownCy  guard,  states : — I  am  a  guard  in 
the  service  of  the  Great  Western  Railway  Company. 
I  have  been  guard  about  12  years.  I  took  charge  of 
the  9.5  p.m.  train  from  Maidenhead  (7.25  pjn.  from 
Paddington),  which  consisted  of  a  tank  engine,  two 
thirds,  one  first,  and  one  second  class  coach,  also  a 
van,  on  Friday,  August  30th,  at  Maidenhead.  We 
were  five  minutes  late  starting, — ^waiting  the  airival 
of  the  8.45  p.m.  train  from  Great  Marlow.  Every- 
thing worked  well  to  Princes  Bisborough.  We  left  there 
at  9.55  p.m.,  and  in  about  half  a  minute  I  was  thrown 
against  the  wheel  in  my  van,  and  knocked  back  on 
to  the  floor,  the  train  coming  to  a  dead  stand.  It 
turned  my  lamp  over,  and  put  it  out.  I  got  up  and 
looked  out  of  the  window,  first  one  side,  and  then  the 
other.  I  heard  a  noise  which  I  thought  was  the  en- 
gine running  away.  I  looked  out  of  my  van,  and  saw 
the  fireman  running  back.  I  said,  "  What^s  the  mat- 
ter ?"  and  he  said,  *^  Give  me  your  lamp."  I  said,  "  I 
can't,  it's  knocked  out."  He  said,  "  The  engine's  off 
the  road."  I  said,  '*  Take  the  side  lamp ;"  and  he  did 
80.  I  then  lit  my  own  lamp,  and  ran  up  the  side  of 
the  train,  and  saw  one  carriage  and  the  engine  lying 
on  their  sides  down  the  bank.  I  said  to  the  fireman, 
"  Where's  the  driver  ?"  and  he  said,  "  He's  under  the 
engine."  I  got  through  the  carriage,  down  the  bank, 
and  into  the  field  on  the  other  side,  and  called  out  to 
Mr.  Field,  one  of  the  passengers  in  the  front  carriage 
which  was  in  the  field  at  the  bottom,  of  the  bank, 
**  Mr.  Field,  are  you  all  right  ?  "  and  he  said,  "  Yes, 
guard,  with  the  exception  of  my  mother ;  get  us  a 
light  and  some  brandy.*'  I  said,  "If  you  are  all 
right  we  will  first  get  out  the  driver,  who  is  under 
the  engine ;"  and  he  said,  "  All  right ;  we  will  wait 
abit."  We  got  the  driver  out,  iSter  getting  some 
earth  away  from  his  shoulder.    I  assisted  in  getting 
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him  out,  and  said  to  him,  "Are  your  legs  broken,  or 
anything  ?'*  and  he  said,  "  No,  I  don't  think  they  are." 
I  said,  **  Well,  let's  see  if  you  can  stand  ?**  He  said, 
**  No,  I  can't  stand  ;"  and  we  then  set  him  down  on 
the  bank,  and  I  then  ran  for  some  brandy  ;  and  by 
that  time  a  ladder  had  been  obtained,  and  I  got  upon 
the  top,  and  gave  the  brandy  to  Mr.  Field,  and  got 
the  passengers  out  — -  one  at  a  time— of  the  leading 
carriage,  which  was  in  the  field.  The  second  carriage 
was  off  the  rails,  but  not  down  the  bank.  The  rest  of 
the  train  remained  on  the  rails  of  the  siding.  I  was 
slightly  hurt  in  the  head  and  leg.  Mr.  Field's  family, 
and  a  passenger  of  the  name  of  "  West,"  complained 
of  being  hurt,  but  no  bones  were  broken.  I  gave  the 
engine-driver  the  signal  to  leave  the  Princes  Ris- 
borough  station  when  I  had  finished  my  work.  The 
starting  signal  was  standing  at  *'all  right"  as  the 
train  moved  out  of  the  station. 

Dick  Holloway^  signalman,  states  : — I  am  a  signal- 
man in  the  employ  of  the  Great  Western  Railway  Com- 
pany. I  joined  the  service  in  January  1 877  as  porter  at 
Aylesbury,  and  have  been  there  until  removed  to  Princes 
Risborough  in  July  1878.  I  went  on  duty  at  9  a.m.  on 
Friday,  August  30th,  and  found  all  points,  switches,  and 
signals  working  properly.  I  had  no  occasion  to  pull  off 
No.  4  starting  signal  for  Aylesbury,  and  cannot  say 
whether  that  was  in  proper  working  order  or  not.  The 
6.15  p.m.  goods  from  Oxford  arrived  at  8.25  p.m.,  right 
time.  I  was  on  the  ground,  and  Winch  was  on  duty  in. 
the  box.  After  putting  the  5.50  p.m.  goods  from  Taplow 
on  to  the  branch  for  the  6.15  p.m.  Oxford  goods  to  pass, 
'  1  went  up  with  the  6.15  p.m.  Oxford  goods,  and  opened 
the  points  marked  "  C "  on  plan,  for  the  purpose  of 
picking  up  one  truck  of  goods.  After  doing  this  we 
backed  the  train  on  to  the  Oxford  line  clear  of  No.  11 
points  for  the  purpose  of  picking  up  the  Aylesbury 
traffic.  The  Aylesbury  goods  train  had  arrived  in 
the  meantime,  and  the  engine  was  put  in  the  branch 
bay  siding.  We  went  clear  of  No.  15  points  and  past 
the  points  leading  to  the  dead  end  siding.  We  then 
took  these  wagons,  and  put  them  on  to  the  goods  train, 
which  was  standing  on  the  ipain  line.  We  then  came 
on  to  the  branch  again,  and  I  unlocked  the  points 
leading  to  the  dead  end,  marked  **  E  "  on  plan,  and  we 
put  in  eight  trucks.  The  engine  was  then  unhooked 
and  sent  ahead.  I  went  and  locked  the  stop  block 
to  prevent  the  trucks  running  out  of  the  siding.  I  then 
went  and  assisted  in  pushing  the  brciak-van  of  the 
Aylesbury  train  clear  of  the  crossing  to  allow  the  Ayles- 
bury engine  to  come  out  of  the  branch  bay  siding,  and 
then  unlocked  the  points  '*  P  "  to  allow  the  Aylesbury 
engine  to  pass  out  on  to  the  branch  line ;  reversed  the 
points,  and  the  engine  backed  on  to  the  van,  and  went 
away  to  Aylesbury.  I  then  locked  the  points  marked 
"  F  "  on  plan.  On  my  way  back  to  the  signal  cabin 
I  forgot  to  reverse  the  points  marked  "  E  "  leading  to 
the  dead  end  siding,  and  to  lock  them.  I  went  into  the 
box,  and  hung  the  keys  up  in  their  usual  place,  making 
a  remark,  "  There's  the  keys  all  right.  Winch  ;  good 
night."  I  do  not  remember  whether  Winch  asked  me 
if  I  had  locked  up  the  points  securely. 

George  Winch,  signalman,  states : — I  am  a  signal- 
man in  the  service  of  the  Great  Western  Railway 
Company.  I  have  been  a  signalman  18  months.  I 
came  on  duty  at  8  p.m.  on  the  evening  of  Friday, 
August  30th,  and  found  all  my  points  in  good  order, 
and  signals  working  properly.  I  had  not  time  to 
examine  the  ground  points  after  the  departure  of  the 
Aylesbury  goods  and  the  arrival  of  the  9.5  p.m.  pas- 
senger train  from  Maidenhead.  When  the  day  signal- 
man, HoUoway,  left  duty  at  9.9  p.m.,  he  brought  me 
the  keys  of  the  siding  points  marked  ^'  E  "  on  the  plan. 
I  asked  him  if  he  had  locked  the  points,  and  left  them 
safe,  and  he  informed  me  that  he  had  done  so  ;  [and  I 
took  it  for  granted  that  such  was  the  case.    On  the 


arrival  of  the  9.5  p.m.  from  Maidenhead,  I  put  my 
home-signal  (No.  2)  to  danger,  and  then  pulled  over 
Nos.  1 1  and  15  points,  and  then  pulled  off  No.  4  branch 
starting-signal.  The  signal  worked  property,  and  I 
found  no  difficulty  whatever  in  pulHng  it  off.  I  then 
left  the  box  to  change  the  staff,  and  the  train  started  at 
9.55  p.m.,  being  5  minutes  late.  I  then  went  on  to  the 
platform  to  deposit  the  staff  and  receive  the  keys  of  the 
booking  office,  but  had  not  got  quite  so  far  when  I  heard 
a  crashing  noise.  I  tapped  at  the  window,  and  spoke 
to  Mr.  AJlen  (the  station  master)  through  the  window 
that  the  Aylesbury  train  had  run  into  something, 
and  then  went  off  at  once  to  see  what  was  the  matter. 
I  could  not  see  anything  at  first,  for  the  steam,  smoke, 
and  dust ;  but  the  first  man  1  saw  was  the  fireman. 
He  said  to  me,  '*  My  mate  is  under  the  engine ;  come 
and  help  me  get  him  out."  I  crept  through  between 
the  engine,  which  was  on  its  side  down  the  bank,  and 
a  coach,  which  was  also  on  its  tdde  and  down  the  bank. 
I  found  driver  Collier  underneath  the  engine,  and 
we  tried  to  release  him,  but  could  not.  He  said,  **  Dig 
some  earth  away  from  my  shoulders ; "  and  to  his  mate, 
"  Charley,  dought  the  fire."  His  mate  said  he  would 
first  get  a  shovel  and  dig  him  out  I,  having  the 
Wycombe  and  Princes  Risborough  staff  in  my  hand, 
moved  the  earth  as  much  as  I  could,  and  guard  Lans- 
down  came  to  my  assistance,  and  we  pulled  "  Collier  " 
out.  After  that  I  got  a  ladder,  and  helped  to  release 
the  passengers  from  the  coaches.  The  6.15  p.m. 
goods  from  Oxford  had  put  off  some  loaded  wagons 
into  the  branch  siding,  but  these  points  had  been 
worked  by  signalman  Hollo  way  ;  I  working  the  levers 
in  the  box,  pulling  over  Nos,  11,  15,  and  17  points 
during  the  shunting.  We  do  not  often  use  the  branch 
dead  end  siding,  but  were  compelled  to  do  so  on  this 
occasion  in  consequence  of  the  down  long  siding  being 
full 

George  King,  linesman,  states : — I  am  a  linesman 
in  the  service  of  the  Great  Western  Company.  My 
duties  are  to  attend  to  the  locking  apparatus  in  my 
district,  which  begins  at  Cookham  and  ends  at  Ken- 
nington  junction  neai*  Oxford.  Princes  Risborough 
is  one  of  the  stations  I  have  charge  of.  On 
August  18th  I  tested  .the  locking  apparatus  at  Princes 
Risborough,  find  it  was  in  good  working  condition. 
On  Wednesday,  the  28th  of  the  same  month,  I  was 
doing  some  work  near  the  goods  shed,  and  I  looked 
through  the  yard  afterwards.  1  oiled  the  bolt  lock  of 
No.  4  points,  which  are  the  points  by  which  the  train 
ran  into  the  siding  and  met  with  the  accident.  They 
appeared  to  me  to  be  in  good  order  at  the  time.  I  did 
not  test  it,  as  I  had  not  time  to  do  so.  I  did  not 
observe  anything  wrong  about  it,  or  the  guides  through 
which  the  locking  bolt  works.  New  switches  were 
put  in  at  this  station  in  March  last,  and  the  whole  bolt- 
locking  arrangement  was  at  that  time  relaid  and  put 
into  thorough  working  order.  I  reached  Princes  Ris- 
borough about  7.20  a.m.  on  the  morning  after  the 
accident.  I  went  and  examined  the  locking  of  the 
No.  4  point,  and  found  one  of  the  guide  plates  was 
loose,  so  that  the  bar  which  works  between  the  guide 
plates,  and  by  which  the  points  are  locked,  could  be 
pushed  out  of  its  place  by  the  locking  bolt  when 
the  signal  was  lowered.  The  guide  plate  at  this  time 
was  fixed  with  coach  screws.  The  two  coach  screws 
which  fastened  the  guide  plate  were  not  pulled  out  of 
th^  holes,  bat  they  were  pushed  sideways  against  the 
wood.  They  were  not  quite  loose  in  the  holes.  The 
coach  screws  ai*e  \  inch  thick  by  5  inches  long.  I 
produce  one  of  the  coach  screws  which  is  bent.  It 
was  the  one  nearest  to  the  switches  in  the  loose  guide. 

I  have  been  about  17  months  linesman,  and  about 

I I  years  in  the  Great  Western  Company's  service.  I 
took  the  screws  out  of  the  loose  guide  with  a  box 
spanner. 
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Conclusion. 

It  appears  that  previous  to  the  arrival  of  the  passenger  train  at  Princes  Risborough, 
a  goods  train  from  Oxford  had  arrived  at  Princes  Risborough.  The  signabnan  (HoUoway) 
who  had  been  on  duty  during  the  day  took  the  key,  which  is  kept  in  the  signal-cabin, 
to  unlock  the  points  of  the  sidings,  and  do  the  shunting  that  was  required  with  the 
Oxford  goods  train.  He  first  unlocked  the  padlock  that  secures  the  points  of  the 
siding  on  the  west  side  of  the  Aylesbury  line,  and  put  in  eight  waggons.  He  placed 
the  scotch  block  across  the  rails,  to  keep  the  waggons  in  the  siding,  and  went  to  the 
north  end  of  the  yard,  unlocked  the  padlock  of  another  set  of  points,  moved  some 
vehicles  at  that  end  of  the  yard,  re-padlocked  the  last-named  points,  and  then  took 
the  key,  with  which  he  had  unlocked  the  points,  and  replaced  it  in  the  signal-cabin. 
He  f orerot  to  lock  the  first  pair  of  points  that  he  had  opened,  and  to  place  them  in 
their  proper  position  for  tKuns  going  from  Princes  Risborough  to  Aylesbury.  After 
replacmg  the  key  in  the  signal-cabin  he  left  the  station,  his  duties  being  finished 
for  the  day. 

The  points  of  this  siding  on  the  west  side  of  the  Aylesbury  line  are  ordered  to  be 
kept  locked  with  a  padlock,  and  are  further  secured  with  a  bolt,  which  is  worked 
by  a  wire,  attached  to  the  lever  that  works  the  starting  signal  for  Aylesbury.  The 
travel  of  the  bolt  is  only  about  2\  inches,  and  I  found  that  when  this  bolt  had 
travelled  one  inch,  the  signal  was  pulled  up  to  all-right. 

The  inter-locking  of  the  points  and  starting  signal  with  this  bolt  is  effected  by  a 
bar  which  is  connected  to  the  points  and  moves  in  two  guides,  through  which  the 
locking  bolt  passes  to  secure  the  points.  On  the  morning  after  the  accident  one  of 
these  guide  plates  was  found  to  be  so  loose  that  it  could  be  pushed  over  along  with 
the  connecting  bar  of  the  points  when  the  signalman  pulled  the  lever  of  the  starting 
signal,  without  his  experiencing  any  diflSculty,  and  while  the  points  which  lead  to 
the  siding  were  in  the  wrong  position. 

The  man  who  relieved  the  day  signalman  and  was  on  duty  when  the  accident 
occurred  was  not  aware  that  the  points  were  wrong,  as  the  key  of  the  padlock  by 
which  they  were  usually  secured  in  addition  to  the  interlocking  bolt  had  been  brought 
back  and  replaced  in  ite  usual  position.  The  signalman  on  duty,  therefore,  thinking 
that  the  points  were  in  their  right  position,  pulled  off  the  starting-signal  for  the 
passenger  train  to  leave  Prince's  Risborough  for  Aylesbury ;  and,  owing  to  the  defect 
in  the  fastening  of  the  guide  of  the  iron  point  rod,  he  was  able  to  lower  the  starting- 
signal,  by  pushing  the  guide  plate  and  point  rod  to  one  side,  which  he  could  not  have 
done  if  the  locking  arrangements  had  been  in  good  order.  The  linesman  who  ha« 
charge  of  this  locking  apparatus  had  examined  it  on  the  18th  of  the  month,  and  stated 
that  he  found  it  then  in  thoroughly  good  order.  He  had  looked  at  it  and  oiled  it 
two  days  previous  to  the  accident,  but  stated  that  he  had  not  time  to  try  it,  and  did 
not  perceive  anything  wrong  about  it.  Whether  there  was  anything  wrong  at  this 
time,  or  whether  the  loosening  of  the  screws  which  secured  the  guide  plate  occurred 
subsequently,  I  have  been  unable  to  ascertain. 

The  guide  plate  has  now  been  secured  by  two  through  bolts,  and  cannot  well  get  out 
of  its  place.  But  as  the  locking  bolt  only  requires  to  travel  about  an  inch  to  lower  the 
starting-signal,  this  mode  of  locking  cannot  be  depended  on,  and  I  would  strongly 
recommend  the  re-arranging  of  Prmces  Eisborough  station  and  yard;  that  all  the 
points  and  signals  should  be  worked  from  raised  cabins,  interlocked  with  each  other ; 
and  that  the  facing-points  should  be  further  secured  with  locking  bolts  and  bars. 

The  accident  was  caused  by  signalman  HoUoway  neglecting  to  replace  the  points  of 
the  western  siding  in  their  proper  position,  and  to  lock  them  after  he  had  placed  the 
waggons  in  the  siding,  and  by  the  interlocking  gear  of  this  siding  being  loose,  so  that 
the  signalman  was  able  to  push  the  rod  connection  which  locks  the  points  out  of  its 
place  and  lower  the  starting  signal. 

I  have,  &c.. 
The  Secretary  P.  H.  Rich, 

{Bailway  Department^  Colonel^  ME. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  7th  November, 
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LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  London,  S.W.,  19th  September  1878. 

I  HAVE  the .  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  10th  instant,  the  result 
of  my  inquiry  into  the  circumstances  attending  a  collision  which  occurred  on  the 
2nd  instant,  at  the  Kirkgate  joint  station,  Wakefield. 

In  this  case,  as  the  8.45  a.m.  Lancashire  and  Yorkshire  down  passenger  train  from 
Todmorden  to  Normanton  was  standing  at  the  ticket  platform,  before  entering  Kirk- 
gate station,  Wakefield,  it  was  run  into  from  behind  by  the  9.40  a.m.  Great  Northern 
passenger  train  from  Castleford  to  Earkgate,  Wakefield,  which  had  come  oflf  the  loop 
from  West  Riding  junction,  on  the  Great  Northern  line  to  Leeds,  and  on  to  the 
Lancashire  and  Yorkshire  line  at  Ings  junction. 

The  Lancashire  and  Yorkshire  train  consisted  of  tank  engine,  running  coal  box  first, 
and  five  vehicles,  including  break- van  in  rear,  coupled  with  Pay's  break. 

The  Great  Northern  train  consisted  of  tank  engine,  running  chimney  first,  one 
third-class  carriage  with  break  compartment  in  front,  one  composite,  and  one  third- 
class  carriage  with  break  compartment  in  rear,  in  which  the  guard  was  riding.  The 
engine  of  this  train  was  a  four-wheel-coupled  tank  engine,  with  four-wheel^  bogie 
in  rear,  and  it  was  fitted  with  a  vacuum  break,  with  one  break  block  to  each  driving 
wheel,  and  with  a  hand  break  to  work  the  same  blocks.  The  vacumn  break  was  not 
fitted  to  the  other  vehicles  in  the  train. 

No  passengers  complained  of  injury,  but  the  guard  of  the  Lancashire  and  Yorkshire 
train  was  knocked  down  in  his  van  and  shaken,  and  has  since  been  laid  up. 

The  damage  to  the  rolling  stock  was  confined  to  the  Lancashire  and  Yorkshire 
break-van,  in  which  the  headstock  and  the  elevated  window  were  broken. 

There  was  no  damage  to  the  permanent  way. 

Description. 

The  Great  Northern  main  line  to  Leeds  running  towards  the  north,  crosses  the 
Lancashire  and  Yorkshire  line  to  Normanton  running  towards  the  east,  on  an  over- 
bridge  between  600  and  700  yards  west  of  Kirkgate  station,  Wakefield,  on  the  latter 
line.  At  about  300  yards  north  of  this  bridge,  on  the  Great  Northern  line,  is  West 
Riding  junction  signal-box,  where  a  loop  leaves  the  Great  Northern  line  and  runs 
back  to  join  the  Lancashire  and  Yorkshire  line  at  Ings  junction*  The  facing  points 
at  West  E/iding  junction  are  on  the  up  line  to  the  south,  and  the  loop  runs  back  on 
a  20  chain  curve,  and  on  a  falling  gradient  of  1  in  100,  for  a  distance  of  600  yards  to 
the  Ings  junction. 

This  junction  is  provided  with  the  usual  signals,  but  the  only  ones  necessary  to  refer 
to  are  the  home  and  distant-signal  from  the  Great  Northern  fine,  which  are  92  yards 
and  604  yards  respectively  from  Ings  junction,  the  latter  being  about  100  yards 
inside  West  Riding  junction.  Ings  junction  signal-box  is  between  the  jxmction  points 
and  the  up  home-signal,  30  yards  from  the  former. 

The  west  end  of  the  ticket  platform  is  50  yards  beyond  the  junction,  and  it  extends 
up  to  Kirkgate  station,  a  distance  of  186  yards. 

The  point  of  collision  was  74  yards  from  the  west  end  of  the  ticket  platform,  on  the 
down  Lancashire  and  Yorkshire  line,  which  is  there  nearly  level  and  straight. 

Both  the  main  Lancashire  and  Yorkshire  line  and  the  Great  Northern  loop  are 
worked  on  the  absolute  block  system  up  to  Ings  junction,  whence  through  the  station 
station-yard  working  is  in  force.  The  signalman  at  Ings  junction  is,  however,  allowed 
to  give  "line  clear  *'  to  West  Biding  junction  when  a  train  is  standing  at  the  ticket 
platform,  which  is  only  150  yards  beyond  the  junction  home-signal. 

Ecidence. 

William  HargreaveSy  signalman  18  years,  states  :  10.1  a.m.  at  Wakefield.    1  gave  "  line  clear  "  at  once ; 

— I  have  been  all  my  time  in  charge  of  the  signal-box  it  was  given  "  on  line  "  at  10  a.m.,  passed  my  cabin  at 

at  Ings  junction,     I  came  on  duty  at  6  a.m.  on  the  10.1  a.m.,  and  drew  up  to  the  ticket  platform,     I  got 

2nd  instant,  for  an  eight  hours  shift.    At  9.58  a.m.,  I  the  attention  signal  from  West  Riding  junction-box  at 

got  the  "  be  ready"  from  the  hoist  cabin,  the  preceding  10  ajn.,and  at  10.1  a.m.,  when  the  other  train  had 

block  station  on  the  Lancashire  and  York^iire  line,  passed,  I  acknowledged  it,  giving  <<line  clear/'  and 

for  the   8.45  a.m.   train   from   Todmorden,  due  at  then  at  10.1  a.m.  I  got  ^ train  on  line"  for  the  Great 
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North^n  train  from  Milford  junction  to  Kirkgate, 
Wakefield,  due  at  10.5  a.m.  This  train  passed  at 
10.3  ajn.  At  that  time  all  my  signals  were  at  danger, 
both  ways.  I  was  booking  the  train,  and  was  looking 
out,  and  saw  the  Great  Northern  train  coming  past 
my  home-signal.  It  was  going  at  such  a  speed  that 
I  saw  it  was  not  going  to  stop  until  it  had  run  past 
my  box  up  to  the  ticket  platform,  where  the  other 
train  was  still  standing.  I  signalled  to  the  driver  out 
of  the  window,  at  the  same  time  calling  out,  but  the 
train  ran  past  the  box  and  into  the  tail  of  the  other 
tttdn,  I  can't  say  whether  the  driver  saw  me,  but  I 
think  the  fireman  did.  The  guard  of  the  Great 
Northern  train  came  to  my  box  after  the  accident 
and  asked  me  what  I  had  been  doing  with  my  signals 
off.  I  told  him  to  get  away  out  of  my  box,  as  I 
hadn't  had  them  off.  The  window  of  the  cabin  was 
shut  when  I  signalled  to  the  driver.  It  is  not  my 
practice  to  cJlow  trains  to  pass  my  home-signal  unless 
I  lower  it.  .  I  have  sometimes  given  a  hand-signal  to 
a  Great  Northern  engine  and  break,  or  goods  train,  in 
the  other  direction,  in  order  to  clear  the  junction,  as  I 
have  no  advance  signal.  I  looked  after  the  accident 
to  see  if  my  signals  were  standing  at  danger,  and  they 
were.  They  are  in  good  order,  and  I  can't  remember 
having  any  complaint  about  them.  There  was  nothing 
to  prevent  my  taking  the  signals  off  for  the  Great 
Northern  train,  after  the  Lancashire  and  Yorkshire 
train  had  passed,  and  I  had  put  the  signals  for  that 
line  at  danger,  but  I  didn't  do  so.  The  driver  of  the 
Great  Northern  train  didn't  whistle  at  all  till  after  he 
had  passed  my  box. 

Samuel  Carter^  Lancaslure  and  Yorkshire  driver 
dght  years,  states: — ^I  was  driver  of  the  8.45  a.m. 
train  irom  Todmorden  on  the  2nd  instant,  consisting 
of  tank  engine,  running  coal-box  first,  and  five  vehicles, 
with  guards  break-van  at  the  rear.  We  ran  past  the 
Ings  junction  signal-cabin  at  10  a.m.,  and  pulled  up 
at  the  ticket  platform.  We  had  been  standing  there 
from  two  to  three  minutes  when  the  collision  took 
place.  I  heard  the  whistle  of  the  Great  Northern 
train  approaching,  and  was  signalled  by  a  ticket 
cdlector  to  move  ahead.  I  tried  to  do  so,  but  could 
not,  as  the  breaks  were  on.  The  collision  drove  my 
engine  forward  about  four  or  five  yards,  my  steam 
being  on  at  the  time.  I  can't  say  what  damage  was 
done  to  the  train.  I  didn't  look  back  to  see  how 
the  signals  were  after  I  had  passed  thenu 

John  WigfaUy  Great  Northern  passenger  driver 
three  years,  states: — On  the  2nd  September^  I  was 
driver  of  the  9.40  a.m.  Great  Northern  train  from 
Castleford  to  Kirkgate,  Wakefield.  We  left  Westgate 
station  at  10.2  a.m.  The  signals  were  all  right  at 
West  Riding  junction  signal-box,  and  I  passed  that 
box  at  about  20  miles  an  hour.  The  Ings  junction 
distant-signal  was  ofi^  and  also  the  home-signaL 
When  I  had  got  within  a  few  yards  of  it,  I  saw  it 
was  at  danger.  My  steam  ^yas  shut  off  before  getting 
to  the  West  Riding  box,  and  was  still  off.  I  was 
running  steady,  so  as  to  be  prepared  as  usual  to  stop 
at  the  ticket  platform.  Directly  I  saw  the  home- 
signal  was  at  danger,  I  applied  my  vacuum  break. 
The  break  did  not  act,  because  l^e  cover  of  the  valve 
for  destroying  the  vacuum  broke,  so  I  went  and 
Implied  the  hand  breaks  myself,  my  fireman  being 
away  in  front  giving  the  engine  some  oiL  This 
delayed  me,  and  I  was  not  able  to  get  my  engine 
reversed  until  just  before  I  ran  into  the  tail  of  the 
Lancashire  and  Yorkshire  train,  which  was  standing 
at  the  ticket  platform.  I  cannot  have  been  going 
above  two  miles  an  hour  at  the  time  I  struck  the  van 
of  this  train.  Nothing  was  broken  in  my  train. 
There  wasn't  much  damage  done  to  the  other  train. 
My  engine  Is  a  four-wheel-coupled  tank-engine,  with 
four-wheeled-b(^e  behind.  It  is  fitted  with  vacuum 
breaks,  with  one  break  block  to  each  driving  wheel, 
and  with  a  hand  break  to  work  the  same  blocks.  The 
train  was  not  fitted  with  vacuum  breaks.  I  whistled 
for  the  guards'  breaks  as  soon  as  I  saw  the  signal  on. 


I  gave  three  pops,  and  again  three  pops  after  I  had 
got  ray  break  on.  I  had  noticed  the  valve  top  to  be 
cracked  on  my  first  trip  that  morning,  but  it  had 
acted  all  right  when  I  had  used  it  on  the  same 
morning.  The  Ings  junction  home  and  distant 
signals  were  both  off  when  I  first  saw  them,  which 
was  before  I  passed  the  West  Riding  signal-box.  I 
didn't  keep  my  eyes  on  the  home-signal  all  the  way, 
so  I  can't  say  exactly  when  it  was  put  on.  I  hadn't 
looked  at  it  after  passing  the  West  Riding  signal-box, 
and  therefore  not  aft;er  passing  the  Ings  junction 
distant-signal.  I  didn't  see  the  Ings  junction  signal- 
man waving  to  me  to  stop. 

Levi  Pantlingy  Great  Northern  passenger  guard 
two  years,  states : — On  the  2nd  instant  I  was  guajd  of 
the  9.40  a.m.  Great  Northern  train  fi^m  Castleford  to 
Kirkgate,  Wakefield,  consisting  of  tank  engine,  one 
third-class  carriage  with  break  compartment,  one 
composite  carriage,  and  one  third-class  with  break 
compartment  in  rear,  in  which  I  was  riding.  We 
left  Westgate  at  10.2  a.m.  (by  my  watch),  right  time. 
As  soon  as  we  left  I  saw  the  West  Riding  junction 
signal  all  right  for  us,  and  before  we  passed  the  West 
Riding  junction  home-signal  I  saw  the  Ings  junction 
distant  aud  home  signals  off  too.  I  didn't  pay  any 
more  attention  to  the  signals,  as  I  was  sorting  my 
parcels.  There  was  no  whistle  for  my  break  until 
aft^er  my  van  had  passed  the  signal  cabin  at  Ings 
junction.  My  break  was  then  slightly  on,  as  it  usually 
is  at  this  place.  I  applied  it  t^der.  Almost  im- 
mediately afterwards  we  ran  into  the  tail  of  a  Lanca- 
shire and  Yorkshire  train  which  was  standing  at  the 
ticket  platform.  We  were  not  going  more  than  3  or 
4  miles  an  hour  at  the  time,  and  would  have  pulled 
up  easily  at  the  proper  place.  After  we  had  put  the 
train  into  the  siding  at  the  station,  I  walked  back  to 
the  signal-box,  and  as  soon  as  the  signalman  saw  me 
he  said,  "  This  is  a  bonny  mess,  isn't  it  ? "  I  said, 
**It  is.  What  did  you  do  with  your  signals  off." 
He  said,  "  I  never  pulled  them  off."  I  said,  "  Why 
I  saw  them  off  before  I  got  to  West  Riding  junction." 
He  said,  ^<  That  cannot  be,  because  the  Lancashire  and 
"  Yorkshire  train  never  passed  my  junction  until  you 
'^  had  been  standing  at  West  Riding  2  or  3  minutes." 
We  were  never  pulled  up  at  all  at  West  Riding  junc- 
tion. The  collision  was  at  10.4  to  10.5  by  my  watch. 
I  didn't  compare  my  watch  with  the  signalman's 
clock. 

Swan  MilUy  Great  Northern  signalman  six  years, 
states : — On  the  2nd  September  I  got  *'  train  on  line  " 
from  Westgate  south  junction  for  the  9.40  a.m.  train 
from  Castleford  to  Kirkgate  at  10.1  a.m.,  and  I 
immediately  called  the  attention  of  Ings  junction,  and 
offered  him  the  "  be  ready."  He  didn't  acknowledge 
for  about  half  a  minute.  He  accepted  it  before 
10.2  a.m.  I  gave  him  'Hrain  on  line  "  at  10.2  a.m., 
and  the  train  passed  me  at  10.3  a.m«  My  signals 
were  off  for  it  before  it  left  Westgate,  and  it  was 
never  pulled  up  at  my  box.  I  got  *'  line  clear  "  back 
again  from  Ings  junction  at  10.4  a.m.  I  didn't  notice 
the  Ings  junction  signals  at  all.  I  saw  the  Lanca- 
shire and  Yorkshire  train  pass  Ings  junction  at 
10.1  a.m.,  just  when  I  offered  him  the  ** be  ready;" 
and  he  gave  me  "line  clear,"  as  soon  as  it  had 
passed  the  junction.  I  didn't  notice  the  condition  of 
the  Ings  junction  signals.  I  can  see  them  fr*om  my 
box.  Occasionally  like  other  signals  they  are  out  of 
order,  but  not  more  often  than  other  signals.  I  did 
not  observe  that  they  were  out  of  order  on  that  day. 
I  looked  after  the  accident,  and  they  were  then  in 
proper  order.  The  Great  Northern  train  passed  me 
at  the  usual  speed,  that  is  about  10  miles  an  hour,  I 
should  think. 

George  Townsend,  ticket  collector  at  Kirkgate,  in 
joint  service  of  Great  Northern  and  Lancashire  and 
Yorkshire  Railway  Companies,  states: — I  was  col- 
lecting tickets  from  the  Todmorden  train  when  I 
heard  the  whistle  of  the  Great  Northern  engine.     It 


E  4 


Digitized  by 


Google 


(    80    ) 

was  then  close  at  hand.    I  didn't  hear  any  whistle     driver  to  move  ahead,  bat  he  could  not  get  the  train 
before  I  signalled  to  the  Lancashire  and  Yorkshire     started  before  the  collision  took  place. 

The  Lancashire  and  Yorkshire  guard  was  laid  up  from  the  effects  of  the  accident 
and  could  not  attend  my  inquiry ;  but  his  statement,  and  that  of  the  Great  Northern 
fireman,  as  given  at  the  joint  inquiry  held  by  the  officers  of  the  two  Companies,  are  as 
follows : 

W.  Beavers,  Lancashire  and  Yorkshire  passenger  his  vacnam  had  fJEdled,  and  that  was  a  portion  of  it 

guard,  states : — I  was  guard  of  the  8.45  a.m.  train  We  had  been  about  a  minute  at  the  platform  before 

from  Todmorden  to  Normanton.     We  arrived  at  the  we  were  struck.    There  were  about  20  passengers 

ticket  platform,  Wakefield,  at   10  a.m.     The  signals  in  the  train,  but  none  complained  to  me  of  injury, 

were  aJl  off  for   us  to  enter  the  station.      Whilst  I  heard  that  an  Irishman  told  my  driver  at  Nor- 

collecting  tickets  on  the  platform  I  was  in  my  break  manton  that  his  eye  was  bunged   up,  but  nothing 

at  the  rear  of  the  train,  which  consisted  of  one   1st,  could  be  seen, 
one  2nd,  two  Srds,  and   brake    van   (No.  78),  all 

<]ouplect.  When  I  saw  the  Great  Northern  train  J.  Cammell,  Great  Northern  fireman,  states: — 
approaching  behind,  as  I  thought  at  too  great  a  speed,  After  we  left  Westgate  I  saw  the  West  Riding  junc- 
I  applied  my  break  for  the  purpose  of  preventing  the  tion  signals  off,  and  went  round  to  oil  the  engine, 
shock.  I  had  just  got  it  on,  and  was  in  the  act  of  I  am  not  certain  about  the  distant  signal  for  Ings 
putting  on  the  strap  on  the  break  wheel,  to  keep  it  junction,  but  I  saw  the  Ings  junction  home-signal  on 
in  that  poBitiou,  when  I  was  knocked  down,  and  the  when  we  were  close  on  it.  The  driver  told  me  that 
force  slipped  the  coupling  of  the  hook  between  my  the  signalman  at  Ings  junction  had  put  his  home- 
van  lind  the  DCKt  carriage.  The  headstock  of  the  signal  on  again.  I  put  on  the  hand  break  and 
van  and  elevation  window  were  broken,  and  the  van  skidded  the  wheels.  I  saw  the  signalman  put  out 
WAS  aft^rwfirds  f^ent  to  Manchester  for  repairs.  The  his  aims  in  the  box.  I  do  not  know  when  the 
Great  Northern  driver  came  to  me  after  the  accident  vacuum  break  on  the  engine  failed,  only  I  saw  my 
and  ^^how^'d  me  something  in  his  hand,  like  a  piece  driver  doing  something  with  it  when  he  called  out 
of  hmssy  connected  with  the  vacuum  break,  and  said  to  me  to  put  on  my  break. 

Conclusion. 

The  evidence  in  this  case  is  so  conflicting  that  it  is  almost  impossible  to  determine 
who  is  to  be  l)lamed  for  this  slight  collision,  for  the  signalman  at  Ings  junction  asserts 
that  he  neyer  took  off  his  signals  for  the  Great  Northern  train,  while  the  driver  and 
the  guard  are  equally  positive  that  these  signals  were  off  when  their  train  passed  West 
Riding  junction.  The  fireman  of  this  train  does  not  appear  to  have  noticed  the 
signals  at  all  imtil  close  to  the  home  signal,  which  was  then  at  danger;  but  his 
evidence,  so  far  as  it  goes,  tends  somewhat  to  support  the  statement  of  the  signalman, 
and  on  the  whole  I  am  more  inclined  to  believe  that  the  driver  and  guard  of  the  Great 
Northern  train  were  mistaken  as  to  the  state  of  the  signals,  than  that  the  signalman, 
a  man  of  18  years  experience,  and  of  a  good  character,  should  first  have  been  careless 
enough  to  take  his  signals  off  with  the  Lancashire  and  Yorkshire  train  standing  under 
his  eyes,  and  then,  having  thrown  them  up  again,  should  have  deliberately  lied  about 
it ;  for  in  his  case  there  can  have  been  no  doubt  in  his  own  mind  as  to  what  he  had 
or  had  not  done.  Moreover,  the  driver  of  the  Great  Northern  train  admits  that  he 
never  looked  at  the  Ings  junction  home-signal  after  he  passed  West  Biding  junction, 
that  is  even  before  he  had  arrived  at  the  distant-signal,  although  it  was  full  in  view 
of  him  for  over  500  yards,  and  that  when  he  did  look,  on  getting  close  to  it,  it  was  at 
danger,  Tliis  was  undoubtedly  very  careless  conduct  in  approaching  a  junction  near 
to  a  busy  station,  and  for  this  he  is  much  to  blame,  whatever  may  be  the  case  with 
regard  to  the  signals.  The  guard  and  fireman  should  also  have  been  looking  out, 
instead  of  in  the  one  case  sorting  parcels,  and  in  the  other  oiling  the  engine. 

In  order  to  guard  against  such  an  accident  in  future,  I  consider  that  the  signalman 
at  Ings  junction  should  not  give  "  line  clear  "  on  either  the  loop  or  the  down  main 
line,  so  long  as  a  train  is  standing  at  the  ticket  platform,  and  I  cannot  see  that  any 
inconvenience  will  be  caused  by  this,  if  the  West  Riding  junction  box  be  provided 
with  an  advance  starting  signal  on  the  loop,  which  would  enable  the  signalman  there, 
when  he  had  not  got  "  line  clear  "  from  Ings  junction,  to  clear  his  junction  in  the 
usual  manner,  by  letting  a  train  go  on  to  the  loop  up  to  to  the  advance  starting  signal 
after  bringing  it  to  a  stand  at  his  home  signal.  The  trains  working  on  this  loop  are 
I  believe  so  short  that  there  would  be  no  occasion  to  move  the  Ings  junction  distant 
signalj  but  that  an  additional  arm  on  this  post  could  be  placed  for  an  advance  starting 
signal ;  but  even  if  this  post  had  to  be  moved  the  expense  would  be  very  small. 

There  is  one  point,  however,  to  be  considered  with  regard  to  this  accident,  which  is 
of  far  more  importance  than  the  question  as  to  which  of  the  companies  servants  is 
immediately  responsible  for  it,  for  it  appears  that  the  collision  would  not  have 
occurred  at  all  had  it  not  been  for  the  failure  of  the  vacuum  break  on  the  Great 
Northern  engine.  At  the  point  where  the  driver  of  this  engine  first  saw  the  home- 
signal  agaiasit  him  he  was  at  least  216  yards  distant  from  the  point  of  collision,  and 
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he  cannot  have  been  going  more  than  10  miles  an  hour,  for  he  knew  that  he  had  to 
stop  at  the  ticket  platform,  and  states  that  he  was  prepared  to  do  so.  There  can  be 
no  doubt  therefore  that  if  it  had  not  been  for  the  loss  of  time,  due  to  his  first  trying  to 
put  on  his  vacuum  break,  and  then  having  to  resort  to  his  ordinary  hand  break  (his 
fireman  not  being  available  at  the  time),  that  he  would  have  been  able  to  stop  hi» 
train  in  time  to  avoid  the  collision,  when  it  is  remembered,  that  even  as  it  was,  witl 
only  the  hand  break  on,  he  had  reduced  his  speed  to  two  or  three  miles  an  hour  when 
the  collision  occurred. 

It  should  further  be  remarked  that  this  driver  had  apparently  no  means  whatever 
of  knowing  that  his  vacuum  break  would  not  act  until  he  tried  it,  and  that  the 
consequences,  had  he  been  depending  upon  this  break  for  a  stop  when  running  at  a 
high  rate  of  speed  with  a  train  fitted  throughout  with  vacuum  break,  might  have  been 
very  serious.  This  accident  therefore  furnishes  a  very  strong  argument  in  favour  of 
aU  continuous  breaks  being  automatic,  and  so  providing  a  continual  tell-tale  as  to 
their  being  in  an  efficient  state  or  otherwise. 

I  have  been  favoured  by  the  Superintendent  of  the  locomotive  department  of  the 
Great  Northern  Railway  with  a  sketoh  showing  the  injury  to  the  valve  which  failed 
to  act.  This  valve  is  the  relief  valve  for  admitting  air  to  the  break  pipes,  and  so 
destroying  the  vacuum,  and  releasing  the  breaks,  and  it  has  a  brass  flap-top  ^  of  an 
inch  in  thickness.  This  flap-top  was  broken  across  near  the  hinge  and  fell  oflF,  and 
consequently  the  air  had  free  access  to  the  pipes,  and  the  vacuum  necessary  for 
applying  the  breaks  could  not  be  obtained.  It  is  stated  that  the  damage  was  caused 
by  "  bad  usage,  unknown  to  the  driver  ;'*  but  it  is  worthy  of  consideration  whether  this 
all  important  piece  of  brass  casting  should  not  be  made  stronger,  and  so  protected  that 
it  would  be  safer  from  damage  from  either  accidental  or  wiMud  bad  usage. 

I  have,  &c.. 
The  Secretary,  P.  A.  Marindin, 

(Railway  Department,)  Major ^  R.K 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Lancashire  and  Yorkshire  and  the  Great  Northern  Railway 

Companies  on  the  5th  October. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
SiE,  13,  Downing  Street,  London,  S.W.,  September  19th,  1878. 

I  HAVE  the  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  7th  September  1878, 
the  result  of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the  2nd  inst. 
near  Middleton  junction,  on  the  Lancashire  and  Yorkshire  Railway. 

In  this  case,  a  pilot  engine  which  was  following  a  special  passenger  train  in  order 
to  assist  it  up  a  steep  incline  from  Middleton  junction  to  Oldhstm,  came  slightly  into 
collision  with  the  tail  of  the  train. 

Three  passengers  complained  of  being  shaken,  but  there  were  no  serious  injuries, 
and  no  damage  to  either  rolling  stock  or  permanent  way. 

The  train  consisted  of  engine  and  tender,  live  coaches,  coupled  with  Pay's  break  to 
the  break  compartment  of  the  front  coach,  and  four  loose  third-class  coaches  in  rear 
of  the  train. 

The  collision  took  place  at  about  5.45  p.m. 

Description. 

At  Middleton  junction,  about  5f  miles  from  Manchester,  the  Oldham  branch  leaves 
the  main  line  from  Manchester  to  Rochdale,  which  here  runs  nearly  straight  in  a 
north-easterly  direction,  on  a  15-cliain  curve  to  the  east,  the  facing-points  being  on 
the  down  line. 

The  station  is  on  an  island  platform  in  the  angle  between  the  main  and  branch  lines, 
with  additional  platforms  on  the  outside  of  both  lines.  The  south-west  end  of  the 
island  platform  is  80  yards  north-east  of  the  junction,  and  it  extends  for  90  yards  on 
the  down  side  of  the  branch  line.  THiere  are  carriage  sidings  on  the  down  side  of  the 
branch)  the  connection  with  the  down  branch  line  being  90  yards  beyond  the  end  of 
the  platform,  and  180  yards  beyond  the  junction. 

J  899.  I^ 

Digitized  by  ViiOOQIC 


('   83*.    )) 


The  mam  Hneand  the  iu^anoh  line  aire  lev^l  through  the  ^tkmv' hot  the  branch 
rises  otl  a  gradient  of  1  in  124  from  the  end  of  the  platform  for  a  distance  of  three- 
quarters  of  a  mile,  and  then  on  a  gradient  of  1  in  27  for  a  further  distance  of  three- 
quarters  of  a  mile. 

The  point  of  collision  was  200  yariis  beyond  the  connection  of  the  carriage  sidings 
with  the  down  branch  line,  about  300  yards  from  the  down  end  of  the  platform,  and 
about  400  yards  from  the  point  of  departure  of  th^  tail  of  the  train. 

The  following  is  the  evidence  given  by  servants  of  the  Company  :-^ 

Emdenoe, 


Mr.  Thomas  Hewitt^  station-master  at  Ifiddleton 
junction,  states : — On  the  2nd  September  a  special  relief 
train  wliich  had  been  arranged  to  work  to  Oldham  as ' 
required,  being  Oldham  Fair  holidays,  arrived  here 
safely  from  Oldham  at  about  4.30  p.m.  The  train 
consisted  of  five  coaches,  coupled  with  Fay's  breaks,* 
and  four  loose  third-class  coaches.  The  break- van 
was  at  the  Oldham  end  of  the  train  and  was  included 
in  the  five  coiipled  coaches.  I  put  it  into  the  »ding 
to  wait  till  required.  I  drew  it  out  at  6.40  p.m.  up 
to  the  Oldham  departure  platform,  and  fiDed  it  with 
passengers  for  Oldham.  The  loose  coaches  were  then 
in  rear.  The  guard  came  to  me  and  asked  me  to 
allow  the  pilot  to  go  behind,  as  it  was  not  safe  to  have 
the  loose  coaches  behind  up  the  incline,  which  is 
1  in  27.  I  concurred  and  told  the  driver  of  the  pilot 
engine,  which  was  standing  in  thje  carriage  siding  on 
the  Oldham  branch,  to  follow  the  train,  after  it  had 
started,  and  to  overtake  it,  being  very  careful  how 
he  approached  it,  and  also  to  be  very  careful  how  he 
left  it  at  the  summit  of  the  incline  so  that  nothing 
might  break  loose.  I  also  told  the  guard  to  instruct 
the  driver  of  his  train  to  go  steady  until  the  pilot 
had  overtaken  him.  I  did  not  hear  him  do  so,  but 
am  certain  he  did  by  the  way  the  train  started.  The 
train  started  very  steadily  at  not  more  than  three  or 
four  miles  an  hour  over  the  Canal  Bridge,  and  the 
pilot  started  as  soon  as  the  points  were  right  for  him. 
He  went  off  in  my  opinion  recklessly,  a  good  deal 
faster  than  he  ought  to  have  done.  He  shut  off  his 
steam  and  shut  his  cylinder  taps  just  over  the  Canal 
Bridge,  being  then  about  40  yards  behind  the  train. 
He  almost  immediately  applied  steam  again,  but  shut 
it  off  before  he  struck  the  train.  I  saw  the  collision 
but  did  not  hear  it.  I  was  on  the  end  of  the 
departure  platform  about  300  yards  off.  The  train 
went  on  and  he  followed  it.  I  heard  that  one  or  two 
passengers  complained  of  being  slightly  shaken.  The 
engine  I  call  the  pilot  engine  is  one  \isually  here  . 
when  heavy  trains  are  running  to  Oldham,  its  duty 
being  to  assist  trains  up  the  incline.     The  custom 

The  guard  of  the  train  was  not  present  at  my  inquiry,  being  away  on  leave,  but  his 
report  of  the  case  agrees  in  all  respects. 

Concltmcm. 

This  slight  collision  was  due  to  an  6rror  of  judgment  or  careless  driving  on  the 
part  of  the  driver  of  the  pilot  engine  No.  383,  The  man  frankly  admitted  that  he 
alone  was  to  blame,  and  there  is  no  doubt  that  it  is  a  difficult  operation  to  bring  an 
engine  up  to  the  tail  of  a  train  in  motion,  and  one  which  a  driver  should  never  be 
called  upon  to  perform  in  the  case  of  a  passenger  train. 

There  is  a  special  rule  in  the  Lancaislure  and  Yorkshire  book  of  regulations  to  the 
following  eflEect : — 

^^  Two  trams  mast  not  he  coupled  together  .  .  .  .  ;  nor  wast  pilot  or  other 
"  engmes  be  coupled  behind  trams^  hut  when  an  exiru  engine  is  required  to  assist  a 
"  train  it  nmst  he  attached  to  the  front  of  the  train^  except  in  cases  of  unaDoidahle 
"  necessity y  and  when  instructions  to  the  coiitrarp  are  given  by  the  passenger 
"  superintendent.''  Since  the  publication  of  this  rule  I  am  given  to  xmderstaud 
that  the  practice,  which  has  been  so  often  condemned,  of  banking  xxp  trains  from 
behind  has  ceased  to  obtain  on  this  line  in  the  case  of  passetiger  trains.    > 

In  this  instance  I  consider  that  the  statfeh-master  exorcised  «t  wisf>  discretion  in 
departing  from  the  rule,  being  under  the  necessity  of  despatching  a  train  up  the  very 


is  for  this  engine  to  be  coupled  on  in  fi-ont  of  the 
train  engine,  but  it  has  happened  once  before  in  the 
three  jears  that  I  have  been  here  that  I  have  sent 
it  behind  for  the  safety  of  the  loose  carriages.  As 
a  rule  the  loo3e  carriages  are  in  front  and  the  coupled 
carrages  with  breaks  in  rear.  This  train  had  been 
made  up  to  run  between  Oldham  and  Rochdale  where 
the  incline  is  the  other  way,  but  in  consequence  of 
an  influx  of  passengers  during  the  day  it  was  sent 
here.  I  did  not  change  the  make  up  of  the  train  here 
because  it  would  have  been  wrong  again  at  Rochdale. 

John  Heyiooody  goods  driver  about  two  years, 
states : — On  the  2nd  September  I  was  driver  of  No. 
383  goods  engine,  six-wheel  coupled,  with  six-wheeled 
tender,  I  came  on  at  9  a.m.,  and  was  sent  to  Mid- 
dleton  junction  to  pilot  trains  up  the  bank.  I  arrived 
there  about  10  a.m.  During  the  day  I  piloted  several 
trains  for  Oldham  up  to  Wemoth,  and  in  all  cases 
I  was  coupled  on  in  firont,  until  a  special  train  for 
Oldham  and  Rochdale  was  startmg  at  5.40  p.m. 
When  this  train  was  ready  I  was  in  the  carriage  sidings 
east  of  the  station,  and  the  station-master  told  me  that 
as  there  were  loose  coaches  at  the  rear  of  the  train 
I  was  to  run  up'  behind  it  to  Wernothr  Ho  said, 
"  You  must  be  very  careful  how  you  leave  them  at 
Wemoth."  I  did  not  hear  him  say  anything  about 
being  specially  careful  how  I  started,  but  he  may 
have  done  so.  When  the  trains  had  passed  the  points 
I  whistled,  and  the  siding  signal  was  taken  oiF  for  me 
to  go  out  I  started  very  carefully,  and  shut  off 
steam  and  started  again  two  or  three  times  before  I 
came  to.  the  train.  The  train  was  going  very  slowly, 
not  more  than  walking  pace,  and  I  was  not  going 
much  faster,  but  I  miscalculated  the  speed  a  little 
and  came  slightly  into  collision  with  the  train.  There 
was  no  damage  to  either  engine  or  train.  I  do  not 
blame  anybody  in  the  matter,  except  myself.  In 
former  days  I  have  often  had  to  run  out  in  this 
manner,  but  not  since  the  last  rules  came  out. 
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iintisimlly  steep  inelme  of  1  ill  2Yi  1^  the  tail  of  the  train, 

and  having  ?iomreak-van  to  attdch  behmd  them.  'He  bUght,  howfeyer,  inoist  certainly 
to  have  stopped  the  train  as  soon  as  it  had  passed  the  points  of  the  sidings,  so  that 
the  pilot  engine  might  be  brought  up  to  the  tail  of  the  train  while  it  was  at  a  stand, 
and  he  is  in  my  opinion  to  be  blamed  f6r  not  having  done  so. 

I  have,  &e., 
The  Secretary,  ,  "P.  A.  Mabindin, 

iUiilway  Departm^it,  Board  g£  Trade.  Major  E.JS. 

Priuted  copies  of  tiie  above  report  were  sent  to  the  Compwiy  on  the  1st  October. 


LANCASHIRE  AND  YORKSHIESl  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  London,  S.W.,  23rd  September  1878.  ^ 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  7th  instant,  the  result 
of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the  3rd  instant,  at 
Sowerby  Bridge  station,  on  the  Lancashire  and  Yorkshire  Railway.. 

In  this  case,  as  the  6.0  p.m.  up  traiQ  from  Normanton  to  Manchester,  consisting  of 
engine  and  tender,  and  six  carriages,  five  of  which  were  coupled  to  the  rear  break- van 
with  Fay*s  break,  was  approaching  Sowerby  Bridge  station,  where  it  was  timed  to  stop 
at  7.15  p.m.,  it  ran  iato  a  train  of  three  empty  carriages  which  had  been  let  down 
without  any  engine  on  the  Ripponden  up  branch  line,  and  having  run  past  the  siding 
points,  had  fouled  the  main  line  at  the  junction  points  at  7:22  p.m.  Three  passengers 
complained  of  injury,  but  none  were  seriously  hurt.  The  break-van  attached  to  the 
empty  carriage  train  was  smashed  to  pieces,  and  the  aads  of  the  next  carriage  broken, 
and  on  the  engine  of  the  up  train  the  funnel  was  knocked  down,  and  the  buffer  beam 
slightly  damaged. 

There  was  no  damage  to  the  permanent  way. 

Description, 

At  Sowerby  Bridge  the  Lancasiiire  and  Yorkshire  main  line,  as  it  runs  through  the 
station  from  east  to  west,  up  to  Mandiester,  is  nearly  straight  and  leveL  There  are 
platforms  on  each  side  of  the  two  main  lines,  a  dock  on  the  outside  of  the  down 
platform,  and  a  through Jloop  on  the  outside  of  the  up  platform.  Outside  this  through 
loop  again  there  is  the  main  platform  and  the  station  b^^d^lgs,  with  a  dock  for  the 
reception  of  the  Ripponden  branch  trains. 

The  junction  of  the  Ripponden  branch,  a  double  line,  is  about  60  yards  east  of  the 
east  end  of  the  down  platform,  and  this  branch  diverges  ai  an  easy  curve  to  the  south- 
west, the  faeing.points  being  on.the  up  line. 

The  up  through  loop  leaves  the  up  branch  line  and  crosses  the  down  branch  line  to 
the  right,  about  40  yaMs  from  the  junction,  and  50  yards  ftirther  along  the  branch 
the  Ripponden  dock  Iiuq  is  brought  out  across  both  prandi  lines  to  joia  a  shunting 
neck  bxtving  a  double  liue  of  r^ols,  which  form  a  double  junction  with  the  branch 
about  50  yards  istill  fiirther  along  it 

This  shunting  neck  has  been  arranged  so  that  the  branch  trains  are  not  brought  on 
to  the  main  line  at  all,  but  on  arriving  are  run  i^to  tbe  neck,  and  then  backed  across 
the  branch  line  into  the  dock.  After  they  are  emptied  they  are  drawn  out  again  into 
the  shuntiag  neck,  so  that  the  engine  may  get  round  the  train. 

The  branch  falls  on  a  gradient  of  1  in  103  towards  the  jimction.  The  main  line  on 
approaching  the  junction  is  level,  and  runs  through  a  rock  cutting  on  a  slight  curve. 
The  driver  of  an  approaching  engine  has  a  good  view  of  the  junction  signals,  but 
cannot  see  the  line  at  the  junction  until  he  comes  out  of  the  cutting,  about  160  yards 
from  it. 

The  signals  and  points  are  worked  from  Ripponden  junction-box,  oontaioing 
40  levers. 

Evidence. 

tPiltiam  SfdcUffiiy  flignalmaH  20  years,  states:—  was  built,  two  years  ago.  On  ihe  3rd  September  I 
I  have  beexL  at  Sowerby  Bddge  for  nearly  20  years,  came  on  doty  at  6  p.m.  for  12. hoars.  At  7.16  pan. 
and  have  been  in  charge  of  the  junction-box  since  it     the  Ripponden  train,  due  at  7*12  pan.,  amved  on  the 
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branch  and  ran  into  the  shunting  neck,  and  back  on 
to  the  platform  as  usual.  It  drew  out  across  the 
branch  into  the  shunting  neck  for  the  purpose  of  the 
engine  getting  round  the  carriages.  There  were  some 
goods  waf^gons  there  which  prevented  the  engine  from 
doing  this  in  the  usual  way  through  No.  12  points ; 
it  therefore  backed  the  carriages  through  No.  24 
points  on  to  the  up  branch  main  line  past  No.  25 
points.  The  engine  was  then  detached  and  run  into 
the  engine  loop  through  No.  25  points,  and  as  soon 
as  this  was  done  No.  25  points  were  pulled  oyer, 
and  the  carriages  left  on  the  up  branch  while  I  went 
to  attend  to  mj  signals  for  a  main  line-  up  train. 
While  I  was  doing  this  the  foreman  porter  who 
was  in  charge  of  the  carriages  let  them  down  before 
No.  24  points  were  set  for  him,  and  consequently  they 
ran  back  foul  of  the  main  line.  Just  as  they  were 
coming  to  a  stand  the  6.0  p.m.  up  train  from  Nor- 
manton  to  Manchester,  due  at  Sowerby  Bridge  at 
7.15  p.m.,  for  which  my  signals  were  off  to  run  into 
the  loop,  CAme  up,  and  into  collision  with  the  car- 
riages. This  train  had  to  stop  at  the  station,  and  was 
only  going  about  eight  miles  an  hour  at  the  time. 
I  had  no  time  to  put  up  any  signals  to  stop  this  train, 
as  I  didn't  see  the  empty  carriages  running  back  until 
they  were  right  opposite  to  my  box.  There  is  a  disc- 
signal working  with  No.  24  points,  and  the  carriages 
should  not  have  been  let  down  till  the  signal  was  off. 
I  have  never  hand-signalled  them  on  this  operation 
before,  either  for  engines  or  carriages.  I  might  have 
given  a  hand-signal  on  this  occasion,  but  I  don't 
think  I  did.  I  ought  to  have  set  No.  24  points  at  the 
same  time  as  No.  25,  but  I  forgot  to  do  so  when  I 
went  to  look  after  the  up  main  line  train.  I  got  the 
up  train  on  line  from  Milner  Royd  at  7.2 1  p.m.  I  had 
had  the  "be  ready"  at  7.19  p.m.,  and  1  took  my 
signals  off  for  it  at  the  same  time.  At  that  time  the 
branch  train  of  empty  carriages  was  on  the  branch 
line.  The  collision  did  not  damage  the  up  train  at 
all,  and  only  damaged  the  break  compartment  of  the 
empty  carriages.  The  collision  took  place  at  7.22  p.m. 
It  was  daylight  at  the  time.  I  am  quite  certain  that 
I  had  taken  off  the  signal  (No.  7)  for  the  loop  before 
'  the  Ripponden  carriages  had  run  back  through  No.  5 
points.  I  had  taken  my  signal  off  as  soon  as  the  first 
part  of  the  train  had  passed  at  7.19  a.m.  No.  5 
points  must  have  been  right  for  the  loop,  and  the 
Ripponden  carriages  must  have  forced  them  open  in 
running  back  through  them.  I  didn't  examine  the 
points  afterwards,  so  I  cannot  tell  whether  or  not 
they  were  sprung.  The  engine  of  the  train  was  about 
30  yards  beyond  the  home-signal  when  I  threw  it  up 
again.  The  home-signal  is  about  100  yards  from  my 
cabin. 

Giles  Latchfordf  foreman  porter  at  Sowerby  Bridge, 
13  years  in  the  service,  states : — On  the  3rd  September 
I  was  working  as  guard  of  the  Ripponden  branch 
train.  It  arrived  at  the  branch  platform  in  the  usual 
way  at  7.16  p.m.,  and,  after  setting  down  the  pas- 
sengers, it  drew  out  into  the  shunting  neck  as  usual 
for  the  engine  to  get  round  the  carriages.  Owing  to 
some  waggons  it  couldn't  do  this  in  the  usual  way, 
and  was  therefore  backed  out  on  the  up  branch  line. 
The  engine  being  detached  set  back  into  the  engine 
loop  thnnigh  No.  25  points.    I  was  in  the  break  com- 


partment of  the  van  which  was  next  to  thd  engine  on 
coming  down  from  Ripponden,  and  therefore  at  the 
end  of  the  train  nearest  to  the  junction  as  we  were 
then  standing.  I  kept  the  break  on  until  I  got  a 
hand-signal  irom  the  signalman  to  let  down  the 
carriages.  I  then  took  my  break  off  in  order  to  let 
them  down  into  the  shunting  neck,  but  No.  24  points 
had  not  been  set,  and  we  ran  back  foul  of  the  main 
line.  I  had  been  only  a  month  here  at  the  time,  and 
I  didn't  know  the  points  very  well,  and  it  was  dusk 
at  the  timC)  so  that  I  never  found  out  that  I  had  run 
past  No.  24  points  until  I  saw  the  head  light  of  the 
Nonnanton  train  coming  on  the  up  line,  only  about 
30  yards  off.  I  was  then  foul  of  the  main  line.  I 
jumped  off,  and  was  not  hurt.  The  break  carriage 
was  completely  smashed,  and  both  ends  of  the  next 
carriage  were  staved  in.  Only  the  break  carriage  was 
knocked  off  the  rails.  I  was  only  coming  down  about 
a  walking  pace,  and  had  nearly  come  to  a  stand  when 
the  collision  occurred.  If  I  bad  seen  that  I  had 
passed  the  proper  points  I  could  easily  have  pulled 
up  before  fouling  the  main  line,  but  not  before  fouling 
the  loop  up  which  the  train  was  coming.  My  train 
of  empties  consisted  of  third-class  carriage  with  break 
compartment  in  front,  one  composite,  and  one  third- 
class  in  rear.  They  were  cou{)led  with  Fay's  break. 
I  didn't  know  there  was  a  disc-signal  for  going 
through  No.  24  points.  I  have  done  the  same  thing 
before,  and  have  been  hand-signalled.  I  didn't  look 
at  No.  5  points  when  I  was  running  back,  but  they 
must  have  been  right  for  the  branch  and  not  for  the 
loop,  or  I  must  have  felt  when  we  went  through  them 
that  I  was  forcing  them  open.  I  was  just  moving 
when  struck.     My  break  was  slightly  on. 

Joseph  Redman,  passenger  driver  three  or  four 
years,  states : — On  the  3rd  September  I  was  driving 
the  6.0  p.m.  up  train  from  Normanton  to  Victoria, 
consisting  of  engine  and  tender,  and  about  six  car- 
riages. The  five  rear  carriages  were  coupled  with 
Fay's  break  to  the  break  compartment  in  rear,  and 
there  was  one  loose  carriage.  I  had  only  a  tender 
break,  with  one  block  to  each  of  the  six  wheels.  My 
engine  is  a  four-wheel  coupled  engine  with  six  wheels. 
We  left  North  Dean  about  right  time,  and  were 
stopped  at  Milner  Royd  cabin  for  a  couple  of  minutes, 
after  which  the  distant-signal  from  Sowerby  Bridge 
junction  was  against  us.  We  proceeded  gently  past 
the  distant,  and  found  the  home-simal  right.  My 
steam  was  off.  It  had  been  taken  off  when  I  saw  the 
distant-signal  against  me.  I  let  the  train  come  slowly 
on  into  the  station^  and  when  coming  round  out  cu 
the  cutting  I  saw  there  was  an  obstruction  on  the 
line.  I  reversed  my  engine  and  got  steam  on  against 
her,  but  had  no  time  to  whistle  for  the  guard's  break. 
We  ran  into  the  carriages  which  were  put  off  the 
main  line,  smashing  up  the  break-van.  The  funnel 
of  my  engine  was  knocked  down,  and  the  buffer  beam 
splintered  a  little.  The  shock  did  not  seem  much  to 
me.  It  didn't  damage  me  in  any  way.  I  heard  of 
one  small  child  being  a  little  hurt,  but  there  were  no 
other  complaints  that  I  know  of.  I  was  going  about 
five  or  six  miles  an  hour,  having  to  pull  up  at  the 
station.  None  of  the  vehicles  of  my  train  were  off 
the  rails.  1  didn't  see  the  obstruction  on  the  line 
more  than  40  or  50  yards  off. 


Conclusion. 

Prom  the  foregoing  evidence  it  appears  that  upon  this  occasion  the  Bipponden 
branch  train  having  been  drawn  out  into  the  shunting  neck,  after  being  emptied,  the 
engine  was  unable  to  get  round  the  train  in  the  usual  manner,  owing  to  a  cross-over 
road  on  the  shunting  neck  being  blocked  by  some  waggons.  The  train  was,  therefore 
backed  out  on  to  the  up  branch  line,  and  the  engine,  being  detached,  was  run  into  a 
siding,  so  that  the  train  might  be  let  down  past  it,  and  into  the  shunting  neck 
again.  The  points  leading  thereto  were,  however,  not  set  right,  and  the  train  running 
back  past  them,  and  through  the  points  of  the  loop  line,  fouled  the  main  line  at  the 
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junction,  just  as  the  6.0  p.m.  up  train  was  approaching,  with  the  signals  off  for  it  to 
run  into  the  station. 

This  accident  was,  therefore,  due  principally  to  the  carelessness  of  the  signalman  at 
Ripponden  junction-box,  in  giving  a  signal  for  the  branch  train  of  empty  carriages  to 
be  let  down  without  first  setting  the  points  right  for  it  to  run  into  the  shimting  neck. 

The  foreman  porter  who  was  acting  as  guard  of  this  train  ought  to  have  seen  that 
the  road  was  set  right  for  him,  and  the  disc-signal  off,  before  he  started  the  train 
back,  and  he  also  is  much  to  be  blamed  for  not  having  done  so.  He  pleads  that  he 
had  only  been  a  month  at  the  station,  and  didn't  know  the  different  points,  but  in  his 
position  he  ought  to  have  made  it  his  duty  to  know  all  about  them,  and,  had  he  done 
so,  he  could  not  have  failed  to  perceive  that  his  train  had  passed  the  proper  points, 
when,  with  the  powerful  break  at  his  command,  he  might  have  stopped  his  train  in 
time. 

The  driver  of  the  passenger  train  states  that  he  had  no  time  to  whistle  for  the 
guard's  breaks,  as  he  only  saw  the  obstruction  on  the  line  about  40  or  50  yards  off, 
but,  the  point  of  collision  being  visible  for  160  yards,  and  it  being  only  dusk  at  the 
time,  he  cannot  have  been  keeping  a  very  good  look-out.  Had  he  been  doing  so  and 
sounded  his  whistle,  the  train  might  easily  have  been  stopped  by  the  powerful 
continuous  breaks  in  the  hands  of  the  guard,  although,  judging  from  the  effects  of 
the  collision,  the  speed  of  the  train  was  imdoubtedly  higher  than  the  driver  estimates 
it  at,  viz.,  6  miles  an  hour. 

Even  as  it  was,  with  only  60  yards  to  act  in,  the  train  might  have  been  stopped, 
or  nearly  so,  had  the  power  of  instantaneously  applying  the  breaks  to  the  whole  of 
the  train  been  in  the  hands  of  the  driver,  a  most  essential  condition  for  an  effective 
continuous  break. 

The  cross-over  road  on  the  shunting  neck  ought  never  to  be  allowed  to  be  blocked 
up  by  waggons,  for  this  neck  was  laid  out  expressly  to  avoid  the  necessity  of  any 
such  dangerous  operation  as  letting  down  a  train  of  carriages  without  an  engine,  on 
a  heavy  falling  gradient  towards  a  junction. 

In  order  to  prevent  the  possibility  of  an  accident  of  this  kind  in  future.  No.  24 
points  should  be  altered  so  as  to  lie  in  their  normal  position  right  for  the  shunting 
neck,  and  so  form  a  trap  for  the  up  branch  line  ;  they  should  precede  No.  8,  the  up 
branch  home-signal,  and  when  pulled  over  should  lock  Nos.  2  and  7,  the  up  main  and 
up  loop  home-signals. 

I  have,  &c., 
The  Secretary,  F.  A.  IVtAJt^iNDiN, 

(Railway  Department,)  Major  B.E. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  16th  October. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Board  of  Trade  (Railway  Department), 
Sib,  17th  July  1878. 

In  compliance  with  the  instructions  contained  in  your  minute  of  the  8th  ultimo, 
I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the  result  of 
my  inquiry  into  the  circumstances  which  attended  the  collision  that  occurred  on  the 
Slst  May  last  at  Bolton  station  on  the  London  and  North- Western  Railway. 

The  5  p.m.  passenger  train  to  Manchester  as  it  left  Bolton  station  platform  ran  into 
a  coal  tram. 

The  passenger  train  consisted  of  a  tank  engine  running  with  its  coal  bimk  in  front, 
a  third-class  break  carriage,  four  passenger  coaches,  and  another  third-class  break,  in 
which  the  guard  in  charge  was  travelling.  All  the  coaches  on  the  train  were  fitted 
with  Clarke  and  Webb's  continuous  breaks.  The  coal  train  consisted  of  a  shunting 
engine  and  14  empty  and  loaded  coal  w«^ons.  This  coal  train  was  being  pushed 
back,  from  the  line  on  which  the  passenger  train  was  to  run,  into  No.  4  platform  Une, 
which  is  adjacent  to  No.  3  line  from  which  the  passenger  train  started. 

Bolton  station  is  worked  and  controlled  from  a  raised  signal-box  at  the  south  end  of 
the  station,  and  each  platform  is  provided  with  a  starting-signal  which  is  interlocked 
with  the  points. 
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On  the  day  in  question,  at  5  o'clock,  tte  engine-driver  of  the  passenger  train  got  the 
signal  from  the  guard  in  charge,  that  the  train  was  ready  to  start,  the  guard  was 
standing  near  the  tail  end  of  his  train  at  the  time,  and  as  the  train  started  at  once 
the  guard  jumped  into  his  van  and  began  attending  to  his  parcels. 

Immediately  afterwards  he  heard  the  engine-driver  give  one  whistle.  He  ran  to  the 
window  of  his  van,  and  as  he  looked  out,  he  felt  the  shock  of  the  collision  and  was 
knocked  down  in  his  van  and  slightly  cut  on  the  cheek.  Two  passengers  were  slightly 
injured.  One  buffer  casting  of  the  passenger  engine  was  cracked,  one  waggon  of  coals 
was  broken  and  knocked  off  the  rails,  and  two  empty  coal  waggons  were  damaged. 

The  evidence  is  as  follows : — 


Joshua  J(mesj  driver  of  5  o'clock  tram,  Bolton  to 
Manchester  on  May  31st. — ^At  5  o'clock  the  guard 
gave  me  the  signal  from  the  back  end  of  mj  train  to 
start ;  my  engine  was  about  30  yards  back  from  the 
starting-signaJ,  which  was  on  my  left,  and  I  was  on 
the  right  side  of  my  engine  and  looking  out  to  get  the 
signal  that  the  station  work  was  completed,  and  that 
I  might  start.  On  getting  the  signal  from  the  guard 
I  gave  three  whistles  to  caU  the  signalman's  attention 
that  I  was  ready  to  start  and  to  get  the  signal.  I  then 
put  steam  on  my  engine  and  as  it  moved  slowly  ahead 
a  permanent  way  inspector  ran  up  to  get  on  the  engine, 
and  as  I  turned  round  again  to  look  for  the  signal  I 
saw  Idiat  the  signal  was  against  me,  and  that  a  train 
of  empty  waggons  was  being  pushed  back  off  the  road 
on  which  I  was  travelling  into  No.  4  platform 
line,  I  whistled,  pulled  the  cord  of  the  continuous 
breaks,  and  did  my  best  to  stop,  but  could  not  do  so 
before  I  etrack  oujb  of  tfie  empty  wa^^gons  of  the  coal 
train,  which  was  knocked  off  the  i-oad  and  the  cast- 
iron  buffer  of  my  engine  was  cracked.  My  engine  and 
every  carriage  of  my  train  remained  on  the  metals.  I 
had  six  coaches  on.  I  have  been  an  engine-driver 
about  eight  years,  eight  years  fireman,  and  Qiree  years 
cleaner.  I  think  my  engine  was  moving  about  two 
miles  an  hour  when  I  struck  the  coal  train. 

John  Hicksonj  guard. in  charge  of  the  5  pan.  tradn, 
Bolton  to  Manchester,  on  3 1st  May.— At  6  p.m.  I 
held  out  my  hand  to  ^e  driver  of  the  train  to  show 
that  I  was  ready  for  the  train  to  start,  and  the  train 
started.  I  jumped  in  my  van  and  turned  to  attend  to 
my  parcels,  and  as  I  did  so  I  heard  a  whistle,  I  ran 
to  the  window  to  look  out,  and  as  I  did  so  I  was 
knocked  down  in  my  van  and  slightly  cut  on  the  cheek. 
My  train  consisted  of  a  tank  engine  running  coal  bunk 
in  front,  third-class  break,  four  passenger  coaches,  and 
another  third-class  break  at  the  tail  end  of  the  train 
in  which  I  was  travelling.  When  w©  started  my  van 
was  close  to  the  buffers  at  the  station-house  end  of  the 
.platform,  and  the  collision  occurred  when  my  van 
reached  three  parts  down  the  platform.  I  have  been 
a  guard  two  years  working  into  this  station,  and  was 
not  off  work  through  the  e&cts  of  the  accident. 


Georae  Atkinson^  station  inspector  London  and 
North-Westem  Bailway,  Bolton  station. — ^I  w^  just^ 
at  the  end  of  the  platform  when  the  5  p.m.  passefig^ 
train  started  on  the  3l8t  May.  My  firot  notice 
of  anything  wrong  was  hearing  the  collision.  I 
ran  up  the  platform  and  found  that  one  of  the 
trucks  of  coal  which  was  laden,  and  about  the  eighth 
waggon  from  the  engine,  was  knocked  off  the  rails  and 
two  other  empty  coal  trucks  slightly  damaged  ;  there 
were  18  waggons  on  the  train,  and  two  passengers 
complained  of  being  hurt. 

Eri  Haworth. — ^I  am  a  signalman  stationed  at 
Bolton.  I  have  been  signahnaA  about  12  months  in 
No.  1  cabin  Bolton,  wjliidh  is  close  outside  the  station. 
I  work  starting  signals  for  each  of  the  four  platform 
lines.  I  was  on  duty  on  May  31st  when  the  5  p.m. 
train  started  for  Manchester.  It  was  standing  at  No. 
3  platform.  When  the  signals  are  i^ainst  a  driver 
who  wants  to  start  he  is  supposed  to  give  three 
whistles,  but  I  did  not  hear  the  driver  of  the  5  p.m. 
give  three  whistles  on  the  day  in  question.  I  heftrd 
him  give  one,  but  I  did  not  see  where  he  was  at  the 
time.  I  could  not  take  off  my  signal  for  No.  3,  which 
he  required,  as  mv  road  was  at  the  time  set  for  No.  4, 
in  consequence  of  a  train  of  coal  and  empty  waggons 
being  shunted  on  to  No.  4  line.  The  train  of  coal 
waggons  had  come  out  of  the  coal  yard  adjoining  the 
station.  I  saw  the  engine  of  the  passenger  train 
strike  the  coal  waggon,  which  I  think  was  about  five 
or  six  from  the  engine.  The  passenger  engine  was 
going  very  slowly  at  the  time,  and  the  coal  train  was 
being  pushed  in  the  opposite  direction  to  the  passenger 
train  at  about  the  same  speed  as  the  paiasenger  train* 
I  had  called  the  driver  of  the  coal  train  back  by  hand- 
signal  and  had  made  the  road  for  him  to  put  his  train 
into  No.  4  platform  hne.  I  let  him  out  of  the  coal 
yard  about  six  minutes  to  five.  He  then  shunted 
some^  waggons  into  No.  4  platform  line,  drew  out  again 
and  shunted  some  other  waggons  into  the  coal  yard 
siding,  but  as  this  siding  could  not  hold  the  whole 
train  I  gave  the  driver  the  signal  to  push  back  the 
remainder  of  his  train  into  No.  4  platform  line  to  dear 
the  road  for  the  passenger  train. 


Conclimon. 

The  accident  was  caused  by  the  neglect  of  the  driver  of  the  passenger  train,  who 
left  No.  3  platform  at  Bolton  station  while  the  starting-signal  was  standing  at 
"  danger,"  and  while  a  train  of  loaded  and  empty  coal  waggons  was  being  pushed 
backwards  from  the  "up"  line  to  Manchester  into  No.  4  platform  line.  His  excUse 
for  starting  while  the  signal  was  at  "  danger  '*  within  a  few  yards  of  him,  and  while  a 
coal  train  was  close  to  him  and  plainly  in  sight,  is,  that  his  attention  was  attracted 
by  a  permanent  way  inspector  getting  on  his  engine  immediately  after  he  had  started 
his  train ;  but  the  mistake  of  starting  his  train  while  the  signal  was  at  **  danger  **  had 
been  committed  before  he  saw  the  inspector.  The  engine-inver,  who  has  been  about 
eight  years  a  driver  on  the  London  and  North-Westem  Railway,  bears  a  good 
character,  but  has  been  fined  for  the  mistake  he  committed  and  for  which  there  could 
be  no  excuse. 

The  signalman  should  not  have  allowed  the  line  to  be  fouled  by  a  coal  train  at  the 
time  the  passenger  train  was  just  due  to  start.  His  excuse  for  doing  so  is,  that  the 
work  of  the  station  could  not  be  done  if  he  had  not  allowed  the  coal  train  to  go  oh 
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with  its  shxmtiiiLg.    The  company's  district  superintendent  who  attended  the  inquiry 
did  not  think  the  signalman  to  blamie. 

The  station  accommodation  at  Bolton  would  therefore  appear  to  he  inadequate  to 
the  requirements  of  the  place,  if  shunting  on  the  passenger  lines  has  to  be  earned  on, 
until  the  passenger  trains  are  due  to  start. 

•  I  have,  &c., 
The  Secretary,  P.  H.  Bigh, 

(Bailway  Department,)  Colonel  RJ3. 

Board  of  l^de. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  7th  August. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Board  of  Trade, 
Sir,  aeth  August  1878. 

In  compliance  with  the  instructions  contained  in  the  order  of  the  24th  ultinio, 
I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the  result  of 
my  inquiry  into  the  circumstances  of  the  collision  which*  occurred  on  the  20th  ultimo 
it  Edge  HiQ  station,  on  the  London  and  North- Western  Railway. 

A  light  engine  from  lime  Street,  Liverpool,  ran  into  a  passenger  train  which  was 
standing  at  the  station.  Twenty-two  passengers  are  returned  as  having  been  slightly 
cut  and  bruised,  and  two  or  three  more  have  since  complained  of  injuries.  None  of 
the  Company's  servants  were  injured.  The  west  end  of  Edge  Hiil  station  is  about  a 
hundred  yards  east  of  the  mouth  of  the  tunnel  which  extends  thence  to  Lime  Street 
station,  Liverpool.  There  is  a  signal-cabin  at  the  west  end  of  the  Edge  Hill  station 
platform,  from  which  a  home-signal  at  the  mouth  of  the  tunnel,  and  a  distant.signal 
about  two  hundred  yards  inside  the  tunnel,  are  worked  by  the  signalman  stationed  in 
the  cabin.  The  tunnel  is  also  kept  clear  of  smoke  and  steam  by  a  fan  placed  at  the 
centre  of  the  tunnel,  which  is  worked  continuously  from  6.30  o'clock  in  the  morning 
to  11.30  in  the  evening.  This  section  of  the  line  is  also  worked  on  the  Mock  system^ 
and  no  engine  or  train  is  allowed  to  start  from  Lijne.  Street  station  untU  the  last 
vehicle  of  a  preceding  train  has  passed  the  signal-cabin  at  the  west  end  of  Edge  BQll 
station. 

On  the  day  in  question  the  8  p.m.  train  from  lime  Street,  which  consisted 
of  a  train  for  Manchester  in  front,  and  a  train  for  Bootle,  which  was  connected  to  the 
Manchester  portion,  left  Lime  Street  at  8.2  p.m.  It  was  drawn  by  two  engines,  which 
w«e  placed  in  front.  "  Line  clear ''  was  given  to  Lime  Street  when  the  Bootle  and 
Manchester  trains  arrived  at  Edge  Hill,  and  a  light  engine  was  allowed  to  leave  Lime 
Street  station  at  8.8.  p.m.,  the  driver  being  told  by  the  signalman  on  duty  at  Lime 
Street  to  make  haste,  as  he  was  only  two  minutes'  in  front  of  the  train  due  to  leave 
Lime  Street  at  8.10  p.m.  This  light  engine  ran  into  the  last  vehicle  of  the  Bootle 
train,  which  was  still  standing  at  the  Edgehill  station  platform  when  the  light  engine 
reached  it.  The  Manchester  portion  of  the  train  had  already  left  Edge  Hill  for 
Manchester  at  the  time  of  the  collision.  No  vehicles  were  thrown  off  the  rails,  and 
no  injury  was  done  to  the  rolling-stock  or  permanent  way.  The  signals  at  the  mouth 
of  the  tunnel  and  inside  the  timnel  were  at  "  danger  '*  when  the  light  engine  passed 
them,  but  the  engine-driver  missed  seeing  the  distant-signal  altogether,  and  only  saw 
the  home-signal  at  the  mouth  of  the  tunnel  when  he  reached  it. 

The  evidence  \A  as  follows  : —  ' 

TVnu  Lomax,  guard  of  the  8  p.m.  Bootle  train  on  man  for  the  last  three  years.     I  was  on  duty  when  the 

the  20th  July,  said  ^— **  I  left  Lime  Street  at  8.2  p.m.  8  p.m.  trains  from  Lime  Street  arrived  at  Edge  Hill. 

The  Bootle  aeetion  of  the  8  p.m.  train,  to  which  I  They  arrived  at  8.7  p.m.,  the  Manchester  train  being 

belong,  consisted  of  seven  coaches,  one  being  a  third-  in  front,  and  the  Bootle  io/  the/rear.    After  seeing 

class  brake,  in  which  I  rode,  at  the  end  of  the  train,  the  tail  lamp  on  the  last  vehicle,  I  immediately  gave 

I  heard  the  light  engine  approaching,  and  jumped  "  line  clear "  to  Lime  Street^  having  previously  put 

from  my  van.     Iw9^  not  hurt.     My  van  w^  stan^ng  on  my  distMit^od  iiopBie  fig^ak^  ;  At  8.8  p.m.  a  light 

at  the  sloping  end  of  the  platform  when  the  light  engine  was  given  on  from  Lime  Street.     I  did  not 

engine  struck  it.    None  of  my  coaches  were  damaged,  interfere  with  the  signals,  but  heard  the  light  engine 

About  15  or  16  of  my  passeT\'^ers  complained  of  being  approaching,  and  thought  the  driver  was  coming  too 

injured."  fast     I  looked  out  of  the  window,  when  I  observed 

the  engine  emerging  from  the  tunnel,  and  the  driver 

Horatio  Ogden^  signalman    at   No.  1    box.  Edge  apparently  doing  all  he  could  to  stop,  but  he  was 

Hill,  on  20th  July,  said :  —  **  I  have  been  signai-  unable  to  do  so  until  he  had  struck  the  rear  vehicle 
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of  the  Bootle  train,  which  was  opposite  mj  signal-box. 
It  was  quite  dajlight,  and  I  could  see  my  stop  signal 
distinctly.  There  was  no  steam  or  smoke  emitting 
from  the  tunnel  at  the  time.  As  I  observed  the 
driver  was  doing  all  he  could  to  stop  the  engine  I 
did  not  exhibit  a  red  flag.  The  engine  was  running 
tender  first.  The  collision  occurred  at  8.11  p.m.  I 
spoke  to  the  driver,  and  he  appeared  to  be  sober. 
There  was  a  fireman  on  the  engine.  There  was  a 
tail  lamp  on  the  Bootle  train.  The  light  engine 
struck  the  Bootle  train  pretty  hard.  I  cannot  say  at 
what  speed,  but  nothing  left  the  rails." 

James  Stewart,  station-master,  Edge  Hill,  said : — 
"I  was  on  duty  on  Saturday  night  last,  when  the 
8  p.m.  trains  from  Lime  Street  arrived  at  Edge  HiU. 
The  Manchester  portion  was  in  front,  and  was  duly 
despatched  to  Manchester,  after  which  the  engine 
came  out  of  the  siding  to  back  down  to  the  Bootle 
train,  and  whilst  this  was  being  done  I  heard  the 
engine  approaching  from  lime  Street,  I  noticed  the 
stop  signaJ  was  at  *'  danger,"  and  expected  the  drivei 
would  pull  up  at  it.  I  observed  the  engine  coming: 
out  of  the  tunnel,  and  thought  the  driver  was  coming 
too  quickly,  and  therefore  held  up  my  arms,  (standing 
at  the  end  of  the  platform,)  and  motioned  and  whistled 
for  the  driver  to  stop,  and  he  appeared  to  be  doing  all 
he  could  to  bring  the  engine  to  a  stand,  but  was  unable 
to  do  so  before  the  collision  took  place.  This  was 
about  8.11  p.m.  I  did  not  notice  any  steam  or  smoke 
coming  out  of  the  tunnel.  I  have  seen  the  stationary 
engine-driver,  and  he  tells  me  that  the  fan  was  kept 
working  until  11  o'clock  that  night.  I  did  not  speak 
to  the  driver  of  the  light  engine.  I  have  known  him 
many  years,  and  never  knew  him  to  be  the  worse  for 
liquor.  So  far  as  I  know  he  was  sober  on  this  oc- 
casion." 

John  Mansfieldy  driver  of  the  8  p.m.  Liverpool  to 
Bootle  on  the  20th  July,  said  : — "  We  started  from 
Lime  Street  at  8.2  p.m.  and  reached  Edge  Hill  at  8.7. 
My  engine,  a  tank,  was  in  front.  On  my  arrival  at 
Edge  Hill  I  detached  and  ran  forward  into  the  siding 
to  allow  the  8  p.m.  Manchester  train  to  go  away. 
After  the  departure  of  the  8  p.m.  for  Manchester  I 
backed  out  on  to  the  platform  line.  My  fireman  was 
in  the  act  of  hooking  my  engine  on  to  the  train  when 
I  heard  some  one  shout  Mook  out.'  Immediately 
after  the  light  engine  struck  the  rear  of  my  train. 
My  engine  was  driven  forward  about  three  yards. 
No  damage  was  done  to  my  engine.  I  think  the 
collision  occurred  about  8.12  p.m.  The  tunnel  was 
perfectly  clear  when  my  train  passed  through  it.  My 
fireman  was  not  hurt.  I  spoke  to  the  driver  of  the 
light  engine ;  he  appeared  perfectly  sober." 

Thonias  Hardy ^  driver  of  light  engine  737  on  the 
20th  July,  said : — "  I  arrived  from  Wigan  at  Lime 
Street  at  8  p.m.  with  a  train ;  after  discharging  the 
passengers,  the  station  shunting  engine  di*ew  out  the 
coaches  and  I  followed.     My  engine  was  backed  down 


No.  4  line.  When  the  carriages  were  out  of  the  way 
I  was  called  out  by  one  of  the  shunters,  who  told  me 
we  were  two  minutes  in  front  of  the  8.10  p.m.  train, 
and  I  must  make  the  best  of  my  way  up  the  tunneL 
He  also  shouted  the  same  to  the  sifl^nalman,  and 
added,  ^  Let  this  light  engine  off  No.  4  line  and  up  the 
tunnel.'  The  signalman  lowered  the  signal  and  came 
to  the  top  of  the  stairs  and  motioned  and  shouted  to. 
me  to  *  wire  in,'  and  held  up  his  two  fingers.  *  Wire 
in '  is  a  term  commonly  used,  and  means  to  get 
through  as  quickly  as  I  could.  I  immediately  pro- 
ceeded and  found  the  tunnel  full  of  smoke  and  steam. 
I  missed  the  distant  signal  from  Edge  Hill,  not  being 
able  to  see  it  for  the  steam  and  smoke.  I  did  not 
find  out  where  I  was  until  half  the  engine  had 
emerged  from  the  tunnel  mouth  at  Edge  Hill.  The 
fireman  then  applied  the  brake  and  I  reversed  the 
engine,  steam  was  shut  off  at  the  time.  The  engine 
was  running  tender  first,  but  I  was  unable  to  stop 
before  striking  the  rear  of  the  Bootle  train,  which 
stood  just  opposite  No.  1  signal  box.  I  don't  think 
the  fan  was  working  at  the  time  I  passed  through  the 
tunnel.  I  did  not  observe  the  stop  signal  at  the 
tunnel  mouth  till  I  was  emerging  from  the  tunnel 
mouth.  I  could  not  see  it  for  smoke  and  steam. 
There  was  no  light  burning  in  it ;  it  was  daylight. 
I  left  Lime  Street  at  8.8  p.m.,  and  the  collision 
occurred  at  8.11.  I  have  been  a  driver  15  years,  and 
this  is  the  first  accident  of  the  kind  I  have  been  in. 
I  went  to  work  at  6.30  a.m.  and  had  been  on  the 
engine  all  day.  I  had  no  stop  that  day  except  3.30 
to  4.30  at  Lime  Street." 

Andrew  McDevitt,  signalman  at  No.  2  box,  Lime 
Street,  20th  July,  said  : — **  I  was  on  duty  at  Lime 
Street  at  8  o'clock  on  Saturuay  night  last.  The 
Bootle  train  left  about  8.2  p.m.  I  remember  the  light 
engine,  it  was  in  the  bottom  of  No.  6  line.  The 
shunting  engine  drew  up  the  coaches  clear  of  the 
points  and  put  them  back  into  the  new  station.  The 
light  engine  which  had  followed  the  coaches  out  was 
backed  into  No.  4.  At  8.8  I  ordered  the  driver  of 
the  light  engine  to  proceed  to  Edge  Hill  as  quickly 
as  possible,  and  told  him  that  he  had  only-  two 
minutes  advance  on  the  8.10  train.  We  should  have 
hooked  him  to  the  8.10  p.m.  train  in  the  ordinary 
courae,  but  it  was  not  convenient  to  do  so,  owing  to 
coaches  being  in  the  way.  I  believe  I  used  the  ex- 
pression *  wire  in,'  or  something  to  that  effect.  As 
fai'  as  I  could  see  there  was  no  particular  amount  of 
smoke  or  steam  coming  out  of  the  tunnel." 

Thomas  Parry,  stationary  signalman  at  the  Fan 
House,  Smithdown  Lane,  on  the  20th  July,  said : — 
"  The  fan  engine  was  working  continuously  from 
6.30  p.m.  to  1 1 .30  p.nL,  and  only  slowed  between 
trains.  I  received  the  signal  of  the  departure  of  the 
8  p.m.  passenger  train  from  Lime  Street  and  put  on 
the  fan  at  full  speed,  and  it  remained  so  until  8.25, 
it  being  kept  on  at  full  speed  for  the  8.10  pan.  train." 


The  accident  was  caused  by  the  neglect  of  the  driver  of  the  light  engine.  This  man 
has  been  fifteen  years  an  engine-driver  in  the  Company's  service,  and  bears  a  most 
excellent  character,  this  being  the  first  accident  of  the  kind  in  which  he  is  reported 
to  have  been  to  blame. 

I  have,  &c. 
The  Secretary,  E.  H.  Eigh, 

(Railway  Department),  Colonel  R.E. 

Board  of  l^»de. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  20t;h  September. 
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LONDON  AND  NORTH-WESTEEN  RAILWAY. 

Sib,  Holyhead,  October  30th,  1878. 

In  compliance  with  the  instructions  contained  in  your  minute  of  the  4th  ultimo 
I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the  result  of 
my  inquiry  into  the  circumstances  which  attended  the  collision  that  occurred  on  the 
31st  August  last  at  Holyhead  station  on  the  London  and  North-western  Railway. 

Twelve  persons  were  returned  hy  the  company  as  having  been  slightly  shaken,  but 
only  one  of  these,  who  was  cut  on  the  forehead,  has  made  any  complaint  since 
the  accident. 

The  10.30  p.m.  train  from  Chester  left  that  station  about  20  minutes  late,  and  arrived 
about  22  minutes  late  at  the  ticket  platform  at  the  east  end  of  Holyhead  station. 

The  train  consisted  of  two  engines  and  tenders,  a  covered  carriage  truck,  a  third- 
class,  a  parcels  van,  a  break- van  with  guard,  two  composites,  a  third-class,  another 
break-van  with  the  guard  in  charge,  a  third-class,  three  composites,  two  third-class 
carriages,  four  composites,  two  thirds,  a  second-class,  and  a  break- van  with  another 
guard.    The  vehicles  were  coupled  together  in  the  order  in  which  they  are  given. 

As  soon  as  the  train  drew  up  at  the  ticket  platform,  the  engines  were  detached,  ran 
forward,  and  were  turned  by  a  cross-over  road  on  to  the  up  line  to  go  back  to  the 
sheds,  but  as  the  second  engine  reached  the  place  where  the  crossing  between  the 
up  and  down  lines  intersecte  the  down  line,  the  tender  struck  the  carriage  truck, 
which  was  the  leading  vehicle  of  the  passenger  train  which  had  followed  the  engines 
down  the  incline.  The  tender  of  the  engine  was  slightly  damaged,  the  carriage  truck 
was  much  damaged,  and  the  two  leading  wheels  of  this  truck  were  thrown  off  the 
rails. 

The  ticket  platform  at  Holyhead  station  is  about  140  yards  east  of  the  station 
platform.  It  is  situated  on  a  gradient  of  1  in  90,  which  extends  about  40  yards 
west  of  the  platform,  and  about  a  quarter  of  a  mile  east  of  the  ticket  platform. 

The  signalman's  hut,  which  is  called  No.  2,  whence  the  points  and  signals  are 
worked,  is  about  38  yards  west  of  the  ticket  platform  and  the  points  through  which 
the  engines  were  turned  from  the  down  line  to  the  up  line  are  close  to  the  west  side 
of  No.  2  cabin. 

Evidence. 


1.  Peter  Lever^  inspector,  Holyhead,  states  :  I  was  on 
duty  when  the  10.30  p.m.  passenger  train  from 
Chester  arrived  at  the  ticket  stage  at  Holyhead  at 
1.15  ajn.  on  the  dlst  August,  and  as  soon  as  it  came 
to  a  stand  I  and  others  commenced  to  collect  the 
tickets.  I  had  collected  one  compartment  of  the 
fourth  or  fifth  carriage  from  the  engine,  and  the  train 
then  h^an  to  move  towards  the  station.  I  called 
out  down  the  train  for  the  breaks  to  be  put  on,  and 
the  train  immediately  stopped  before  it  was  struck  by 
the  engine.  The  train  had  moved  about  two  carriage 
lengths.  I  then  ordered  Shunter  Richard  Owen  to 
go  to  the  fi'ont  and  see  the  road  was  clear  and  get  the 
shunt  engine  on  the  train.  Before  he  could  get  thei*e 
the  collision  occurred.  I  did  not  see  the  collision  as 
I  was  at  the  time  collecting  tickets  in  the  fourth 
carriage  from  the  engine.  The  front  guard's  van  was 
the  third  vehicle  from  the  engines,  of  which  there 
were  two  on  the  train.  I  cannot  say  who  collected 
the  tickets  in  the  third-class  coach,  that  was  the 
second  vehicle  from  the  engines.  I  have  been  three 
years  inspector  at  Holyhead,  and  30  years  in  company's 
service.  I  saw  the  guard  in  leading  break  coach  as 
he  passed  me  in  his  van.  When  I  saw  the  train 
moving  I  went  towards  the  guard's  van  in  the  centre  of 
the  train  to  get  the  break  on,  and  told  Owen,  the 
shunter,  to  run  towards  the  front  and  see  that  the  train 
had  not  fouled  the  up  line,  but  the  accident  occurred 
before  Owen  had  time  to  get  there.  The  two  engines 
were  returning  on  the  up  road  to  the  engine  shed^ 
they  were  coupled  together. 

2.  Richard  Owen,  shunter,  Holyhead,  states :  I  was 
on  duty  at  the  ticket  stage  when  the  10.30  p.m.  from 
Chester  arrived  at  1.13  a.m.  on  the  31st  August.  I 
was  collecting  tickets  in  the  fiflh  carriage  from  the 
engine.  I  observed  the  train  moving  and  heard  In- 
spector Lever  and  Foreman  Evana  calling  out  for  the 


break  to  be  put  on  at  once,  as  soon  as  the  breaks  were 
got  on  the  train  immediately  stopped.  Inspector 
Lever  ordered  me  to  the  front  of  the  tram  to  see  the 
line  was  clear,  but  before  I  could  get  there  the 
engines  had  come  in  contact  with  the  train.  I  have 
been  employed  as  shunter  at  Holyhead  for  about  four 
years.  John  Jones,  porter,  took  the  tickets  in  third- 
class  coach  that  was  second  from  the  engines. 

3.  William  Roberts,  number  taker  at  Holyhead, 
states :  I  was  on  the  ticket  stage  when  the  passen- 
ger train  arrived  on  the  31st  August  for  the  pur- 
pose of  taking  the  numbers  of  the  vehicles.  I  was 
taking  the  numbers  when  I  heard  Inspector  Lever 
call  out  for  the  breaks  to  be  put  on.  I  at  once  ran 
and  got  in  the  middle  van  and  applied  the  van-break, 
which  I  found  off.  I  have  l^een  one  year  number 
taker  m  company's  service.  I  did  not  see  any  of 
the  guards.  I  was  standing  near  the  guard's  van 
about  the  middle  of  the  train.  I  heard  Lever  call 
out. 

4.  William  Hawkins,  guard,  joined  train  at  Crewe  : 
I  was  working  in  the  rear  van  of  the  10.30  p.m.  pas- 
senger train  from  Chester  on  the  night  of  the  30th 
August.  We  left  Chester  at  10.50  p.m.,  20  minutes 
late  with  two  engines  and  22  vehicles  on.  We  left 
Crewe  late  and  were  detained  at  Chester  waiting  for 
the  Manchester  and  Liverpool  portion.  We  reached 
the  ticket  stage  at  Holyhead  at  1.10  p.m.,  22  minutes 
late.  When  the  train  came  to  a  stand  I  had  my  van- 
break  on,  but  as  soon  as  the  train  stopped  I  released 
the  broak  and  got  out  of  my  van.  I  was  proceeding 
up  towards  the  front  of  the  train,  the  tail  end  of  which 
extended  some  four  or  five  carriages  beyond  the  ticket 
stage,  I  was  taking  some  valuable  parcels  and  letters 
to  the  middle  van.  I  usually  wait  before  taking  off 
my  break  to  satisfy  myself  that  the  train  is  secure,  and 
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trast  to  the  middle  break  to  hold  the  train  while  the 
eDgines  are  removed,  and  I  fancied  that  the  train  was 
secured  by  the  front  and  centre  breaks  before  I  took 
off  my  break  and  left  my  van  on  the  Slat  August. 
I  have  been  a  guard  working  to  Holyhead  between 
three  and  four  years.  Since  the  accident  I  am  keeping 
my  break  on  in  whichever  van  I  am  doing  duty  until 
the  engine  starts  the  train  from  the  ticket  stage. 
There  were  two  coaches  in  front  of  my  van  that  were 
attached  to  it  with  the  chain  break. 

5.  Jame^  Mountford^  guard,  joined  train  at  Euston, 
states  :  I  was  guard  in  charge  of  the  10.30  p.m.  from 
Chester  on  30th  August.  I  rode  in  the  van  about  the 
middle  of  the  train.  Wo  left  Chester  20  minutes 
late,  with  22  vehicles  on  and  two  engines  and  tenders 
in  front.  There  were  two  other  guards  in  break-vans 
with  the  train,  one  in  front  and  one  behind.  I  had 
my  chain  break  on,  which  was  attached  to  two 
coaches  in  front  of  my  van,  when  the  train  stopped  at 
the  ticket  stage  at  Holyhead  at  1.10  a.m.  When  the 
train  had  been  brought  to  a  stand,  I  took  off  by  break 
and  got  out  to  get  my  insured  parcels  and  letters  for 
the  )K>at,  from  the  rear  van.  I  depended  upon  the 
fra«t  van  to  hold  the  train.  I  saw  the  train  com- 
mence to  move,  but  it  came  to  a  stand  before  I  could 
reach  my  break.  I  have  been  a  guard  13  years.  I 
had  never  worked  before  with  the  guard  who  was  in 
the  front  van,  but  it  was  not  usual  with  me  to  take 
off  by  break  in  the  centre  break-van.  The  guard  in 
rear  van  has  been  with  me  in  the  same  duty  for  about 
12  months. 

6.  Evan  EvanSy  fireman,  Holyhead,  states :  I  was  on 
duty  on  the  31  at  August  when  the  train  arrived  at 
the  ticket  stage  about  1.15  a.m.,  and  was  assisting  in 
the  collection  of  tickets,  when  I  observed  the  train 
move  slowly  down  towards  the  station.  I  at  once 
called  out  to  the  front  guard  who  was  walking  slowly 
towards  me  to  put  on  his  break,  which  ho  at  once  did, 
and  the  train  stopped.  I  was  collecting  in  the  fifth 
vehicle  from  the  engine. 

7.  Thomas  Roberts^  signahnan  at  No.  2  box,  Holy- 
head, states :  The  10.30  p.m.  from  Chester  arrived  at 
the  ticket  stage  at  1.13  p.m.  on  the  31st  August. 
The  two  engines  were  uncoupled  from  the  train,  I 
turned  the  points  and  they  ran  on  over  the  points  of 
the  cross-over  road.  1  tiien  turned  the  points  for 
them  to  go  on  the  up  line  as  usual  and  they  proceeded. 
I  could  not  see  the  train,  but  from  the  position  of  the 
engines  when  the  train  first  stopped  at  the  ticket 
stage  I  was  satisfied  the  line  was  clear.  I  have 
been  signalman  at  No.  2  box  since  it  opened.    My 


signals  and  points  are  interlocked, 
yards  from  the  ticket  stage. 


My  box  is  58 


have 


8.  John  Jonesy  porter  at  Holyhead,  states  :  I 
been  in  company's  service  about  two  years.  I  com- 
menced to  collect  the  tickets  in  the  third-class  carriage 
which  was  second  from  the  engine,  when  the  train 
drew,  up  at  the  platform,  and  when  I  had  finished 
collecting  the  tickets  in  the  first  compartment  it  luu 
moved  forward  to  the  bridge  where  the  leadin^ 
carriage  truck  was  struck  by  ttie  engine. 

9.  Reubin  Roberts^  porter  at  Chester,  states:  I  was 
acting  guard  in  the  front  van  of  the  10.30  p.m.  from 
Chester  on  the  30th  August,  and  on  my  arrival  at 
Holyhead  at  about  1.10  p.m.  I  had  my  van  break 
with  the  chain  breaks  attached  to  two  coaches  behind 
it,  and  they  were  on  until  the  train  came  to  a  stand. 
I  then  took  off  both  breaks,  got  out  and  walked  along 
the  platform,  and  requested  the  passengers  to  have 
their  tickets  ready.  I  was  not  aware  that  the  engines 
would  be  detached  at  the  ticket  platform  as  I  had  not 
previously  worked  to  Holyhead  with  that  train  or 
any  other.  I  was  about  two  carriage  lengths  from  my 
van  when  I  saw  the  train  moving  and  I  at  once  ran  to 
my  van  and  put  on  first  the  patent  break  and  then  the 
van  break,  but  this  did  not  stop  the  train  until  it  was 
foul  of  the  up  line.  My  van  had  not  passed  the  ticket 
platform  when  I  got  back  to  it.  My  van  was  the 
fourth  vehicle  from  the  engines.  I  have  been  nearly 
14  years  in  the  London  and  North-western  Company's 
service,  and  know  the  road  between  Chester  and 
Holyhead. 

10.  Edward  E^ans^  extra  engine-driver :  I  have  been 
about  12  years  in  the  London  and  North-western 
Company's  service.  I  took  charge  of  the  second 
engine  which  brought  the  10.30  p.m.  train  from 
Chester  and  arrived  at  Holyhead  ticket  platform  on 
the  morning  of  the  31st  August.  The  man  in  charge 
of  the  leading  engine  remained  on  it.  My  mate 
detached  the  two  engines  after  the  train  stopped  at 
the  ticket  platform.  The  two  engines  were  run  on 
the  down  line  past  No.  2  cabin,  and  were  backed  by 
the  cross-over  road  on  to  the  up  line  to  go  to  the 
sheds.  As  my  engine  reached  the  place  where  the 
crossing  intersects  the  down  line  the  tender  struck 
the  covered  caiTiages  truck,  which  was  the  front 
vehicle  of  the  train.  The  back  foot-plank  of  my 
tender  was  slightly  damaged ;  the  two  leading  wheels 
of  the  carriage  truck  were  knocked  off  the  rails,  and 
the  truck  was  damaged.  We  were  running  about  two 
or  three  miles  an  hour.  I  could  not  see  that  the 
truck  was  foul  of  the  road  the  engines  were  running 
on,  as  it  was  so  dark  and  there  was  no  light  on  it. 


It  appears  that  after  the  passenger  train  was  stopped  at  the  ticket  platform  the 
fireman  of  the  second  engine  uncoupled  the  engines  and  tenders  which  went  forward. 

The  three  guards  who  were  with  the  train  took  off  their  breaks,  and  got  out  of 
their  break-vans  as  soon  as  the  train  stopped.  There  were  breaks  on  the  three  vans, 
and  chain  breaks  on  two  coaches  next  to  each  van,  which  were  worked  from  these 
vans. 

Immediately  after  the  engines  were  detached,  the  passenger  train  commenced  to 
follow  them  down  the  incline,  and  this  was  not  noticed  by  the  ticket  collectors  or  the 
guards  in  charge  of  the  train  soon  enough  to  stop  the  train  and  prevent  the  collision. 

About  50  yards  from  the  spot  where  the  engines  were  detached  the  leading  carria^ 
truck  was  run  into  by  the  engines,  which  were  returning  on  to  the  up  road. 

The  accident  was  caused  by  the  simultaneous  carelessness  of  all  three  guards  with 
the  passenger  train,  who  should  not  have  taken  off  their  breaks  until  after  the  work 
had  been  done  at  the  ticket  platform,  another  engine  had  been  attached,  and  the  train 
was  ready  to  proceed  to  Holyhead  station. 

I  have,  &c., 
The  Secretary,  E.  H.  RtCH, 

{Bmlway  JDepartmentj)  Colonel  JB.JSl 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  15th  November. 
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LONDON  AND  NORTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  London,  S.W.,  31st  October  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  24th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred  on 
the  20th  ultimo  at  Springs  Branch  jimction,  near  Wigan,  on  the  London  and  North- 
western Railway. 

In  this  case,  the  12.5  a.m.  up  passenger  train  (consisting  of  seven  carriages  and  two 
break-vans),  firom  Carlisle  for  London  came  into  collision  with  the  1.35  a.m.  up  train, 
consisting  of  16  empty  coal  waggons  and  a  break-van,  from  Preston  for  Springs 
Branch. 

Three  passengers  have  complained  of  slight  injury.  The  fireman  of  the  empty 
train  was  knocked  ofE  his  engine  and  hurt. 

The  engine  and  van  of  the  passenger  train  were  slightly  damaged,  the  engine  being 
thrown  off  the  rails,  and  also  one  pair  of  wheels  of  the  van  next  it.  The  break- van  and 
five  waggons  of  the  empty  coal  train  were  badly  damaged. 

Description. 

At  Springs  Branch  junction  the  lines  to  Liverpool  and  Manchester  unite  with  the 
main  Une.  There  are  two  signal-cabins.  No.  1  near  the  junction  of  these  lines,  and 
No.  2,  231  yards  further  north,  near  the  junction  of  two  goods  lines  with  the  main 
lines,  the  up  home-signal  of  No.  2  cabin,  situated  90  yards  north  of  it,  being  slotted  by 
the  up  junction  home-signals  of  No.  1  cabin.  The  up  distant-signal  is  680  yards  from 
the  up  home-signal.  About  three-quarters  of  a  mile  north  of  No.  2  cabin  is  the  Canal 
cabin,  at  the  northern  junction  of  the  goods  lines  with  the  main  lines.  The  line 
between  the  two  cabins  is  nearly  level  and  straight.  The  traffic  is  worked  on  the 
absolute  block  system.  The  collision  took  place  about  160  yards  south  or  inside  the 
up  home-signals,  and  70  yards  south  of  No.  2  cabin,  at  3.5  or  3.6.  a.m. 


Evidence. 


1.  John  Butler 9  driver  25  years. — I  started  from 
Preston  at  1.35  a.m.,  right  time,  with  a  train  of  16  empty 
cnal  waggons  for  Springs  Branch.  We  were  stopped  at 
Wigan  north  hox  ahout  six  minutes,  took  water  at  the 
south  end  of  the  station,  and  proceeded  on  along  the 
main  line  to  No.  2  box  home-signals  at  Springs  Branch, 
the  distant  and  home  signals  being  both  at  danger, 
the  Canal  box  signals  having  been  off  for  the  main 
line.  We  more  generally  go  along  the  loop  line  than 
the  main  line  if  only  a  few  minutes  in  front  of  the 
passenger  train.  On  approaching  the  home-signal  at 
No.  2  box  I  gave  a  whistle  for  the  main  line  signal 
but  it  was  not  taken  off  until  I  had  been  standing 
right  under  it  for  about  10  minutes,  when  it  was 
lowered.  After  standing  about  five  minutes  I  shouted, 
^  Are  we  to  go  ?"  and  got  no  reply.  There  was 
another  engine  at  the  time  shunting  on  the  Manchester 
branch  at  the  junction.  I  also  whistled  after  shouting. 
On  the  signal  being  lowered  I  drew  ahead  imtil  the 
tail  of  my  train  was  clear  of  the  points  by  which  I 
was  to  back  on  to  the  branch.  I  did  not  notice  the 
signalman  as  I  passed  the  cabin.  On  coming  to  a 
stand  I  said,  "Up  the  branch,"  and  after  standing 
about  three  minutes  the  passenger  train  pitched  into 
us.  I  fancied  I  heard  it  coming,  but  looking  back  I  saw 
nothing  as  the  two  tail  lights  dazzled  me.  The  blow 
knocked  me  down  among  the  coals  and  shook  me  a 
bit ;  my  fii-eman  was  knocked  off  the  framing,  he  was 
standing  in  the  6-foot  side  looking  for  a  signal  from 
No.  2  cabin,  and  he  saw  nothing  of  the  passenger 
train.  I  heard  no  break  whistle  from  the  passenger 
train.  We  were  knocked  forward  about  60  yards. 
My  engine  was  tender  first,  in  backward  gear,  the 
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break  was  off.    The  guard  gave  me  no  signal  to  go 
ahead  after  standing  at  No.  2  cabin. 


2.  William  Parker^  fireman  five  years. — I  agree 
generally  with  the  driver,  Butler's,  evidence,  except 
that  I  did  not  hear  the  driver  shout  while  standing  at 
the  home-signals,  and  also  I  do  not  think  we  stood  for 
more  than  half  a  minute  after  coming  to  a  stand  over 
the  points.  I  saw  the  signalman  as  we  passed  the 
cabin,  and  I  think  he  saw  us.  I  was  knocked  across 
the  6-foot  space  into  the  4-foot  space  of  the  down  main 
line.  I  was  hurt,  and  off  duty  for  a  wee^.  When  I 
recovered  I  think  the  fourth  waggon  from  the  engine 
was  opposite  me. 

3.  John  Rushton^  breaksman  about  five  years. — I 
started  from  Preston  punctually  at  1.35  a.m.  with  a 
train  of  16  empty  waggons  and  a  break-van  for  Springs 
Branch.  We  were  five  minutes  late  when  we  arrived 
at  No.  2  cabin  at  Springs  Branch,  at  2.45  a.m.  We 
stood  at  the  home-signal  about  12  minutes,  I  had 
remained  in  the  van  all  this  time,  and  was  on  the 
point  of  getting  out  to  know  why  we  were  detained, 
when  I  saw  the  main  line  signal  drop.  I  did  not 
happen  to  look  back  at  the  distant-signal,  which  had 
been  on  when  I  passed  it.  My  driver  at  once  drew 
ahead,  and  stopped  as  soon  as  the  van  was  clear  of 
the  points  for  backing  on  to  the  branch.  On  passing 
No.  2  cabin  I  looked  in,  but  did  not  see  anyone,  and 
I  also  shouted,  "  Up  branch."  The  junction  home- 
signal  was  off  as  well  as  No.  2  cabin  signal,  and  these 
signals  both  remained  off.  After  we  had  been  standing 
a  minute  or  two  I  got  out  of  the  van  to  go  to  No.  2 
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cabin,  when  I  saw  the  train  coming  and  turned  back 
to  shout  to  my  driver  to  go  ahead.  Mj  break  was  off. 
I  had  no  time  to  signal  to  the  passenger  driver.  The 
home-signals  were  still  off  when  I  turned  back  to  my 
driver.  I  was  in  the  6-foot  space  between  the  up  loop 
and  up  main  lines,  about  two  or  three  waggons  from  the 
van  when  the  collision  occurred.  I  heard  the  break 
whistle  a  short  time  before  the  cx)llision.  My  van  had 
on  three  tail  lights,  all  burning  well,  but  they  were  all 
knocked  out.  Five  waggons  were  knocked  off  the 
rails  and  damaged.  The  van  had  been  completely 
turned  round  and  capsized  on  to  its  side.  I  was  not 
injured.  I  did  not  converse  with  No.  2  signalman  as 
to  the  cause  of  the  collision. 

4.  James  Jackson,  driver  19  years. — ^I  joined  the 
up  passenger  train  at  Preston  to  take  it  to  Crewe.  I 
was  driving  an  engine  having  4-coupled  6  ^  ft.  wheels 
and  tender.  There  were  the  ordinary  breaks  on  the 
tender,  and  a  patent  break  applying  to  some  of  the 
front  vehicles.  We  were  stopped  at  Coppull  Hall 
siding  by  signal,  I  had  tried  the  break  cord  at  Preston 
before  starting  and  found  it  all  right,  and  I  tried  it 
again  coming  into  Wigan.  We  left  Wigan  at  3.2, 
two  minutes  late,  after  leaving  which  the  signals  were 
all  right  up  to  Springs  Branch.  Some  distance  (about 
200  yards)  from  the  Springs  Branch  home-signals,  I 
saw  the  tail  lights  of  a  train  ahead,  they  were  burning 
well.  I  at  first  thought  the  train  was  in  the  loop  line, 
but  about  the  Cemetery  bridge  I  saw  that  it  was  on 
the  main  line.  My  speed  was  then  about  30  to  35 
miles  an  hour.  I  at  once  shut  off  steam,  and  my  mate 
pulled  the  break  cord,  I  reversed  the  engine  and  had 
time  to  get  steam  against  it,  and  I  believe  my  fireman 
got  his  tender  break  on.  I  gave  the  break  whistle 
on  passing  the  home-signal.  I  struck  the  coal  train 
at  a  speed  of  about  15  miles  an  hour.  We  neither  of 
us  jumped  off.  I  was  not  much  hurt  and  have  not  had 
to  leave  my  duty.  I  think  the  break  pulled  us  up  well. 
The  engine  first  turned  to  the  right  and  then  to  the  left 
and  stopped  in  from  10  to  20  yards  after  striking.  The 
collision  occurred  at  3.6.  I  saw  a  goods  train  in  the 
loop  before  seeing  the  lights  of  the  train  I  ran  into. 

5.  WUliam  Coonariy  fireman  seven  years. — ^I  joined 
the  train  at  Preston.  As  we  approached  Springs 
Branch  the  signals  were  off.  About  400  or  500  yards 
from  the  van  lights  my  driver  said  "  Hold  on."  I  at 
once  pulled  the  patent  break  cord,  and  then  put  on 
my  own  break  and  had  it  got  nearly  on  when  we  were 
close  upon  the  van,  when  I  held  on  to  the  injector 
wheel  on  the  clack  box,  I  was  not  knocked  down  or 
hurt  I  cannot  say  what  the  driver  did,  except  that 
be  gave  the  break  whistle  while  I  was  putting  on  my 
break.  We  were  very  near  the  Cemetery  bri(^  when 
the  driver  said  "  Hold  on,"  at  which  time  the  speed 
was  between  25  and  30  miles  an  hour.  This  was 
reduced  to  perhaps  20  miles  an  hour  when  we  struck. 
The  breaks  appeared  to  act  well.  The  home-signal 
was  still  off  when  we  passed  it.  The  junction  signal 
remained  off  till  immediately  after  the  collision,  when 
I  saw  it  put  to  danger. 

6.  John  Brown,  guard  15  years  in  the  Caledonian 
Company's  service. — I  started  in  charge  of  the  9.10  p.m. 
train  from  Glasgow,  and  we  left  Wigan  two  minutes 
late,  when  the  train  consisted  of  van,  composite,  two 
third-class,  sleeping  saloon,  three  composites,  and  a 
van,  nine  vehicles  in  all.  I  was  in  the  front  van,  which 
was  connected  with  the  patent  break,  with  the  ^yq 
vehicles  behind  it  except  the  saloon,  under  which  the 
break  chain  passed.  I  had  tried  the  break  at  Coat- 
bridge, at  Carstairs,  a  Greenock  carriage  having  been 
attached  at  Coatbridge  and  at  Oxenholme  (it  being  a 
difiicult  place  to  stop  at),  and  it  was  then  in  good 
working  order.  The  signals  were  off  at  the  Canal  box, 
and  I  then  was  occupied  in  arrangmg  the  Waixington 
letters,  when  I  heard  the  alarm  whistle  from  the 
driver  a  very  few  seconds  before  striking.  I  was 
close  to  the  break  handle,  and  got  on  my  break  par- 
tially before  the  collision,  the  patent  break  having 


been  applied  by  the  driver  just  after  I  had  commenced 
to  put  my  own  on.  I  felt  no  effect  from  its  application. 
The  speed  may  have  been  25  miles  an  hour.  I  felt 
the  blow  severely,  it  threw  me  down,  and  was 
slightly  injured,  but  have  not  had  to  leave  my  duty. 
The  front  wheels  of  my  van  w^ere  off  the  rails  and  no 
other  wheels.  The  time  of  the  accident  was  3.5J, 
which  I  marked,  about  half  a  minute  after  the 
collision. 

7.  Thomas  Thomson^  guard  11  years. — I  joined  the 
9.10  p.m.  from  Glasgow  at  Carstairs  and  from  Wigan, 
I  was  riding  in  the  rear  van,  which  was  attached  with 
the  patent  break  to  the  two  composites  in  front  of  it. 
I  saw  the  Springs  Branch  signals  clear  on  rounding 
the  curve,  but  saw  nothing  of  the  tail  lights  of  the 
empty  train,  as  on  seeing  the  signals  clear  I  was 
arranging  my  newspapers  for  the  south.  I  heard  no 
break  whistle  and  knew  nothing  of  what  was  ahead, 
till  I  was  knocked  down  in  my  van,  having  felt  no 
previous  slacking  of  speed.  I  was  not  hurt.  I  made 
the  time  of  the  collision  3.6.  There  was  no  damage 
done  to  my  part  of  the  train.  I  had  last  tried  my 
patent  break  at  Penrith,  when  it  was  acting  properly. 

8.  Jonathan  Underwood,  signalman  18  years,  all 
the  time  at  Wigan  junction. — L  came  on  duty  at  8  p.m. 
to  remain  till  6  a.m.  I  work  with  station  yard  rules 
between  Canal  box  and  North  box,  Wigan.  The 
empty  coal  train  passed  my  cabin  at  about  2.35  a.m. 
I  rang  the  train  on  as  a  main  line  train  as  it  was  a  good 
25  minutes  in  front  of  the  passenger  train.  I  got  the 
usual  acknowledgment,  one  beat,  after  the  train  had 
passed  the  Canal  box,  where  I  had  seen  the  signal 
dropped  for  the  main  line.  The  next  up  train  that 
pass^  was  a  quick  mineral  train  for  Manchester,  about 
ten  minutes  before  the  passenger  train,  and  I  conse- 
quently rang  it  forward,  and  it  was  turned,  into  the 
loop.  I  got  "  line  clear  "  for  this  train.  The  next 
up  train  was  the  express,  which  passed  at  3.2  or  3.  I 
got  clear  for  it  from  the  Canal  box  and  I  saw  that  the 
main  line  signals  were  off  for  it.  1  did  not  hear  the 
collision  occur.  My  cabin  is  about  360  yards  from 
the  Canal  cabin.  The  needle  worked  by  No.  2  Springs 
Branch  to  the  Canal  ^ox  repeats  in  my  cabin,  and  I 
noticed  it  was  pointed  over  to  train  on  line  after  the 
passing  of  the  empty  coal  train,  and  it  was  not  vertical 
till  just  before  the  express  left  Wigan. 

9.  Benjamin  Brown,  signalman  4J  years,  3^  years 
at  Canal  cabin. — I  work  station  yard  rules '  to  Wigan 
junction,  and  absolute  block  for  passenger  trains  to 
No.  2  Springs  Branch.  I  came  on  duty  at  10  p.m. 
to  remain  till  6.  The  empty  train  was  rung  on  to  me 
at  2.31  as  a  main  line  train,  and  it  passed  at  2.41.  I 
took  my  signals  off  for  it.  I  signalled  it  on  to  No.  2 
as  an  ordinary  goods,  with  3  pause  1,  and  got  an 
acknowledgment  of  the  same  signal  at  once,  and  I 
got  "  line  clear  "  at  2.57,  one  beat,  which  I  acknow- 
ledged. I  took  no  notice  of  the  coal  train  after  it  had 
passed,  but  the  night  was  clear  enough  for  me  to  have 
seen  it  standing  at  No.  2  had  I  looked.  I  did  not 
observe  whether  the  signals  were  taken  off  for  the 
empty  train.  I  knew  it  was  going  up  Springs  Branch. 
At  2.S2  I  got  the  train  on  line  signal  from  the 
junction  for  the  up  passenger  train,  having  at  2.47 
received  the  signal  for  the  loop  line  for  the  Manchester 
express  goods,  which  passed  into  the  loop  in  the 
usual  course.  After  this  train  for  which  I  got  no 
acknowledgment  from  No.  2  cabin  had  gone  on,  I 
acknowledged  the  signal  for  the  passenger  train,  but 
did  not  lower  my  signals  till  after  receiving  line  clear 
for  the  empty  coal  train  at  2.57,  the  train  passing  at  3.1. 
I  gave  the  '*  Be  ready  "  for  the  passenger  train  at  2.57 
or  2.58,  and  got  the  signal  acknowledged,  and  I  gave 
the  train  in  at  3.1,  when  No.  2  pegged  the  needle 
over  to  "  train  on  line."  I  noticed  no  delay  in  getting 
the  sig:nals  acknowledged  by  No.  2  on  receiving  the 
second  signal  for  the  passenger  train  from  Wigan 
junction,  announcing  that  the  train  was  actually  leaving 
the  station  at  2.57.  1  gave  the  attention  signal  one 
stroke  on  the  bell  to  No.  2  cabin,  and  was  replied  to 
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at  once  by  one  stroke  and  by  the  unpegging  of  the  passenger  train.    There  was  an  engine  shunting  at  this 

needle,  which  then   hung  vertical,  and  I    gave  the  time  close  to  the  cabin  and  this  prevented  my  hearing  the 

passenger  train   in  at  3.1.     I  did  not  look  towards  noise  of  the  empty  coal  train  passing  the  cabin.    I 

No.  2  cabin   after  the  train  had  passed,  except  to  then  went  to  the  window  to  watch  for  the  express  and 

notice  that  the  distant-signal  was  off.     The  last  train  then  saw  the  side  van  light  of  the  empty  train  passing 

on  the  down  line  had  passed  at  2.27.    I  did  not  hear  my  cabin,  and  on  finding  it  was  on  the  main  line  I  at 

the  collision  occur,  and  was  not  aware  that  it  had  once  put  both  up  signals  to  danger.     The  passenger 

done  so  till  I  inquired  by  speaking  instrument  at  about  train   was   then  just  by  the  signals  and   the  driver 

3.30,  having  failed  to  get  signals  acknowledged.  whistled  for  the  breaks.    I  heard  the  driver  of  the 

empty  coal  train  shout  as  he  passed  the  cabin,  "  Up  to 
10.  Richard  MasoUy  signalman  eight  years  ;  all  the  branch,"  but  I  at  first  thought  he  was  on  the  loop, 
time  at  No.  2  cabin,  Springs  Branch,  where  I  came  on  It  was  I  who  threw  up  the  home-signal,  not  No.  1 
duty  at  10  p.m.  to  remain  till  6  a.m. — I  have  no  signalman.  The  collision  occurred  at  3.8.  I  some- 
recollection  of  the  empty  coal  train  being  signalled  times  register  the  loop  trains,  but  only  in  case  I 
on  to  me  from  the  canal  box,  the  last  train  before  think  there  is  likely  to  be  some  inquhy  about  delay, 
the  passenger  train  being  an  empty  carriage  train,  I  have  had  no  orders  not  to  ^nter  all  trains, 
which  passed  at  2.24.     I  omitted  to  book  the  Heaton 

Lodge  goods  train,  for  which  I  gave  line  clear  to  11.  Richard  Clarksoiiy  signalman  seven  years,  2\ 
Canal  box  at  2.24.  I  got  the  "Be  ready"  for  the  yearsinNo.l  cabin.  Springs  Branch. — After  the  empty 
passenger  train  at  3.4.  at  which  time  my  needle  was  carriage  train  had  passed,  at  about  2.35,  no  signal 
standing  vertical.  I  had  unpegged  it  at  2.40,  after  I  either  for  the  up  or  down  line  passed  between  me  and 
had  crossed  an  empty  coal  train  from  the  down  line  to  Mason  till  he  gave  me  three  bells  for  the  express,  at 
Springs  Branch  after  the  empty  passenger  train  had  about  3.3.  He  gave  this  signal  in  the  usual  way.  I 
passed.  Between  2.40  and  3.4  I  had  received  no  gave  him  back  one,  pulled  over  the  home  and  distant 
signal  from  Canal  Branch,  except  a  signal  for  the  levers,  the  former  tciing  off  the  home-signal  at  No.  2 
Manchester  goods  upon  the  loop  at  about  2.52.  On  cabin  as  well  as  moving  a  disc  in  the  cabin.  I  saw 
receiving  the  "  Be  ready"  for  the  passenger  train  at  nothing  of  the  empty  coal  train  till  it  came  between 
3.4, 1  signalled  it  on  to  No.  1,  received  "  line  clear  "  the  two  boxes,  when  I  at  once  put  back  my  signals  to 
from  No.  1,  and  gave  "  line  clear "  to  Canal  box,  and  danger,  a  few  seconds  after  which  the  collision 
on  the  train  entering  the  section  I  pegged  the  needle  occurred.  I  had  received  no  signal  of  this  train  for 
over  and  the  train  arrived  at  3.8.  I  took  my  signals  the  branch  from  Mason.  I  heai-d  the  break  whistle 
off  for  it  on  receiving  "  clear  "  from  No.  1  box.  I  can-  from  the  passenger  train  just  as  I  put  back  my  signals, 
not  see  the  distant-signal  very  well,  but  I  saw  that  the  This  was  just  before  the  driver  reached  the  home- 
top  home-signal  light  was  off.    I  then  booked  the  signal.    The  collision  occurred  at  3.5. 

Conclfmon. 

This  collision  between  an  up  express  passenger  train  and  a  train  of  empty  coaJ 
waggons  is  to  be  attributed  to  neglect  of  dutyon  the  part  of  the  signalman  (Mason), 
in  No.  2  cabin  at  Springs  Branch  junction.  The  weight  of  the  evidence  goes  to  prove 
that  this  man,  although  he  himself  denies  having  done  so,  must  have  accepted  the 
block  signals  for  the  empty  coal  train  (which  was  proceeding  to  Springs  Branch),  at 
2.41  a.m.,  and  must  then  have  forgotten  that  he  had  this  train  **  on  line,*'  as  he  did 
not  take  off  his  signals  for  it,  but  allowed  it  to  stand  for  some  16  minutes  at  the  home- 
signal  post,  only  90  yards  north  of  his  cabin.  At  2.57,  on  the  signalman  in  the  Canal 
cabin  giving  the  "  attention''  signal  for  the  coming  express  train,  *4ine  clear  "  was  at 
once  given  back  by  Mason  for  the  empty  coal  train,  the  express  train  taken  **  online," 
and  the  home  and  distant  signals  taken  off  for  it.  The  driver  of  the  empty  coal  train, 
seeing  the  home-signal  drop,  concluded  it  was  for  him  to  proceed,  and  accordingly 
drew  forward  past  No.  2  cabin  until  the  tail  of  his  train  was  clear  of  the  points  through 
which  he  had  to  set  back,  and  while  waiting  for  a  signal  to  do  so  was  nm  into  by  the 
express  train,  which  had  not  been  seen  or  heard  by  either  the  driver  or  the  guard  of 
the  empty  train  in  time  for  anything  to  be  done  either  to  warn  the  express  train  or  to 
move  the  empty  train  ahead. 

The  driver  of  the  express  train,  finding  the  Springs  Branch  signals  off  for  him,  was 
proceeding  at  a  speed  of  from  30  to  36  miles  an  hour,  when  about  200  yards  north  of 
No.  2  cabin  home-signal,  he  first  noticed  the  tail  light  of  the  empty  coal  train,  but  did 
not  realize  until  he  had  proceeded  about  100  yards  further  that  the  train  was  on  the 
main  line.  His  distance  from  the  van  was  then  about  260  yards,  and  although  every 
means  were  then  at  once  used  to  stop,  including  the  application  of  the  patent  breaks 
applying  to  four  of  the  front  vehicles,  and  (partially)  of  the  front  van  breaks,  the 
speed  was  reduced  only  to  15  or  20  miles  when  the  collision  occurred.  The  guard 
at  the  rear  of  the  train,  who  could  have  applied  patent  breaks  to  two  carriages  in  front 
of  his  van,  had  not  heard  the  break  whistle,  and  having  seen  the  Springs  Branch 
signals  clear,  was  arranging  parcels,  and  was  taken  unawares  by  the  collision,  having 
observed  no  previous  slacking  of  speed. 

It  is  singular  that  the  driver  of  the  express  train  should  not  have  realized  sooner 
than  he  appears  to  have  done  the  fact  that  the  empty  coal  train  was  standing  upon 
the  main  line,  which  is  perfectly  straight  for  a  considerable  distance  north  (three- 
quarters  of  a  mUe)  of  No.  2  cabin ;  the  fact  of  finding  the  signals  off  no  doubt  tended 
to  prevent  his  looking  so  carefully  ahead  as  he  might  otherwise  have  done.     Notwith» 
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standing  this,  had  he  possessed  control  of  a  continuous  break  applying  to  the  engine 
and  tender  as  well  as  to  all  the  vehicles  composing  the  train  instead  of  to  only  four 
out  of  nine  of  those  vehicles,  the  force  of  the  collision  might  have  been  very  muoh 
reduced. 

The  only  reasonable  explanation  of  Signalman  Mason's  conduct  is  that  he  must  have 
fallen  asleep  after  having  accepted  the  signal  for  the  empty  coal  train,  and  on  being 
aroused  by  the  attention  bell  for  the  express  train  have  forgotten  all  about  the  empty 
train  untU  he  saw  it  passing  his  cabin  after  having  taken  the  signals  off  for  the  express 
train.  He  had  come  on  duty  only  at  10  p.m.  for  a  spell  of  eight  hours,  so  that  long 
hours  of  duty  could  offer  no  reason  for  his  negligence.  His  train  register  also  had 
been  imperfectly  kept  on  the  night  in  question,  for  as  regards  up  trains  he  had  made 
entries  of  only  11  trains,  &c.,  instead  of  17,  which  had  been  signalled  on  to  him,  from 
the  Canal  cabin,  and  of  thess  11  he  had  made  a  mistake  in  the  entry  of  one. 

I  have,  &c., 
The  Secretary,  C.  S.  Hutchinson, 

{BaMway  Department,)  Major-Oeneral  B.E. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  22nd  November. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
SiE,  13,  Downing  Street,  London,  S.W.,  8th  October  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  30th  ultimo,  the 
result  of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the  26th  ultimo, 
at  Rugby  station,  on  the  London  and  North-western  Railway,  between  a  portion  of  a 
passenger  train  and  an  engine. 

.  In  this  case,  the  Birmingham  portioiv  of  the  3.10  p.m.  down  passenger  train  from 
London,  consisting  of  one  van,  one  guard's  break-van,  and  two  carriages,  had  been 
shunted  into  the  bay  at  the  down  side  of  the  down  platform,  until  the  departure  of 
the  Trent  Valley  portion  of  the  5.16  p.m.  down  express,  when  the  Birmingham  engine 
was  attached  to  it,  and  it  was  drawn  out  in  order  to  be  set  back  and  attached  to  the 
Birmingham  portion  of  the  express,  which  was  standing  on  the  down  platform  line. 
Owing  to  the  points  for  this  line  not  having  been  set  right,  these  carriages  were  pushed 
back  on  to  the  main  down  line  and  came  into  collision  with  an  engine  which  was 
standing  opposite  to  the  down  end  of  the  down  platform,  about  57  yards  beyond  the 
points,  and  about  100  yards  from  the  point  from  which  the  tail  end  of  these  carriages 
had  started  back. 

Eour  passengers  in  all  have  complained  of  injury. 

The  damage  to  rolling  stock  was  confined  to  the  breaking  of  the  coupling  between 
the  tender  of  the  engine  and  the  front  van,  and  the  slight  bending  of  the  buflfer  rods 
of  the  carriages. 

There  was  no  damage  to  the  permanent  way. 

The  collision  occurred  at  7.32  p.m. 

Description. 

There  are  four  lines  of  rails  through  Rugby  station,  a  through  up  and  down  line 
and  a  platform  loop  on  each  side. 

The  trailing  points  of  the  down  loop,  or  platform  line,  are  about  57  yards  north  of 
the  down  end  of  the  platform,  and  about  27  yards  further  north  are  the  trailing  points 
of  a  line  from  a  bay  known  as  the  Leamington  bay. 

These  connections  are  worked  from  the  Midland  jimction  signal-box,  which  contains 
75  working  levers,  and  controls  the  whole  of  the  signals  at  the  north  end  of  the 
station. 

The  nearest  point  of  this  signal-box  is  about  73  yards  north  of  the  end  of  the 
platform,  and  16  yards  north  of  the  connection  of  the  platform  loop  with  the  down 
main  line. 

The  only  signal  to  which  it  is  necessary  to  refer  is  the  starting-signal  from  the 
Leamington  bay,  which  is  about  half-way  between  the  signal-box  and  the  platform. 
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Evidence. 


John  Morris^  signalinan  seven  years,  states : — I  have 
been  for  about  three  months  in  charge  of  Midland 
junction  signal-box  at  Rugby,  but  have  been  in 
Rugby  yard  ever  since  I  was  appointed.  On  the  25th 
September  I  came  on  duty  at  6  p.m.  I  was  taking 
part  of  another  man's  duty,  so  that  I  was  coming  on 
for  12  hours.  My  proper  shift  is  an  eight  hour  shift. 
The  Birmingham  portion  of  the  3.10  p.m.  down  local 
train  from  London  had  been  placed  in  the  bay  until 
the  departure  of  the  Trent  portion  of  the  5.16  p.m. 
down  express.  As  soon  as  the  Trent  portion  had 
gone  I  took  the  signal  off  and  set  the  points  for  the 
carriages  to  come  out  of  the  dock,  but  instead  of 
their  coming  the  Leamington  engine,  which  had  on 
this  occasion  been  used  for  shunting  there,  came  out 
alone.  I  let  it  run  on  down  the  main  line  a  little 
way,  and  then  let  a  goods  engine,  which  at  first  I 
thought  was  the  Birmingham  engine,  come  forward 
from  the  down  main  line,  where  it  was  standing,  and 
then  let  the  Birmingham  engine  come,  and  set  it  back 
on  to  the  coaches  in  the  bay.  I  then  set  the  points 
back  ^ain  for  the  goods  engine  and  the  Leaming- 
ton engine  to  run  l^k  to  stand  on  the  down  main 
line.  When  they  had  got  back  clear  I  let  the  Bir- 
mingham engine  and  coaches  come  out  of  the  bay, 
and,  having  shut  the  bay  points,  I  gave  a  signal  for  them 
to  set  back  as  I  thought  on  to  the  platform  line  to 
attach  to  the  Birmingham  portion  of  the  express.  Li 
the  hurry,  however,  I  forgot  to  pull  over  No.  28  points 
for  the  platform  Hne,  and  the  carriages,  therefore,  took 
the  main  line,  and  came  into  collision  with  the  Leaming- 
ton engine  which  was  standing  opposite  to  the  water 
column.  I  did  not  take  notice  of  the  speed  the 
carriages  were  running,  and  as  soon  as  I  had  noticed 
they  were  going  wrong  the  collision  occurred.  It  was 
rather  dark  at  the  time,  about  7.32  p.m.  There  are 
75  working  levers  in  my  signal-box,  and  I  have  an 
assistant  except  on  Sundays. 

John  Llcyd^  passenger  driver  15  years,  states  : — On 
the  25th  September  I  was  driver  of  the  7.28  p.m. 
down  passenger  train  to  Birmingham  from  Rugby. 
After  the  Trent  portion  of  the  5.16  p.m.  down  express 
had  left  Rugby  I  was  sent  back  into  the  Leamington 
bay  to  fetch  out  a  van,  a  guard's  break-van,  and  two 
passenger  carriages,  which  had  been  part  of  the  3.10 
p.nu  down  slow  train  from  London.    I  had  to  bring 


them  out,  and  set  them  back  to  attach  to  the  Bir- 
mingham portion  of  the  down  express  which  was 
standing  on  the  down  platform  line,  about  two-thirds 
of  the  way  down  the  platform.  As  soon  as  the  signal 
was  lowered  for  me  I  came  out  on  to  the  down  main 
line,  and  as  soon  as  the  carriages  were  dear  of  the 
points  I  received  a  hand-signal  from  the  signalman  and 
from  the  shunter  in  charge  to  set  back.  The  shunter 
was  standing  on  the  step  of  the  last  caniage.  I  set 
back  at  the  usual  speed,  cautiously,  about  six  miles  an 
hour,  and  did  not  know  anything  was  wrong  until  I 
heard  the  driver  of  the  Leamington  engine  shouting  to 
me.  I  had  just  time  to  reverse,  but  had  only  got  steam 
on  when  we  struck  the  engine.  It  was  not  at  all  a 
violent  collision.  The  coupling  between  the  tender 
and  the  front  van  was  snapped  by  the  rebound,  but 
there  was  no  other  damage  to  the  engine  and  tender. 

David  Lilleyy  porter  five  years,  all  of  which  at 
Rugby,  states  : — On  the  25th  September  it  veas  my 
duty  to  shunt  the  Birmingham  portion  of  the  3,10  p.m. 
down  train  into  the  Leamington  bay,  and  afterwards 
to  bring  it  out  again  and  attach  it  to  the  Birming- 
ham portion  of  the  5.15  p.m.  down  express.  As 
soon  as  the  Trent  portion  of  this  train  had  gone, 
on  the  signal  being  lowered,  we  came  out  on  to  the 
main  line.  The  points  of  the  bay  were  put  back  and  * 
the  signalman  signalled  to  set  back.  I  repeated  the 
signal  to  the  driver.  At  that  time  I  was  on  the  step 
of  the  last  carriage  and  about  38  yards  from  the 
points  of  the  platform  line.  It  was  dark  and  I  could 
not  see  them,  but  thought  that  as  the  signalman  had 
signalled  to  me  he  must  have  set  them  right.  I  did 
not  find  out  they  were  wrong  until  I  was  over  them 
and  about  10  or  12  yards  from  the  Leamington 
engine,  which  was  standing  on  the  down  main  line. 
I  jumped  off  and  turned  a  red  light  to  my  driver,  but 
before  he  could  do  anything  we  had  struck  the  engine 
rather  sharply.  No  vehicles  were  thrown  off  the 
road,  but  the  buffer  rods  of  the  carriages  were  slightly 
bent.  There  were  a  few  passengers  in  the  carriages. 
None  complained  to  me,  and  I  did  not  see  that  any 
were  hurt.  I  have  done  this  same  shunting  in  my 
turn  for  the  last  five  years,  and  I  never  remember 
any  other  case  of  accident.  The  driver  was  not 
setting  back  any  faster  than  usual. 


ConcUmon. 

This  slight  collision  was  due  to  a  mistake  on  the  part  of  the  signalman  in  the 
Midland  junction  signal-box  at  the  north  end  of  Rugby  station,  who  gave  a  hand- 
signal  for  the  Birmingham  portion  of  the  3.10  p.m.  down  train  from  London  to  set 
back,  without  having  pulled  over  the  points  for  the  down  platform  liae. 

He  is  a  man  bearing  an  excellent  character,  and  frankly  admitted  that  he  alone  was 
to  blame  for  the  accident. 

The  Company  have  since  the  accident  quite  rightly  given  orders  that  the  shunting- 
porter  in  charge  of  this  operation  shall  ia  future  go  back  to  see  that  the  points  are 
right  before  he  allows  the  train  to  be  set  back,  but  it  would  be  well  if  a  shimting 
signal  interlocked  with  the  points  were  provided,  both  at  this  station  and  wherever 
this  shunting  of  passenger  trains  is  a  matter  of  very  frequent  and  regular  occurrence. 

The  mistakes  incident  to  the  use  of  hand-signalling  would  then  be  avoided,  and  the 
signal  for  the  train  to  set  back  could  not  be  given  unless  the  points  were  right 
for  it. 

I  have,  &c., 
The  Secretary y  F.  A.  Marindin, 

{JSmlway  JDepartment^)  Major  M.JE. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  17th  October. 
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LONDON  AND  NORTH-WESTEEN  AND  GEEAT  WESTERN  RAILWAYS. 

Board  of  Trade,  (Railway  Department,) 
SiE,  13,  Downing  Street,  Whitehall,  London,  S.W.,  26th  July  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  9th  instant,  the  result 
of  my  inquiry  into  the  circumstances  which  attended  the  very  serious  accident  that 
occuired  on  the  8th  instant,  near  the  junction  of  the  Holyhead  and  Birkenhead  lines, 
at  the  western  side  of  Chester  central  station,  on  the  joint  line  of  the  London  and 
North-Westem  and  Great  Western  Railway  Companies,  from  Chester  to  Birkenhead. 

Fourteen  passengers  are  stated  to  have  been  injured  on  this  occasion,  one  of  the 
number,  travelling  with  a  pass,  being  in  the  company's  service,  and  of  that  number 
two  have  subsequently  died,  and  some  of  the  others  are  seriously  hurt. 

Three  carriages  got  off  the  rails,  and  one  of  these  carriages  was  thrown  over  on  to 
its  side,  and  a  good  deal  damaged,  the  others  were  very  slightly  damaged,  and  the 
near  off  buffer  rod  of  a  carriage  next  in  front  of  the  three  that  left  the  rails  was  also 
broken. 

Some  slight  damage  was  also  done  to  the  permanent  way. 

The  Great  Western  10  a.m.  down  passenger  train  from  Paddington,  due  at  Chester 
at  4.66  p.m.,  is  continued  as  a  joint  line  train  of  the  London  and  North-Westem  and 
Great  Western  Railway  Companies  from  Chester  to  Birkenhead  at  6.10  p.m. 

On  its  arrival  from  London  it  is  run  into  what  is  called  the  Birkenhead  Bay, 
adjacent  to  and  at  the  south  side,  and  at  the  western  end  of  the  main  line  platform, 
that  extends  through  the  station  in  an  easterly  and  westerly  direction,  Chester  being 
a  one-sided  station,  belonging  to  the  aforesaid  railway  companies. 

This  train,  on  the  day  in  question,  remained  alongside  of  the  same  platform  until  it 
left  for  Birkenhead  at  6.23  p.m. 

The  joint  lines  of  the  London  and  North-Westem  and  Great  Western  Railway 
Companies,  between  Chester  and  Birkenhead,  leave  the  Chester  and  Holyhead  lines  of 
the  London  and  North- Western  Company  somewhere  about  140  yards  west  of  the  west 
end  of  the  main  line  platform.  The  lines  to  Holyhead  curve  off  to  the  left,  and  those 
to  Birkenhead  curve  off  to  the  right. 

About  24  yards  west  from  the  facing-points  at  the  junction  of  the  down  lines  to 
Holyhead  and  to  Birkenhead,  measured  along  the  down  line  to  Birkenhead,  there  is 
another  pair  of  facing-points  of  what  is  called  a  slip  road,  for  connecting  the  down 
line  to  Birkenhead  with  the  up  line  from  Holyhead,  so  that  all  down  trains  to 
Birkenhead  have  to  pass  over  these  two  pairs  of  facing-points,  one  at  the  junction  of 
the  Holyhead  and  Birkenhead  down  lines,  and  the  other  at  the  slip  road  connecting 
the  down  line  to  Birkenhead  with  the  up  line  from  Holyhead.  Besides  these  two 
pairs  of  facing-points,  the  down  train  had  also  previously  to  pass  over  a  third  pair  of 
facing-points  of  a  cross-over  road,  to  enable  it  to  reach  the  down  line  to  Birkenhead 
from  the  Birkenhead  Bay  line,  alongside  of  the  platform  from  which  it  started. 

The  slip  road  is  about  26  yards  in  length,  and  about  3  feet  west  of  the  western  end 
of  the  slip  road  there  are  a  set  of  three-throw  points  leading  from  the  up  line  from 
Holyhead  to  a  siding,  on  which  there  is  an  engine  turntable,  to  the  main  up  line,  and 
to  a  cross-over  road. 

These  points  are  trailing  points  for  all  up  traffic  from  Holyhead  and  the  west,  but 
they  are  facing-points  to  all  engines  or  vehicles  passing  by  way  of  the  slip  road  or 
backwards  on  the  up  Holyhead  line  from  east  to  west,  or  towards  the  turntable 
siding. 

The  points  and  signals  connected  with  this  portion  of  road  are  worked  from  No.  4 
signal-box,  placed  nearly  opposite  to  the  junction  of  the  Holyhead  and  Birkenhead 
lines.  The  interlocking  of  the  levers  that  move  the  points  and  signals  that  refer  to 
these  junctions  is  correctly  carried  out  in  the  locking-frame  in  the  signal-box ;  but  on 
the  ground  there  are  no  locking  bars  placed  in  front  nor  at  the  side  of  either  of  the 
three  pairs  of  facing-points  to  which  I  have  referred,  and  which  had  to  be  passed  over 
by  the  6.10  p.m.  down  passenger  train  when  leaving  Chester  for  Birkenhead,  and  each 
set  of  facing-points  was  only  connected  together  by  single,  instead  of  double,  con- 
necting rods. 

As  the  result  of  such  interlocking,  I  should  state  that  when  the  down  junction 
signal  moved  by  lever  No.  11  was  taken  off  and  set  at  "all-right**  for  the  5.10  p.m. 
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train  to  leaye  for  Birkenhead,  neither  the  facing-points  at  the  junction  of  the  Holy- 
head and  Birkenhead  lines  moved  hy  lever  No.  35,  nor  those  at  the  slip  road  moved 
by  lever  No.  14,  could  be  shifted,  while  the  down-signal  remained  set  at  "  all-right;'* 
but  immediately  No.  11  lever  was  shifted  in  the  signal-box  to  the  other  notch,  and  the 
down-signal  was  thus  restored  to  its  normal  position  of  "  danger,**  then  both  of  these 
facing-points  could  be  shifted,  although  a  train  might  at  the  thne  be  running  over 
them. 

The  evidence  in  this  case  is  as  follows  : — It  was  mostly  taken  down  by  the  officers 
of  the  two  railway  companies  on  the  day  after  the  acddent  happened,  and  placed  at 
my  disposal,  and  as  I  read  it  over  to  each  man  in  succession,  I  added  to  it  such  farther 
information  bearing  upon  the  subject  and  probable  causes  of  the  accident  as  I  could 
obtain,  and  this  additional  evidence  is  printed  in  italics. 

speed  passing  the  junction  would  be  about  6  miles 
an  hour.  The  junction-signal  was  down  when  I 
passed  it.  I  noticed  nothing  unusual  from  the  time 
of  leaving  the  station  until  I  heard  the  whistling  of 
the  engine  on. the  turntable.  /  did  not  notice  how 
the  doum  juTtciion-signal  for  the  Birkenhead  line  was 
standing  as  I  walked  back  after  I  had  stopped  the 
train,  neither  did  I  notice  how  the  signal  for  a  train 
to  come  out  from  the  turntable  was  standing. 

William  Brassington  states  :  I  am  a  guard  in  the 
employ  of  the  Great  Western  Railway  Company  34 
years.  I  was  in  charge  of  the  5.10.  p.m.  passenger 
train,  Chester  to  Birkenhead,  yesterday.  My  train 
left  at  5.23  p.m.,  and  consisted  of  nine  vehicles, 
including  the  engine,  made  up  as  follows,  viz. : 
London  and  North -Western  engine  with  tender, 
No.  763,  driver  Brookes ;  break  van,  No.  462 ; 
second-class  carriage.  No.  344 ;  first-class.  No.  533 ; 
composite,  41  ;  third-classes,  609, 649,  and  1,157  ;  and 
breaR-van,  465,  marshalled  in  the  order  given,  I  was 
in  the  front  van,  next  the  engine  and  tender.  The 
main-signal  at  No.  4  box  was  dropped  before  we 
started  from  the  platform.  I  did  not  notice  the 
starting-signal.  When  about  50  or  60  yards  beyond 
thesignal-box,  I  felt  an  oscillation  of  my  van  and 
attempted  to  apply  my  break,  but  before  I  could  do  so 
the  train  had  come  to  a  stand.  We  were  travelling  at 
about  the  rate  of  5  or  6  miles  an  hour  when  we  pamed 
the  junction.  When  the  train  stopped  I  looked  back, 
and  saw  some  of  the  rear  vehicles  were  off  the  line. 
I  then  got  out  of  my  van  and  rendered  what  assistance 
I  could.  I  did  not  notice  the  position  of  the  signals 
at  the  junction  after  I  left  the  station.  /  did  not  see 
the  position  of  the  main-signal  as  I  went  back,  nor 
the  points,  nor  the  signal  to  come  out  from  the  turn' 
table. 

George  Pink  states :  I  am  a  guard  in  the  employ 
of  the  Great  Western  Railway  Company.  I  was 
assistant  guard  of  the  5.10  p.m.  passenger  train,  Chester 
to  Birkenhead,  yesterday,  and  was  riding  in  the  rear 
van.  We  left  Chester  at  3.24  p.m.  I  came  with  the 
train  from  Paddington  and  it  left  Che  stir  as  it 
arrived  from  Paddington,  When  we  had  passed 
Brook  Street  Bridge  about  30  yards  I  felt  a  "jerking  " 
of  the  ti-ain,  and  at  once  put  on  my  van  break.  I 
then  put  my  head  out  of  the  window  to  ascertain 
what  was  the  matter,  but  in  consequence  of  a  quantity 
of  stones  and  pieces  of  wood  flying  about  in  the  air, 
I  had  to  withdraw  it.  At  this  time  I  heard  several 
engine  whistles,  and  our  train  came  to  a  stand.  I  got 
out  of  my  van  and  then  noticed  that  the  three  third- 
class  carriages  in  front  of  it  were  off  the  road.  The 
middle  one  was  lying  on  its  side,  and  the  other 
two  were  off  the  road  but  on  their  wheels,  whilst  the 
wheels  of  my  van  had  taken  the  Holyhead  road.  / 
am  not  quite  certain  as  to  which  line  of  rails  it  was 
on,  I  did  not  notice  the  position  of  the  signals 
either  before  the  train  started  or  after  I  came  to  a 
stand,  neither  can  I  speak  as  to  the  position  of  the 
points. 

William  Littler  states :  I  am  a  foreman  platelayer 
at  Chester  station,  and  have  been  so  for  20  years.     I 


Thomas  Roberts,  inpector  at  Chester  station,  states : 
I  started  the  5.10  p.m.  train,  Chester  to  Birkenhead, 
last  night.  It  consisted  of  six  carriages  and  two 
break-vans,  all  Great  Western  stock,  marshalled  as 
follows  :  break-van,  one  second,  one  first,  one  compo- 
site, three  thirds,  and  break-van.  It  left  the  platform  at 
5.24  p.m.  I  noticed  that  the  disc  was  off  for  the 
train  to  start  to  Birkenhead  and  also  saw  the  main 
line  signal  at  No.  4  box  off  for  Birkenhead.  About 
a  minute  and  hiJf  after  starting  I  heard  whistling, 
and  turned  round  and  saw  a  carriage  on  the  bank. 
I  did  not  notice  the  main  line  signals  after  the 
accident,  and  cannot  say  whether  they  were  on  or  off. 

Samuel  Mauley  states  :  I  am  a  carriage  examiner 
in  the  employ  of  the  Great  Western  Company  at 
Chester.  I  examined  the  5.10  p.m.  train,  Chester  to 
Birkenhead,  yesterday,  before  starting  and  found 
everything  all  right.  /  did  not  look  to  t/ie  state  of 
the  road  after  the  accident  had  occurred,  and  I  have 
not  examined  the  state  of  the  carriages  that  got  off 
the  rails  since  the  accident  happened, 

Edward  Asibury  states :  I  am  a  foreman  carriage 
examiner  in  the  employ  of  the  Great  Western  Rail- 
way Company,  at  Chester.  I  examined  the  carriages 
of  the  5.10  p.m.  train,  Chester  to  Birkenhead,  wliich 
had  been  off  the  road,  after  the  accident  yesterday. 
The  numbers  of  the  coaches  were  609,  649,  and  1,157, 
all  thirds.  I  guaged  the  wheels  and  found  them  all 
right,  and  the  flanges,  axle  guards,  and  springs  all  in 
good  order.  No.  649  was  considerably  damaged  on 
its  side  and  a  buffer  on  that,  and  composite  No.  41,  in 
fi-ont  of  No.  609,  were  broken.  The  drawbars  of  the 
three  carriages  off  the  road  were  bent.  The  three 
carriages  that  were  off  the  road  were  all  coupled 
together.  The  coupling  with  the  carriage  in  front  of 
No,  609  was  not  broken,  but  it  was  uncoupled  when 
I  arrived  there,  I  cannot  say  whether  the  wheels  of 
609  carriage  toere  all  off  the  rails,  and  the  last  of  the 
three  carriages  were  fiot  coupled  to  the  van  when  I 
got  there, 

John  Brookes  states  :  I  am  an  engine-driver  in  the 
employ  of  the  London  and  North- Western  Railway 
Company,  28  years  as  driver  and  33  years  in  the 
service.  I  was  working  the  5.10  p.m.  passenger 
train,  Chester  to  Birkenhead,  yesterday.  I  got  a 
signal  from  the  goai'd  to  start  at  5.23  p.m.,  and  the 
disc  in  the  Birkenhead  Bay  and  the  junction  signab 
were  at  "all-right"  for  us  to  proceed.  When  we 
were  passing  opposite  the  engine  turntable  I  heard  an 
engine  giving  the  "  danger  whistle."  I  looked  round, 
shut  off  the  steam,  the  fireman  applied  the  bi^eak,  and 
we  brought  the  train  to  a  stand  almost  directlv.  I 
then  jumped  off  my  engine,  ran  back,  and  found  one 
carriage  lying  on  its  side  and  two  others  off  the  rails 
but  on  their  wheels.  I  did  not  notice  the  position  of 
the  signals  or  the  facing-points  after  the  accident,  as 
I  did  not  go  back  sufficiently  far  to  see  them,  but 
devoted  my  attention  to  the  passengers  who  were 
injured.  The  4.55  p.m.  passenger  train  from  Birken- 
head, due  into  Chester  at  5.30  p.m.,  was  coming  in, 
and  I  ran  to  the  end  of  the  ticket  platform  and 
signalled  to  the  driver  to  stop,  which  he  di4.     The 
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examined  the  road  where  the  accident  to  the  5.10  pan. 
passenger  train,  Chester  to  Birkenhead  occurred  yes- 
terday at  4.30  pjn.,  when  the  points  fitted  well,  and 
the  road  was  in  good  order.  I  also  examined  the  road 
after  the  accident  and  found  ahout  a  dozen  chairs 
were  broken,  at  about  the  place  where  the  carriage 
was  turned  over  on  its  side.  A  number  of  point  rods 
on  the  Birkenhead  side  of  the  junction  were  also 
badly  broken,  but  no  point  rods  were  broken  in  con- 
nection with  the  facing-points  for  a  train  going  to 
Birkenhead.  I  was  not  present  at  the  time  of  the 
accident,  but  was  informed  of  it  and  went  to  the  spot 
shortly  afterwards.  The  first  indication  I  saw  of 
anything  having  been  off  the  road  was  at  the  check- 
rail  for  the  road  going  to  the  turntable.  TAe  van  at 
the  tail  of  the  train  had  not  been  moved  when  I  got 
to  the  spot,  it  was  standing  on  the  rails  leading  to 
the  turntable  clear  of  the  points,  and  these  points 
were  set  right  for  going  on  to,  or  for  leaving  the  turn- 
table, I  did  not  notice  the  dwarf  signal  which  is 
used  to  control  the  coming  out  from  the  engine  turn- 
table.  The  slip  points  for  passing  from  the  down 
Birkenhead  line  towards  the  up  Holyhead  line,  and 
to  the  points  leading  to  the  engine  turntable  were 
standing  open  when  I  saw  them  for  a  train  to  pass 
along  the  doum  Birkenhead  line,  I  got  there  about 
5.25  or  6.27  p,m,,  immediately  after  the  accident  had 
happened.  None  of  the  vehicles  had  been  moved. 
The  van  was  still  coupled  to  the  carriage  in  fr^onti 
the  trailing  wheels  of  the  first  carriage  of  the  threq 
were  off  the  rails :  the  centre  and  leading  wheels 
were  still  on  the  rails.  I  cannot  say  whether  the  three 
vehicles  that  were  off  the  road  were  coupled  together 
or  not.  The  rear  wheels  of  the  van  at  the  tail  of  the 
train  were  standing  on  the  rails  of  the  siding  line 
leading  to  the  engine  turntable  clear  of  the  points, 
I  cannot  say  whether  it  was  coupled  to  the  carriage 
in  front  or  not, 

John  Adams  states  :  I  am  a  permanent  way  in- 
spector employed  on  the  Chester  and  Birkenhead 
joint  line.  I  passed  the  points  where  the  accident  to 
the  5.10  p.m.  passenger  train,  Chester  to  Birkenhead, 
happened  yesterday  (8th),  but  did  not  notice  them 
minutely,  both  the  points  and  the  road,  however, 
appeared  to  me  to  be  in  proper  order.  I  examined  the 
road  after  the  accident  and  found  the  following  chairs 
broken,  viz.,  four  point  chairs,  two  check  chairs,  and 
eight  or, ten  middle  chairs.  All  of  these  were  on  the 
Birkenhead  side  of  the  junction.  A  number  of  signal 
connections  were  also  broken,  but  ijo  connections  for 
the  facing-points  for  a  train  going  to  Birkenhead  wet*^ 
broken.  I  did  not  get  to  the  scene  of  the  accident 
until  after  8  p.m.,  and  then  all  the  vehicles  had  been 
removed.  I  noticed  a  bruise  on  the  right  rail  of  the 
incoming  line  from  Holyhead  on  the  outside  of  the 
rail,  a  little  further  to  the  west  of  the  mark  on  the 
check-rail,  covering  the  crossing  of  the  right  raU  of 
the  slip  road  by  the  left  rail  of  the  down  line  to 
Birkenhead,  and  one  heel  chair,  and  one  slide  chair 
under  the  moveable  switch-rail  at  the  western  end  of 
the  slip  road  ;  another  chair  was  broken  nearly  opposite 
to  these  last  chairs  on  the  left  rail  of  the  down  line  to 
Birkenhead,  and  there  were  marks  on  the  ballast 
showing  that  some  wheels  were  off  the  rails  opposite 
the  marks.  I  have  not  formed  an  opinion  as  to  the 
manner  in  which  the  accident  was  occasioned.  If 
No.  14  points  had  been  shifted  while  a  train  was 
passing  over  them,  it  would  cu)cauntfor  all  the  marks 
which  I  found  on  the  ground, 

Mr.  Wilson  fVorsdell  states  :  I  am  a  locomotive  fore- 
man in  the  employ  of  the  London  and  North- Western 
Company  at  Chester.  At  about  5.15  p.m.  yesterday 
I  was  walking  in  the  direction  of  the  engine  turntable 
to  see  a  Denbigh  driver  named  William  Price,  and  on 
looking  round  I  observed  a  train  approaching,  which 
turned  out  to  be  the  5.10  pjn.  passenger  train,  Chester 
to  Birkenhead  :  1  stopped  to  watch  it  pass  the  junction  : 
I  saw  the  fifth  vehicle  from  the  engine  leave  the  rails, 
at  the  check-rail  on  the  turntable  road,  dragging  two  'x 


oihet  carrkges  with  it  One  of  the  vehicles  I 
observed  to  turn  on  its  side,  and  it  was  then  dragged 
some  Y  or  8  yards.  The  oth^r  two  vehicles  ran  in 
the  same  direction,  but  remained  on  their  wheels.  I 
at  once  looked  out  for  some  one  to  fetch  out  the 
break-down  gang,  (as  I  saw  the  case  was  of  a  serious 
nature),  and  whilst  waiting  the  arrival  of  the  gang  I 
rendered  what  assistance  I  could  in  extricating  the 
injured  passengers.  I  did  not  notice  the  position  of  any 
of  the  signals  or  points  as  my  attention  was  taken  up 
by  the  mishap.  I  was  standing  in  the  "  Six-foot "  on 
the  Birkenhead  side  of  the  junction  when  the  train 


William  Price  states :  I  am  an  engine-driver  in  the 
employ  of  the  London  and  North- Western  Company, 
and  was  in  charge  of  engine  No.  842  yesterday,  I 
weot  on  the  turntable  r^d  at  about  10  minutes  to 
five,  turned  my  engine,  took  water,  and  then  went  over 
the  turntable  road  to  allow  a  Great  Western  engine 
to  turn.  The  Great  Western  engine  cam&  off  the 
table  about  five  minutes  before  the  accident  occurred, 
and  went  on  to  the  up  Holyhead  line,  and  crossed  to  the 
down  Holyhead  line,  and  then  went  to  the  back  line  of 
the  Holyhead  ticket  stage,  for  the  purpose  of  pro- 
pelling some  empty  carriages  to  be  attached  to  the 
5.40  pjoL  train.  I  then  started  off  the  turntable, 
and  came  to  a  stand  at  the  stop-signal.  When 
standing  there  waiting  for  the  signal  to  be  lowered 
the  5.10  p.m.  train  to  Birkenhead  passed,  and  I  saw  a 
carriage  (the  second  from  the  rear  van)  "Itft"  and  runoff 
the  road.  Myself  and  my  fireman  at  once  commenced 
to  whistle,  to  warn  the  driver  of  the  5.10  p.m.  train. 
I  cannot  speak  as  to  the  position  of  the  points  or 
signals  when  the  carriages  came  off  the  road.  Icaunot 
tell  how  the  points  stood  that  led  to  the  engine  turn- 
table.  1  was  on  the  turntable  line,  waiting  to  go 
towards  the  station.  I  was  waiting  for  the  signal. 
1  wanted  to  run  as  far  as  the  junction  of  the  up 
Holyhead  line  with  the  up  Birkenhead  line,  then  to 
have  crossed  to  the  down  Birkenhead  line^  and  to  have 
waited  there  until  the  arrival  of  an  up  train  from 
Birkenhead,  which  I  was  to  take  into  the  station, 

Thomas  Lloyd,  fireman  on  engine  842,  states :  We 
went  on  the  turntable  at  about  a  quarter  to  ^xe,  took 
water,  turned  our  engine,  and  then  drew  over  the 
turntable  to  allow  a  Great  Western  engine  to  turn. 
When  the  Great  Western  engine  had  gone  we  drew 
up  to  the  stop- signal,  and  waited  there  for  it  to  be 
lowered  for  us  to  come  out.  Whilst  standing  there  I 
noticed  the  third  coach  from  the  rear  van  of  the 
5.10  p.m.  passenger  train,  Chester  to  Birkenhead, 
taount  the  rails  and  get  off  the  road.  My  inate  went 
to  one  whistle  and  I  myself  went  to  the  other,  and 
commenced  to  whistle,  to  warn  the  driver  of  the 
Birkenhead  train.  The  junction-signal  was  standing 
at "  all-right ;"  when  the  train  got  opposite  to  the 
signal-box  the  signal  was  off.  J  did  not  see  that 
signal  put  to  danger.  I  did  not  notice  the  position  of 
the  points.  I  am  not  certain  the  signal  stood  at  <'  all- 
right"  for  the  Bii'kenhead  train  to  pajBs  at  the  time 
I  saw  the  carriage  mount  and  get  oft'  the  rail«. 

Peter  Jones,  pointsman  at  No.  4  junction-box, 
Chester  station,  23  years  a  pointsman  and  nine  years 
in  that  signal-box,  states:  I  was  on  duty  when  the 
5.10  p.m.  passenger  train  for  Birkenhead  left  the 
station  on  the  8th  inst.  I  set  my  points  and  signals 
properly  for  the  train  to  run  on,  and  it  passed  the  box 
alright.  J  was  looking  at  the  train  as  it  rounded  the 
junction,  and  I  saw  one  of  the  carriages  jump  off  the 
metals,  and  then  the  others  followed.  I  then  saw  one 
go  over  on  its  side.  I  at  once  put  the  main  line  signal 
up  to  protect  the  road  ;  but  I  did  not  put  that  signal 
to  danger  until  I  saw  the  carriages  off  the  rail. 
There  was  a  London  and  North- Western  tank  engine 
standing  on  the  turntable  at  the  time,  this  engine  had 
not  whistled  to  come  out.  I  am  certain  that  I  did  not 
touch  the  points,  or  move  them  in  any  way  before  the 
Birkenhead  train  passed  them.  This  I  am  positive 
of,  and  am  prepared  to  take  oath  to.     I  have  been 
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employed  for  26  years  on  ihe  joint  station  at  Chester,  of  the  train  passing  ihe    unction,  neither  did  I  see 

and  have  been  23  years  a  pointsman.    I  have  been  :in  anything  flying  about  until  the  carriages  left  the  rails. 

No.  4  box  since  it  was  opened,  nine  years  since.    I  The  points  leading  to  the  engine  turntable  (one  of 

came  on  duty  at  2.0  p.m.,  and  was  due  off  again  at  the  three-throw  set)  were  not  set  right  to  get  to  the 

9.0  p.m.     I  had  no  person  in  the  box  with  me.     From  engine  turntable.    When  I  saw  the  carriages  get  off  the 

the  time  the  Great  Western  engine  went  on  to  the  r<dlsy  and  the  signal  was  not  off  for  anything  to  come 

turntable  to  the  time  of  the  accident,  about  five,  or  six  (Mt  from  the  turntable  leavitig  at  that  time.    I  had 

minutes  would  have  elapsed.  We  cannot  work  the  points  put  the  starting^signal  for  the  5.10  train  to  danger 

leading  to  the  turntable  when  the  junction-signal  is  before  I  saw  the  carriages  get  off  the  rails. 
o£    I  noticed  nothing  whatever  unusual  in  the  speed 

Erom  the  preceding  statements  and  from  an  examination  of  the  marks  on  the 
permanent  way,  which  were  pointed  out  to  me  as  having  been  caused  by  some  of  the 
three  yehicles  which  got  off  the  rails  and  caused  the  accident,  it  would  appear  that  an 
engine  belonging  to  the  London  and  North- Western  Eailway  Company,  with  eight 
vehicles  behind  it,  and  belongmg  to  the  Great  Western  Railway  Company,  and  con- 
stituting the  5.10  p.m.  down  joint  line  passenger  train  from  Chester  to  Birkenhead 
left  the  station  platform  in  the  same  condition  as  the  carriages  had  arrived  from 
London :  that  it  passed  safely  over  the  facing-points  at  the  junction  of  the  Holyhead 
and  Birkenhead  lines ;  and  the  front  part  of  the  train  also  passed  safely  over  the 
facing-points  of  the  slip  road,  which  are  moved  by  lever  No.  14 :  that  the  first  mark 
of  any  vehicle  being  off  the  rails  was  fSund  on  the  eastern  end  of  a  check-rail,  inside 
the  left  rail  of  the  slip  road,  48  feet  2  inches  west  from  the  tongue  of  the  facing-points 
of  the  slip  road,  the  mark  being  2f  inches  from  the  working  face  of  this  left  rail : 
that  the  next  mark  was  at  62  feet  9  inches  from  the  same  tongue  on  the  outside  of  the 
right  rail  of  the  up  line  from  Holyhead :  that  at  72  feet  4  inches  the  right  chair  under 
the  right  rail  before  reaching  the  heel  of  the  points  at  the  western  end  of  the  slip  road 
was  broken,  and  at  78  feet  3  inches  the  slide  chair  undeor  the  right  switch  rail  of  these 
points  was  also  broken,  and  at  79  feet  9  inches  a  chair  was  broken  under  the  left  rail 
of  the  down  line  to  Birkenhead,  and  several  more  chairs  under  the  same  rail  were 
broken  farther  on. 

At  75  feet  4  inches  from  the  tongue,  wheel  marks  were  also  found  on  the  sleeper 
under  the  slip  road  between  the  rails,  and  about  18  inches  from  the  right  rail. 

The  three  carriages  which  got  entirely  off  the  rails,  viz.,  the  fifth,  sixth,  and  seventh, 
were  found  in  the  fork  between  the  line  of  the  turntable  sidiag  and  the  down  Une  to 
Birkenhead,  the  fifth  and  seventh  were  standing  on  their  wheels  off  the  rails,  and  the 
sixth  had  turned  over  on  to  its  side,  and  I  understand  that  one  of  the  two  passeng^s 
who  have  siQce  died  of  the  injuries  which  they  received  was  found  lying  under  this 
carriage,  the  door  of  which  had  been  opened.  The  engine  is  stated  to  have  stopped  on 
the  down  line  to  Birkenhead,  about  160  yards  hom.  the  facing-points  of  the  slip  road. 

Thus  it  appears  that  the  engine  and  four  next  vehicles  travelled  rightly  along  the 
down  line  towards  Birkenhead,  that  the  fifth,  sixth,  and  seventh  6- wheeled  carriages  got 
off  the  rails  on  the  outside  of  the  curve  either  by  mounting  them  or  by  being  pulled  off 
them  before  some  of  those  carriages  had  got  so  mu6h  as  17  yards  from  the  slip  road 
facing-points,  and  that  the  last  vehicle  in  the  train  does  not  appear  to  have  been  off  the 
rails  at  all,  but  was  found  when  it  stopped  on  the  siding  leading  to  the  engine  turn- 
table, and  not  on  the  down  line  to  Birkenhead. 

I  have  already  stated  that  it  would  not  be  possible  to  shift  the  facing-points  at  the 
eastern  end  of  the  slip  road  unless  the  down-signal  for  the  train  to  Birkenhead  had 
previously  been  placed  at  danger  after  having  been  set  at  "  all-right  *'  for  the  train  to 
leave  Chester  for  Birkenhead.  The  signalman  on  duty,  a  man  of  large  experience,  and 
stated  to  be  a  man  of  good  character,  distinctly  states  that  he  did  not  shift  the  fadng- 
points  of  the  slip  road,  and  that  he  did  not  replace  the  down  junction-signal  for  the 
train  to  Birkenhead  at  "  danger  *'  until  he  saw  the  carriages  get  off  the  rails. 

The  ofl5cers  of  the  two  companies,  at  my  request,  were  good  enough  to  place  an 
engine  and  some  similar  carriages  at  my  disposal,  and  I  caused  the  engine  and  the 
leading  carriage  to  be  moved  over  the  points  of  the  slip  road,  along  the  down  line 
to  Birkenhead,  clear  of  the  points,  which  are  10  feet  6  incnes  in  length,  and  I  then  had 
the  fadng-porats  of  the  slip  road  shifted,  so  that  the  second  carriage  travelled  along 
the  slip  road  towards  the  up  Holyhead  line,  and  the  three-throw  points  leading  to  the 
turntable  siding,  and  I  noted  what  took  place.  At  37  feet  west  from  the  facing-points, 
from  which  all  the  previous  measurements  are  given,  the  left  leading  wheel  of  the 
second  6«wheeled  carriage,  which  was  moving  along  the  slip  road,  had  been  lifted 
3  or  3^  incbes  above  the  left  rail  of  the  slip  road.  At  41  feet  6  inches  the  draw-bar  (^ 
this  last  carriage  came  in  contact  with  the  rear  left  buffer  of  the  carriage  in  firont 
which  was  running  on  the  down  Birkenhead  line,  and  if  I  had  allowed  the  engine  to 
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continue  running  forward  a  few  more  feet  the  second  carriage  would  certainly  have 
been  pulled  off  the  rails  of  the  slip  road.  (I  may  mention,  as  bearing  upon  the 
probable  causes  that  led  to  this  accident,  that  when  I  tried  a  similar  experiment 
elsewhere,  the  left  wheel  of  the  diverted  carriage,  has  been  raised  as  much  as  18  inches 
above  the  level  of  the  rails,  before  the  carriage  was  torn  or  jerked  off  the  rails.) 

The  distance  between  the  trailing  wheels  of  No.  41  carriage  in  the  5.10  p.m.  train 
for  Birkenhead  that  remained  on  the  down  line,  and  the  leading  wheel  of  the  first 
carriage.  No.  609,  that  got  off  the  rails,  is  14  feet  2  inches,  while  the  wheel  base  of 
these  6- wheeled  carriages  is  19  feet. 

The  mark  on  the  check-rail,  as  previously  stated,  is  at  48  feet  2  inches  from  the 
facing-points,  or  only  6  feet  8  inches  beyond  where  the  draw-bar  came  in  contact  with 
the  rear  left  buffer  of  the  carriage  in  front,  and  here  I  must  call  attention  to  the  fact 
that  the  rear  left  buffer  of  the  carriage,  No.  41,  that  remained  on  the  down  line  to 
Birkenhead,  was  found  broken  off,  broken  in  the  buffer-rod,  in  which  there  was  a  flaw 
in  the  centre  of  the  metal. 

Hence,  placing  great  dependence  as  I  do  on  the  marks  foimd  on  the  ground,  I  have 
arrived  at  the  conclusion  that  the  facing-points  of  the  slip  road,  moved  by  No.  14 
lever,  were  shifted  while  the  train  was  passing  over  them,  and  that  the  shift  took  place 
after  the  fourth  carriage  in  the  train,  No.  41,, had  passed  over  them,  but  before^ the 
fifth  carriage,  No.  609,  had  reached  them ;  the  effect  of  this  shifting  of  the  facing- 
points  being  that  the  four  last  carriages  in  the  train  were  diverted  and  turned  to  pass 
along  the  slip  road  towards  the  up  Holyhead  line,  and  towards  the  points  leading  into 
the  turntable  siding,  from  whence  a  Great  Western  engine  had  only  recently  come  out ; 
that  each  of  the  three  carriages  were  in  succession  dragged  off  the  rails  of  the  slip 
road,  and  that  the  last  carriage  which  stopped  on  the  rails  of  the  turntable  siding  would 
also  have  been  dragged  off  the  rails,  if  the  engine  had  not  been  stopped  or  a  coupling 
had  not  given  way. 

I  believe  all  raQway  companies  now  forbid  their  signalmen  to  replace  the  governing 
signal  at  "  danger  '*  imtil  they  see  that  the  last  vehicle  of  a  running  train  has  passed 
over  the  facing-points  ;  but  I  am  sorry  to  say  that  this  regulation  is  generally  disobeyed, 
and  the  signal  is  frequently  replaced  at  danger,  before  one  half  of  a  train  has  got  clear 
of  the  points. 

This  accident  appears  to  me  to  be  in  all  respects  similar  to  that  which  occurred  on 
the  London  and  North-Western  Railway  at  Wigan  some  years  since,  except  as  regards 
the  speed  at  which  the  trains  were  travelling,  and  I  was  therefore  certainly  very  much 
astonished  to  find  that  the  London  and  North- Western  Railway  Company,  as  one  of  the 
joint  owners  of  the  Chester  station,  had,  after  the  very  serious  accident  at  Wigan  had 
occurred,  and  the  serious  expense  to  which  it  was  thereby  subjected,  allowed  so  many 
pairs  of  facing-points  to  remain  unprotected  by  locking  bars  in  the  Chester  station 
yard  for  such  a  number  of  years. 

I  cannot  learn  that  this  part  of  the  Chester  station  yard  was  in  its  present  state 
ever  subjected  to  the  inspection  of  Hn  officer  of  the  Board  of  Trade. 

Some  alterations  farther  west  in  a  new  fork  line  connecting  the  Holyhead  and 
Birkenhead  lines  were  made  in  1874  and  submitted  for  inspection.  In  this  case  all  the 
facing-points  were  properly  protected  by  facing-point  locks  and  locking  bars,  and  if 
the  slip  road  points  had  been  similarly  protected  I  am  of  opinion  that  this  accident 
would  not  have  occurred. 

I  have,  &c.. 
The  Secretary,  W.  Yolland,  Colonel. 

(Railway  Department,) 
Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Great  Western  and  the  London  and  North- Western  Railway 

Companies  on  the  14th  August. 


LONDON  AND  NORTH-WESTERN  AND  GREAT  WESTERN  (SHREWS- 
BURY  AND  HEREFORD)  JOINT  RAILWAY. 

Railway  Department,  Board  of  Trade, 
SiE,  13,  Downing  Street,  London,  S.W.,  26th  October  1878. 

I  HAVE  the  honor  to  report,  for  the  information  of  the  Board  of  Trade,  in  compliance 
with  the  instructions  contained  in  the  order  of  the  29th  July,  the  result  of  my  inquiry 
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into  the  circumstances  connected  with  the  accident  which  occurred  on  the  20th  July, 
near  Leebotwood  station,  on  the  Shrewsbury  and  Hereford  Joint  Railway. 

In  this  case,  as  a  Joint  Eailway  Company's  up  ballast  train  from  Shelwick  junction  to 
Shrewsbury,  consisting  of  tender,  engine,  10  empty  ballast  waggons,  and  a  break-van, 
in  which  latter  eight  permanent- way  men  were  riding,  was  running  round  a  gentle 
curve  about  half  a  mile  north  of  Leebotwood  station,  the  last  waggon  left  the  rails, 
followed  by  the  break-van,  both  vehicles  falling  over  on  their  left  sides. 

AU  the  men  in  the  van  were  injured,  one  of  them  having  his  thigh,  and  another  his 
arm  and  collar  bone  broken. 

The  waggon,  van,  and  permanent  way  were  damaged. 

This  report  has  been  delayed  owing  to  the  man  (Speake)  in  charge  of  the  break- van, 
whose  thigh  was  broken,  having  been  too  ill  to  be  examined  when  I  first  made  my 
inquiry. 

Emdence. 


1.  Thomas  Hughes^  driver  in  the  Great  Western 
Company's  service  six  years. — I  left  Shelwick  junction 
on  the  day  in  question  with  a  six-wheeled  coupled 
engine,  running  tender  first,  and  had  last  stopped 
before  the  accident  at  Craven  Arms,  which  we  left 
with  a  load  of  11  empty  waggons  and  a  van.  On  the 
engine  with  me  were  my  fireman,  and  from  Church 
Stretton  (where  we  had  slacked  but  not  stopped)  the 
guani.  He  came  on  the  engine  to  give  information 
where  next  to  stop,  viz.  Dorrington.  At  Leebotwood 
we  got  clear  signals,  and  ran  through  the  station  at 
a  speed  of  about  20  miles  an  hour ;  and  some  40  or  60 
yards  from  where  the  waggon  stopped  I  felt  a  jerk, 
I  turned  round  and  saw  the  last  waggon  jumping  up 
and  down.  Steam  had  been  shut  oif  about  two  miles 
previously,  and  before  I  had  time  to  reverse  I  saw 
the  van  turn  over  on  its  left  side,  but  not  the  waggon. 
We  ran  about  10  or  12  yards  after  this  happened,  and 
then  came  to  a  stand  with  the  train  all  coupled  to- 
gether. I  took  no  means  to  ascertain  why  the  waggon 
had  left  the  rails.  The  down  line  was  not  fouled. 
The  guard  went  back  to  Leebotwood  to  block  the  up 
road.  We  then  took  the  injured  men  to  Shrewsbury 
on  a  waggon  attached  to  the  engine.  The  accident 
occurred  at  4.25  p.m.  I  had  felt  nothing  wrong  with 
the  road  about  the  spot.  There  were  no  repairs 
going  on  to  that  part  of  the  road. 

2.  Henry  Marston,  10  months  guard  of  the  ballast 
train,  and  eight  years  in  the  Joint  Committee's  service, 
aged  20. — I  started  from  Shelwick  junction  with  a 
ballast  train  for  Shrewsbury,  and  from  Craven  Arms 
the  train  consisted  of  11  empty  waggons  and  a  van. 
At  Church  Stretton,  where  the  train  slacked,  some 
platelayersleftthe  van,  leaving  eight  still  in  it;  and 
I  went  to  the  engine  to  tell  the  driver  to  put  some  of 
the  men  off  at  Dorrington,  and  rode  on  it,  though  this 
was  against  orders.  I  left  Speake,  who  acted  as  flag- 
man, in  charge.  I  first  felt  something  wrong  by  the 
under-bridge,  60  or  60  yards  from  where  the  waggon 
IB  now  lying :  it  was  like  a  jerk.  I  looked  back,  and 
saw  the  waggon  jumping,  and  then  the  van  fall  over 
on  its  left  side.  The  engine  soon  stopped  after 
running  20  or  30  yards.  The  waggon  was  lying  on 
its  left  side,  but  had  not  separated  from  the  waggon 
in  front  of  it.  Some  of  the  men  were  outside  of  the 
van,  and  some  inside.  I  got  my  flag,  and  went  back  to 
Leebotwood  to  protect  my  train.  Our  speed  at  the  ac- 
cident was  about  17  or  18  miles  an  hour.  The  driver 
whistled  after  seeing  the  waggon  ofl^  and  1  saw 
Speake  applying  the  break  when  I  looked  back. 

3.  Joseph  Allen,  platelayer. — ^I  rode  m  the  van  of 
the  ballast  train  from  Craven  Arms.  I  did  not  see 
Marston  in  the  van  after  I  joined  the  train.  We  came 
to  a  stand  at  Church  Stretton  to  let  some  men  off,  and 


between  Church  Stretton  and  Leebotwood  we  slacked 
to  let  some  more  men  out ;  after  this  eight  remained 
in  the  van.  Speake  was  looking  after  the  break. 
After  passing  the  Leebotwood  down  distant-signal 
post,  I  felt  the  van  begin  to  jump,  and  soon  after  this 
it  turned  over.  I  did  not  know  the  waggon  was  off 
the  rails.  My  head  was  injured.  I  did  not  observe 
that  the  speed  was  faster  than  usual. 

4.  John  Hanson,  platelayer. — I  joined  the  train 
(riding  inside  the  van  at  the  front  end)  at  Church 
Stretton,  where  it  slacked.  Marston  was  not  Uien  in 
tiie  van.  The  train  slacked  speed  again  near  Lee- 
botwood to  let  two  men  out.  After  passing  Leebot- 
wood I  felt  the  van  begin  to  jump  about,  and  then 
turn  over.  I  was  hurt  in  the  shoulder.  I  don't  know 
when  Speake  put  on  the  break. 

6.  Samuel  Speake,  platelayer,  *18  years  of  age. — I 
was  working  with  the  joint  ballast  train  on  the 
Shrewsbury  and  Hereford  line  on  the  2l8t  July  last. 
I  was  riding  in  the  van  with  seven  others.  After 
passing  Leebotwood  station,  I  was  looking  out,  and 
saw  the  waggon  next  to  the  van  leave  the  rails ;  the 
leading  wheels  got  off  first.  As  soon  as  I  saw  this,  I 
applied  .the  bre^k,  and  had  no  sooner  done  this  than 
the  van  left  the  road,  fell  against  a  telegraph  post,  was 
dragged  a  short  distance  on  its  wheels,  on  the  ballast, 
and  then  turned  over  on  its  left  side  ;  and  I,  being  in 
the  front  part  of  the  van,  was  shot  out  and  injured. 
The  guard  in  charge  of  the  train  was  riding  on  the 
engine. 

6.  David  Austen,  waggon  builder  in  the  Joint 
Committee's  service  three  years. — I  saw  waggon  No. 
14,  a  week  before  the  accident,  in  a  siding  at  Sutton 
Bridge.  The  waggon  inspector  called  my  attention 
to  it,  and  asked  whether  he  should  put  a  new  or  old 
brass  into  the  box  on  the  leading  wheel  on  the  six-foot 
side.  The  old  one  I  thought  was  good  enough,  and  it 
was  used  again.  I  gave  the  waggon  no  furtber  ex- 
amination. It  had  been  in  the  shops  on  the  16th 
May.  It  had  then  been  lifted,  and  had  fresh  boxes 
and  new  brasses.  I  have  seen  the  broken  boxes,  and 
think  the  one  worst  broken  is  a  fresh  flaw.  The 
brasses  do  not  give  the  appearance  of  the  waggon 
having  run  hot. 

Henry  Marston,  recalled, — I  had  picked  up  waggon 
No.  14  at  Woofferton  ballast  pit.  I  had  put  it  in  the 
siding  there  on  the  18th,  because  it  had  been  running 
hot  in  the  leading  box  on  the  right-hand  side.  I  put 
some  grease  in  the  boxes.  It  did  not  run  hot  again 
after  this.  It  had  been  loaded  when  it  was  running 
hot  I  saw  some  of  the  boxes  broken  when  I  put 
grease  in  at  Woofferton.  I  am  quite  sure  I  rode  on 
the  engine  only  from  Church  Stretton. 


Conclusion. 

From  the  foregoing  evidence,  and  from  an  examination  of  the  line,  it  appears  that  as 
the  ballast  train  in  question  was  travelling  at  a  speed  of  about  20  miles  an  hour  on  a 
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falling  gradient  of  1  in  117,  th6  last  waggon  left  the  rails  about  800  yards  north 
of  Leebotwood  station,  followed  soon  after  by  the  van,  both  vehicles  then  falling  over  on 
their  left  sides,  and  stopping  about  330  yards  from  the  first  mark  of  any  wheel  having 
been  off  the  rails.  There  was  nothing  in  the  condition  of  the  permanent  way,  which  is 
in  very  good  order,  to  accoimt  for  the  accident,  and  its  cause  must  be  sought  for  in  the 
waggon  which  left  the  rails.  In  this  waggon  three  of  the  axle-boxes  were  broken, — one 
top  and  bottom,  and  the  other  two  at  the  bottom.  The  springs  were  in  good  order. 
One  shoe  was  gone  from  the  trailing  end  of  the  off  front  spring,  but  this  was  picked 
up  60  yards  south  of  the  spot  where  the  van  and  waggon  stopped.  This  waggon  had, 
by  the  guard's  acknowledgment,  been  running  hot  on  the  day  next  but  one  before  the 
accident,  and  he  had  in  consequence  then  left  it  behind  at  Woofferton ;  and  though  he 
states  that  none  of  the  axle-boxes  were  broken  when  he  picked  it  up  again  on  the  day 
of  the  accident,  it  is  more  than  probable  that  one  of  them  was  then  broken,  and  thus 
gave  rise  to  the  accident. 

Knowing  how  this  waggon  had  behaved  on  the  18th,  the  guard  ought  to  have  given 
it  a  very  thorough  examination  before  deciding  again  to  attach  it  to  his  train  on  the 
20th.  He  is  also  to  blame  for  being  on  the  engine  instead  of  in  his  van  when  the 
accident  happened. 

I  have,  &c., 

The  Secretary,  C.  S.  Hutchinson, 

RaQway  Department,  Board  of  Trade.  Ma^or  General  R.K 

Printed  copies  of  the  above  report  were  sent  to  the  London  and  Nordi- Western  and  the  Great  Western  Railway 

Companies. 


LONDON  AND  SOUTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  24th  June  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  that 
in  compliance  with  the  instructions  contained  in  the  Order  of  the  6th  instant,  I  hare 
inquired  into  the  circumstances  which  attended  an  accident  that  occurred  on  the 
28th  ultimo,  in  Fareham  Tunnel,  on  the  line  between  Portsmouth  and  Bishopstoke, 
of  the  London  and  South-western  Railway,  when  the  tender  and  the  whole  of  the 
carriages  of  a  passenger  train  lefk  the  rails. 

It  is  stated  that  no  persons  were  hurt  on  this  occasion;  but  the  whole  of  the 
carriages  (8)  were  slightly  damaged,  and  the  crank  pin  of  the  driving  axle  of  the 
engine  was  broken  about  7^  inches  from  its  outer  end,  and  the  coupling  rod,  to  which 
the  broken  piece  of  the  crank  pin  was  stiU  attached,  was  very  much  bent. 

The  accident  occurred  about  207  yards  from  the  Fareham  end  of  the  tunnel,  and 
the  train  ran  about  100  yards  from  the  spot  where  the  tenders  and  carriages  left  the 
rails,  at  which  spot  a  broken  rail  was  found,  and  a  piece  of  that  rail  was  found  lying 
in  the  4-feet  space  close  alongside. 

About  60  sleepers,  and  two  thirds  of  the  chairs  in  this  length  were  damaged 
and  broken ;  the  broken  chairs  being  mostly  imder  the  left  rail. 

The  engine  (the  Isis)  with  a  tender  attached  to  the  6.30.  p.m.  passenger  train  from 
Portsmouth  to  Bishostoke  was  a  six-wheeled,  four  wheels  coupled  engine  (driving  and 
trailing  wheels  coupled),  it  had  15^  in.  cylinders  and  20  in.  stroke,  with  3  ft.  6  in. 
in  diameter  for  the  leading  wheels,  and  6  ft.  in  diameter  for  the  coupled  wheels. 
The  distance  between  the  leading  and  driving  wheels  being  5  ft.  11  in.  and  that  between 
the  driving  and  trailing  wheels  being  7  ft.  6^  in. 

Tons.    cwt. 

The  weights  on  the  wheels  of  the  engine  being    10    18    on  the  leading  wheels. 

8    19i     „      driving      „ 
7      6^     ,t      trailing      „ 


Total  27      3i 


This  engine  is  about  20  years  old,  and  it  was  last  in  the  locomotive  shops  at 
Nine  Ebns  for  repair  in  April  1876,  and  in  the  Company's  shops  at  Northam  for  a 
similar  purpose  in  January  1878.  It  is  stated  that  these  crank  pins  as  well  bb  the 
axles  are  very  carefully  examined,  when  engines  are  sent  into  the  shops  for  repair,  tot 
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the  purpose  of  ascertaining  whether  any  praetical  flaw  or  fracture  extending  to  the 
outer  siu^aoe  has  taken  place.  The  engine  had  run  501,454  miles, 
?  The  perm^ent  way  consisted  mostly  of  a  761bs.  double  headed  iron  rail  in  lengths 
of  21  ft.  placed  on  transverse  sleepers  2  ft.  1^  in,  apart,  except  at  the  joints,  where 
they  are  2  ft.  2  in.  from  centre  to  centre :  seven  sleepers  being  allowed  to  each  rail. 
The  broken  rail  was  marked  S.S/.M.  Co.  date  1870,  and  it  had  not  been  turned. 

The  ballafit  was  kept  about  level  with  the  tops  of  the  sleepers,  that  the  fastenings 
m^ht  be  readily  seen. 

The  evidence  in  this  case  is  as  follows : 


John  Stokes f  engine-driver,  31  years  in  the  service 
of  the  company,  and  19  years  as  an  engine-driver, 
states  that  he  was  driving  the  Isis  engine  attached  to 
the  6^0  p.m.  train  from  Portsmouth  Harbour  to 
Blshopstoke  on  Tuesday  the  28th  May:  the  train 
consisted  of  an  engine  and  tender  and  eight  vehicles, 
indading  two  break-vans  with  two  guards,  one  break- 
van  being  next  to  the  tender,  and  the  other  at  the 
tidl  of  the  train  :  that  he  left  Portsmouth  Harbour 
at  the  proper  time,  and  was  also  punctual  in  arriving 
at  Fareham,  but  was  two  minutes  late  in  leaving 
Fareham  :  that  the  commencement  of  Fareham  tunnel 
is  about  three-quarters  of  a  mile  Irom  the  station,  and 
he  was  running  at  moderate  speed,  nearly  20  miles  an 
hour,  when  he  found  the  engine  suddenly  drop  as  if 
it  had  dropped  off  the  rails  just  for  an  instant,  and 
then  the  tender  left  the  rails  :  that  he  immediately 
shut  off  the  steam,  and  his  mate  went  to  the  tender- 
break,  but  he  oould  not  stand  there  from  the  motion 
of  the  tender  off  the  rails:  that  he  reversed  the 
engine  and  whistled  for  the  guard's  breaks  instantly, 
and  the  train  came  to  a  stand-still  about  100  yards 
from  the  spot  at  which  he  had  felt  the  engine  drop  ; 
the  engine  still  remained  on  the  rails,  the  tender  was 
off  the  rails  but  remained  coupled  to  the  engine,  and 
the  whole  of  the  vehicles  in  the  train  were  also  off 
the  rails,  but  continued  coupled  together  :  the  tender 
and  the  other  vehicles  were  aU  off  the  rails  to  the  left, 
and  some  of  the  carriages  had  struck  the  si<le  wall 
of  the  tunnel :  he  had  not  felt  the  engine  lift  at  all, 
before  he  found  it  drop.  When  the  trtdn  stopped,  he 
examined  the  left-hand  side  of  the  engine,  and  he 
found  the  driving  crank-pin  was  broken  and  the 
coupling-rod  was  doubled  back  :  that  his  engine  was 
a  six-wheeled  engine  with  four  wheels  coupled,  the 
driving  and  trai&ig  wheels  being  coupled,  and  he 
found  the  coupling-rod  still  attached  to  the  trailing 
wheel  crank-pin,  but  the  coupling-rod  had  been  bent 
outwards  towards  the  side  wall  of  the  tunnel,  and  had 
marked  the  bricks  in  the  wall  as  it  revolved,  and  when 
the  train  stopped  the  ^id  of  the  coupling-rod  lay 
against  the  brick  wall :  that  he  then  left  the  engine 
in  charge  of  his  mate  and  T^alked  back  along  the  six- 
feet  space,  as  there  was  not  room  to  walk  between 
the  side  wall  of  the  tunnel  and  the  carriages  which 
were  off  the  rails,  and  about  three  carriage  lengths 
in  the  rear  of  the  last  break-van  he  found  a  piece 
of  a  broken  rail  about  six  feet  in  length,  lying  in  the 
four-feet  space  out  of  the  left  rail  as  they  were  run- 
ning, opposite  to  the  space  from  whence  it  had  been 
broken :  the  broken  piece  of  the  crank-pin,  nine  inches 
in  length,  was  found  still  attached  to  the  leading  end 
of  the  broken  coupling-rod  :  that  he  did  not  look 
further  back  along  the  line  than  where  the  broken 
rail  was  found :  that  his  engine  stopped  just  under 
one  of  the  shafts  in  the  tunnel,  and  he  did  not  notice 
whether  the  fish-plates  were  still  attached  to  the 
broken  rail,  but  the  broken  portion  was  at  the  leading 
end  of  the  ndL 

James  Annette  signal  foreman  on  the  London  and 
South-western  Bailwaj,  states :  that  he  was  riding 
in  the  fourth  vehicle  from  the  tender  of  the  6.30  p.m. 
train  from  Portsmouth  to  Blshopstoke  on  Tuesday 
the  28th  May :  that  everythiog  was  right  trntH  they 
had  got  nearly  halfway  through  the  Fareham  tunnel, 
when  he  first  heard  something  of  a  smash,  and  then 
the  wheels  of  the  carriage  in  which  he  was  riding 
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appeared  to  strike  the  end  of  a  rail,  and  he  found  the 
vehicle  running  off  the  road.  When  the  train 
stq[>ped  he  first  went  to  the  guard  at  the  front  of  the 
train,  and  found  him  lighting  his  lamp,  and  he  told 
him  to  go  to  Botley,  the  next  station  ahead ;  and  then 
he  walked  back  to  the  rear  of  the  train,  saw  the 
assistant  guard,  who  was  ready  to  go  back,  and  told 
him  to  wire  to  Mr.  Wilmer  the  superintendent  at 
Bishopstoke  and  to  different  other  parties  for  assist- 
ance :  then,^  after  getting  a  tail  lamp  from  the  middle 
of  the  train,  he  told  the  passengers  to  keep  their  seats, 
and  he  then  proceeded  to  examine  the  state  of  the 
line.  He  found  the  road  had  been  broken  up  from 
the  i^t  where  a  rail  had  been  broken,  about  three 
carriage  lengths  from  the  rear  of  the  train,  to  the 
front,  and  new  sleepers  and  new  chairs  had  to  be 
supplied  ;  the  chairs  were  mostly  required  for  the 
left  rail:  that  he  looked  at  the  state  of  the  road 
frcrther  back  than  where  the  broken  rail  was  found, 
and  saw  nothing  wrong :  the  fracture  of  the  rail, 
was  quite  clean  new,  and  there  was  no  appear- 
ance of  any  flaw  in  it :  but  he  did  not  notice  how 
the  rail  was  marked:  the  fish  plates  at  die  joint 
remained  attached  to  the  rail  that  was  still  in  position, 
by  one  bolt,  but  the  plates  were  bent  inwards ;  the 
chair  behind  the  fracture  in  the  rail  was  all  right,  but 
the  two  chairs  ahead  were  both  broken,  and  that 
next  the  joint  in  the  rail  was  found  right  against  the 
right  side  wall  of  the  tunnel ;  at  least  the  inside  part 
of  that  chair  was  found  there,  as  it  had  been  fractured 
directly  under  the  rail.  The  piece  of  rail  that  was 
broken  out  had  a  slight  crack  in  it  about  15  inches 
from  the  end,  and  there  was  a  bright  mark  as  having 
been  caused  by  a  blow  about  10  inches  from  the  end 
at  the  outside  top  of  the  rail,  close  to  the  edge  of  the 
chair  :  he  did  not  notice  the  fractured  crank  pin ;  the 
broken  pieces  of  rail  lay  as  shown  in  the  sketch, 
and  the  end  of  the  next  rail  ahead  was  also 
bent  inwards,  and  had  the  marks  of  different  wheels 
on  its  end.  The  carriage  in  which  he  was  riding 
stood  with  one  set  of  wheels  in  the  six-foot  space  and 
the  other  in  the  four -foot,  but  most  of  the  carriages 
stood  with  the  left  wheels  outside  of  the  left  or  near 
rail,  as  well  as  the  tenders  of  the  engine. 

fF.  Neaky  fireman  to  John  Stokes,  seven  months 
a  fireman,  states :  that  the  first  thing  that  he  felt  was  a 
sudden  jerk  upwards,  and  he  was  standing  at  the 
time  on  the  foot-plate  at  the  left  side  of  the  engine, 
as  it  was  then  running:  that  he  immediately  went 
to  the  tender-break  for  the  purpose  of  putting  it  on, 
and  by  the  time  be  got  to  the  break-hanSe  the 
tender  was  off  the  rails,  and  it  shook  the  break- 
handle  out  of  his  hand  :  that  they  were  running 
about  20«miles  an  hour  at  the  time :  that  he  did  not 
go  back  to  look  to  the  state  of  the  road,  after  the 
train  stopped,  and  could  not  give  any  information 
respecting  the  engine. 

Thomas  Dickinson^  head  guard  of  the  6.80  pjn. 
passenger  train  frmu  Portsmouth  to  Bishopstoket,  on 
the  28th  May,  states:  that  they  left  Fareham  all 
right,  at  the  proper  time  7.7,  and  he  rode  [in  the 
leading  van,  which  was  the  fourth  vehicle  from  the 
tender:  they  were  arranged  as  follows,  third-class, 
second-class,  first-class,  and  then  his  van,  then  fol- 
lowed four  other  vehicles  arranged  in  the  same  order^ 
one  front  portion  of  the  train  going  to  London  and 
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the  other  portion  to  Soathampton  :  that  when  they  tecting  his  train  and  keeping  the  passengers  in  their 

were  half-way  through  the  tunnel,  he  found  that  his  seats :  he  did  not  hear  of  any  one  being  hurt, 
van  was  off  the  rails  andbnmp  ing  against  the  sleepers, 

and  the  top  of  it  against  the  side  wall  of  the  tunnel :  The  under  guard  in  the  van  at  the  rear  of  the  train 

that  he  thinks  he  first  heard  the  whistle  sounded,  and  found  the  speed   slacken   after  entering  the  tunnel, 

then  he  found  his  vehicle  off  the  road :  that  he  could  and  then  he  put  on  his  breaks^  but  he  did  not  hear 

not  tell  anything  ajout  the  state  of  the  road  or  of  any  whistle  from  the  engine, 
the  engine,  but  he  took  immediate  steps  for  pro- 

From  the  preceding  statements,  and  from  an  inspection  of  the  broken  left  driving 
crank  pin  of  the  Isis  engine,  which  is  about  8f  inches  in  diameter  where  the  fracture 
took  place,  and  also  of  the  broken  piece  of  the  75  lbs.  iron  rail  which  was  found  in 
the  four-feet  space  between  the  rails,  and  opposite  to  the  spot  where  it  had  been 
broken,  I  have  arrived  at  the  conclusion  that  the  accident  was  caused  by  the  breakage 
of  the  left  driving  crank  pin  of  the  engine.  The  fracture  showed  that  a  flaw  had 
existed  in  this  crank  pin  to  the  extent  of  about  one  half  of  the  sectional  area  (see 
sketch),  and  when  this  crank  pin  broke,  the  leading  end  of  the  coupling  rod,  which 
is  about  eight  feet  five  inches  in  length,  dropped,  and  was  forced  into  the  ground 
or  against  the  sleepers,  and  thus  lifted  the  traUmg  end  of  the  engine,  and  in  doing  so 
bent  the  coupling  rod,  and  then  allowed  the  engine  to  drop  with  a  blow  on  to  the 
rail,  and  broke  it. 

The  fireman  speaks  to  a  "sudden  jerk  upwards,"  and  the  driver  says  he  found  the. 
engine  "  suddenly  drop."     But  it  does  not  appear  that  the  engine  ever  got  off  the 
rails,  and  it  could  not  drop  on  them,  until  it  had  previously  been  lifted  above  them. 

The  crank  pin  had  probably  been  gradually  weakened  as  the  fracture  increased 
by  continuous  wear  and  tear,  so  that  the  flaw  had  at  the  time  of  the  firacture  extended 
to  one  half  of  its  area.  On  the  other  hand,  the  rail  was  completely  broken  through 
about  6  feet  from  its  leading  end,  and  there  was  a  slight  fracture  of  the  outside  of 
the  top  flange  of  this  rail,  about  16  inches  from  the  leading  end,  and  it  is  stated  that 
there  was  a  distinct  mark  of  a  blow  near  this  fracture. 

In  both  the  crank  pin  and  the  rail  the  quality  of  the  iron  appears  to  have  been 
good.  In  the  rail  there  was  no  appearance  of  any  flaw,  and  the  metal  looked  bright 
and  clear. 

The  tender  and  the  carriages  all  got  oflF  the  rails,  where  the  broken  piece  of  the 
rail  was  knocked  out  of  its  place,  and  the  adjacent  end  of  the  next  rail  ahead  is  said 
to  have  exhibited  the  marks  of  sundry  wheels  running  over  it. 

I  have,  &c.. 

The  Secretary,  W.  Tolland, 

(Railway  Department,)  Board  of  Trade.  Colonel^  B.E.    ^ 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  lOth  July. 


LONDON  AND  SOUTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street, Whitehall,  London,  S.W.,  5th  August  1878. 

I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  17th  ultimo,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  the  fatal  accident  which 
occurred  to  Richard  Furmidge,  a  guard  in  the  employ  of  the  London  and  South- Wes- 
tern Railway  Company,  on  the  22nd  June,  near  Eulwell  station,  on  the  Thames  Valley 
section  of  that  company's  lines.  This  guard  is  stated  to  have  been  a  man  of  good 
character  and  an  excellent  servant  of  the  company. 

The  London  and  South- Western  Railway  Company  were  at  the  time  when  this 
accident  occurred  engaged  in  doubling  the  line  between  Eulwell  and  Simbury 
stations,  and  also  in  renewing  some  of  t];ie  over-head  timber  foot-bridges ;  and  it  is 
stated,  that  the  old  wooden  bridge  about  three  quarters  of  a  mile  west  of  Fulwell 
station,  had  been  originally  supported  nearly  midway  between  the  brick  piers  by 
upright  framed  timbers,  but  I  have  not  been  enabled  to  obtain  any  drawings  of  this  old 
structure,  showing  at  what  distance  these  timbers  had  been  placed  from  the  rails. 

When  renewing  this  bridge  it  became  necessary  to  erect  scaflFolding  for  supporting 
the  new  beams  which  were  intended  to  replace  the  old  ones,  and  for  removmg  the 
latter* 
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Bichard  Furmidge  was  the  under  guard  of  the  10,1  p.m.  up  passenger  train  from 
Shepperton  to  Twickenham  on  the  night  in  question,  and  rode  in  the  last  yan,  which 
had  four  carriages  hehind  it.  He  was  found  to  be  missing  when  the  train  reached 
Twickenham  sl^tion,  and  his  body  was  discoyered  by  the  watchman  a  few  yards  on 
the  eastern  side  of  this  over-bridge,  partly  lying  across  the  rails,  from  whence  he 
removed  it  before  the  next  up  train  appointed  to  leave  Shepperton  at  10.35  reached 
the  spot. 

It  also  appears  that  the  engine  of  this  last  train  struck  a  scaffold  pole  in  passing 
under  this  bridge,  and  some  damage  was  done  to  the  train. 

The  evidence  in  this  case  is  as  follows : 


Francis  Tayler^  superintendent  of  permanent  way, 
engaged  in  laying  down  the  second  line  of  rails 
between  Fulwell  and  Sunbury  in  the  Thames  Valley 
line,  states :  That  two  over-bridges  between  Hampton 
and  Fulwell,  which  had  timber  tops  and  brick  abut- 
ments and  piers,  were  being  renewed,  the  timbering 
being  all  new :  and  to  do  this,  it  was  necessary  to 
put  up  scaffolding,  and  scaffold  poles  were  put  up 
in  the  6'foot  space  between  the  up  and  down  lines  : 
and  that  these  scaffold  poles  at  the  bridge  nearest 
to  Hampton  station  would  be  on  the  right  side  of 
a  train  travelling  from  Sunbury  to  Fulwell.  There 
were  four  poles  in  the  6-foot  space  placed  longitud- 
inally :  that  these  poles  were  intended  to  be  put  up 
at  a  distance  of  3  feet  3  inches  from  the  outside 
edge  of  the  southmost  rail  of  the  single  line,  the 
running  line:  that  these  scaffold  poles,  were  all 
removed  when  he  went  to  the  spot  after  the  accident 
had  occurred  on  Saturday  the  22nd  June :  the  guard 
who  was  killed  was  guard  of  the  10. 1  p.m.  up  train 
from  Shepperton,  and  he  does  not  know  in  what 
manner  he  was  killed  :  he  did  not  hear  of  the  accident 
until  the  following  Monday. 

WUliam  Han'isonj  engine-driver  of  the  10.1  p.m. 
train  from  Sheppei"ton  on  the  22nd  June,  states  :  That 
as  they  were  stopping  at  Fulwell  he  missed  the 
application  of  the  break  power:  his  train  consisted 
of  a  tank  engine  and  16  carriages,  with  two  guards  ; 
and  the  guard  who  was  killed  was  riding  in  the  last 
break  :  that  they  reached  Fulwell  station  about  10.20, 
and  when  he  went  on  with  his  train  he  was  not 
aware  that  the  guard  was  not  with  the  train :  that 
he  felt  nothing  unusual  as  he  was  approaching  Fulwell 
station  :  there  was  nothing  wrong  with  the  scaffolding 
at  the  over-bridge  nearest  to  Fulwell  as  he  passed 
under  the  bridge,  to  his  knowledge. 

William  Smithy  fireman  to  W.  Harrison,  confirmed 
the  driver's  statement. 

James  Daly^  head  guard  of  the  10.1  p.m.  up  train 
from  Sheppeiton  to  Waterloo  Bridge  station  on  the 
22nd  June,  states :  That  he  rode  in  the  composite  van 
next  to  the  engine.  There  was  a  tank  engine,  14 
coaches,  and  two  vans  in  their  train  :  and  he  was  not 
aware  that  anything  was  wrong  as  they  approached 
Fulwell  station  :  and  he  did  not  know  that  his  mate, 
riding  in  the  last  van  with  four  coaches  behind  it, 
was  missing  when  they  left  Fulwell  for  Strawberry 
Hill,  and  he  did  not  find  out  that  he  was  not  with 
the  train  until  the  train  reached  Twickenham.  Ho 
thought  there  was  something  wrong,  as  his  mate  did 
not  answer  his  signal  while  running  between  Straw- 
berry Hill  and  Twickenham  :  that  he  does  not  know 
in  what  manner  his  mate  met  with  the  accident :  that 
he  could  not  say  whether  both  doors  of  the  rear- 
guard's van  were  shut  at  Fulwell :  he  did  not  notice, 
but  both  doors  were  shut  when  he  got  into  the  van  at 
Twickenham. 

George  Stacey^  engine-driver  of  the  10.35  p.m.  up 
train  from  Shepperton  to  Waterloo,  states  :  That  his 
train  consisted  of  a  tank  engine  and  five  carriages 
with  one  guard  riding  in  the  last  vehicle  :  that  they  left 
Shepperton  at  the  appointed  time,  stopped  at  Sunbury, 
and  iis  they  were  approaching  Fulwell  statiop,  when 
)i  899,  ( 


running  at  about  20  miles  an  hour  something  struck 
the  chimney  of  his  engine  :  that  he  was  running  with 
the  chimney  in  front,  and  this  occurred  as  they  were 
passing  under  the  over-bridge  near  Fulwell,  where 
some  scaffolding  had  been  erected :  that  the  chimney 
was  struck  by  a  scaffold  pole,  he  did  not  see  it  before 
the  chimney  was  struck.  The  chimney  was  sprung 
backwards  about  an  inch,  the  head  lamp  on  the 
front  of  the  chimney  was  smashed,  and  a  piece  of  the 
scaffold  pole  about  three  feet  in  length  passed  through 
the  glass  of  the  weather  board,  at  the  left  side 
of  the  engine  as  they  were  running,  and  stuck  in 
the  carriage  behind  the  engine:  a  deep  dent  was 
made  in  the  large  brass  tube,  the  middle  one  over 
the  fire-box :  this  occurred  about  10.42  p.m.  :  that 
he  could  not  see  anyone  about  the  spot  when  this 
happened,  :ind  when  he  got  to  Fulwell  he  spoke  to 
the  station-master  and  some  of  the  porters  about  it : 
but  no  one  mentioned  that  anyone  was  missing 
from  a  preceding  train.  When  they  got  w)  Twick- 
enham the  station-roaster  there  told  them  that  the 
guard  of  the  preceding  train  from  Shepperton  was 
missing,  and  then  the  station-master  sent  an  inspector 
back  to  see  for  the  guard.  There  was  no  other 
train  which  passed  in  either  direction  between  the 
10.1  p.m.  and  the  10.35  p.m.  trains  between  Shep- 
perton and  Fulwell  stations :  that  ho  took  the 
inspector  back  as  far  as  Strawberry  Hill  station,  and 
then  the  inspector  started  to  walk.  That  he  was  not 
aware  of  any  accident  to  the  guard  imtil  the  next 
morning. 

Daniel  Pickles^  fireman  to  George  Stacey,  confirmed 
the  driver's  statement. 

Arthur  Charles j  guard  of  the  10.35  p.m,  up  train 
from  Shepperton  to  Waterloo  Bridge  station  on  the 
22nd  June,  states :  That  his  train  consisted  of  a  tank 
engine  and  five  carriages,  and  he  rode  in  the  hind 
van,  and,  as  they  were  approaching  Fulwell  station, 
something  struck  the  roof  glasses  in  the  centre  of  the 
top  of  the  van,  and  broke  three  of  those  glasses  :  that 
they  were  running  at  the  time  at  the  rate  of  from 
20  to  25  miles  an  hour,  but  he  does  not  know  what 
it  was  that  struck  the  roof  glasses.  He  thought  at 
the  time  that  some  one  must  have  thrown  a  stone  off 
the  over-bridge.  When  they  reached  Fulwell  he 
went  forward,  and  saw  the  driver,  and  he  asked  if 
there  was  not  something  wrong  at  the  over-bridge, 
but  he  did  not  go  back  to  see  what  was  the  matter, 
and  he  does  not  know  how  the  accident  happened  : 
that  it  was  dark  when  he  made  the  last  journey  down 
to  Shepperton,  and  could  not  say  anything  as  to  the 
state  of  the  scaffolding. 

George  Wright^  station-master  at  Fulwell  ^\'q  years 
last  February,  states:  That  he  was  on  the  platform 
when  the  10.1  pju.  up  train  from  Shepperton  arrived, 
and  after  looking  after  the  passengers  he  missed  the 
guard's  lamp  at  the  rear  part  of  the  train,  and  he 
called  the  head  guard  and  told  him  that  he  could  not 
get  any  light  from  the  guard  at  the  rear  of  the  train  : 
that  he  could  not  say  that  the  guard  was  missing  from 
the  train,  and  he  did  not  send  anyone  back  towards 
Shepperton  before  the  10.35  p.m.  up  train  arrived  at 
Fulwell.  That  train  is  due  there  at  10.51,  but  it  was 
about  seyep  miowtep  tate.  When  the  10.35  p.m,  up  train 
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arrived,  the  guard  told  him  that  there  was  something 
amiss  at  one  of  the  bridges,  but  he  did  not  know 
which  bridge  it  was,  and  he  having  made  the  line  safe 
by  signals,  and  by  locking  up  the  train  stafl^  then 
walked  down  the  line  towards  Sheppertoh,  and  before 
he  reached  the  first  over-bridge  from  Fulwell  some 
one  told  him  thftt  a  man  had  been  killed,  and  when  he 
reached  the  first  over-bridge  he  found  that  the 
scaffolding  had  been  knocked  away,  scaffold  poles 
were  hanging  down  on  each  side  of  the  line,  and  he 
was  told  that  the  guard  of  the  lO.l  up  train .  from  j 
Shepperton  had  been  found  in  the  4-foot  spa«e,  and 
had  been  removed  by  a  man  of  the  name  of  Smith,  the 
watchman  at  the  bridge :  that  he  had  been  removed 
out  of  the  4-foot  space  to  the  side  of  the  line  before 
the  last  train,  10.35  p.m.  from  Shepperton,  had  got 
there,  and  he  found  a  doctor  there  attending  to  the 
guard.  The  guard  was  not  in  a  condition  to  give  any 
information  respecting  the  accident  to  himself  when 
he  got  there,  and  he  does  not  know  by  what  pole  or 
poles  the  guard  was  stnick.  The  door  of  the  vau  m 
which  the  guard  was  riding  on  the  left  or  north  side 
of  the  train  was  shut  when  it  reached  Fulwell,  but  he 
could  not  state  how  the  doors  were  on  the  south  side 
of  the  train,  whether  open  or  shut.  There  was 
nothing  on  the  line  in  the  shape  of  poles  lying 
on  the  rails  when  he  got  to  the  bridge. 

Charles  Smith  states:  That  he  was  acting  as  a 
watchman  at  the  over-bridge  throe-quarters  of  a  mile 
from  Fulwell  station  on  the  22nd  of  June,  and  he  was 
on  the  roadway  above  the  railway^  for  the  purpose 
of  cautioning  people  who  required  to  pass  along  this 
over-bridge  :  that  he  noticed  the  10.1  p.m.  train  ap- 
proaching the  bridge,  and  he  walked  along  the  road 
from  the  south  side  to  the  north  side  :  that  there  were 
only  scaffold  poles  across  at  that  time — no  planking 
— so   that    no   vehicle   could  pass    along  the    road, 


nothing  btit^ foot  passengers,,  and  he  Sd  not' allow 
anyone ,  to  cro«s ;  that  on  lookmg  towards  Sunbury 
perhaps  20  minutes  or  a  little  less  after  the  10.1  p.m. 
train  had  passed,  he  saw  the  body  of  a  man  lying  in 
6-fbot  sp^e  and  his  head  lay  across  the  rails  of  what 
is- now  the  up  Hne.  He  went  down  at  once  and 
moved  him  off  the  running  tine  to  the  other  line, 
which  was  not  then  in  use :  that  he  never  spoke  or 
moved  :  that  he  had  a  lamp  with  him,  but  he'  could 
slot  see  that  ait  Ifint  time  the  BcaffoM  poles  had  been 
nioved.'iit.  all  :■  there  was  blood  on  two  ^caCoM  polee 
and  al^  on  the  timber  uprights  of  the  old  bridge  : 
that  the  guard's  head  and  arm  were  struck  by  a 
scaffold  pole,  his  body  was  found  on  the  Fulwell 
side  of  the  bridge  about  three  yards  from  the  bridge : 
that  he  did  Aotice  that  the  10.35  p.m.  up  train  did 
any  dami^  to  the  scaffolding  as  it  passed  through, 
but  after  it  had  passed  through  it  was  found  to  have 
been  knocked  about  a  good  deal  and  it  had  to  be 
put  right  before  the  next  down  train  passed.  A 
gentleman  of  the  name  of  Miller  who  lived  near  the 
bridge  heard  the  concussion  between  the  10.35  p.m. 
up  train  and  the  scaffold  poles,  and  he  went  and 
fetched  a  doctor,  who  pronounced  the  guard  dead 
when  he  got  there. 

Guy  Wm,  Poole^  foreman  for  Mr.  Perry  who  had 
the  contract  for  repairing  the  wooden  over  foot- 
bridges, states  :  That  the  scaffolding  which  was  put 
up  at  this  bridge  was  placed  in  what  is  now  the 
6-foot  space  between  the  up  and  down  line  :  there  was 
one  scaffold  pole  on  each  side  newly  put  up,  besides 
the  old  timbering  that  supported  the  middle  of  the  old 
foot-bridge,  that  the  scaffold  poles  stood  3  feet  2  inches 
from  the  outer  side  of  the  right  rail  of  the  running 
up  line — Or  perhaps  rather  more — there  were  two 
standard  and  two  die  square  timbers,  braces,  &c.,  in 
what  is  now  the  6-foot  space. 

Prom  the  preceding  statements  it  is  evident  that  this  poor  man  was  killed 
while  passing  under  the  over  foot-bridge,  probably  in  the  proper  execution  of  his 
duty,  while  looking  out  of  the  window  of  the  van,  when  his  head  came  in  contact 
with'some  portion  of  the  scaflfolding  which  must  have  been  most  improperly  placed 
too  close  to  the  south  rail  of  the  up  line. 

This  is  evident,  even  from  the  statement  of  the  foreman  of  the  contractor  who 
was  engaged  in  rene\\ing  this  over-bridge,  as  he  states  that  the  scaffold  poles 
stood  3  feet  2  inches  from  the  outer  edge  of  the  rail,  and  as  the  width  of  the  body  of 
the  van  in  which  the  guard  was  riding  was  8  feet,  this  would  only  admit  of  a  clearance 
of  1  foot  8  inches  between  the  outside  of  the  body  of  the  van  and  the  stated  position 
of  the  scaffold  pole ;  instead  of  being  2  feet  4  inches,  as  stipulated  for  in  the  22nd 
requirement  of  the  Board  of  Trade,  which  says,  "No  standing  work  (other 
"  than  a  passenger  platform)  should  be  nearer  to  the  side  of  the  widest  carriage  in 
"  use  on  the  line  than  2  feet  4  inches,  at  any  point  between  the  level  of  2  feet  6  inches 
*'  above  the  rails  and  the  level  of  the  upper  parts  of  the  highest  carriage  doors.  This 
«  applies  to  all  arches,  abutments,  piers,  supports,  girders,  tunnels,  bridges,  roofs,  walls, 
«  post  tanks,  signals,  fences,  and  oth^  works,  and  to  all  projections  at  the  sides  of  a 
**  railway  constructed  to  any  gauge. " 

Prom  the  fact  that  the  engine  of  the  10.35  p.m.  up  train  from  Shepperton,  which 
followed  the  train  10.1  p.m.  to  which  the  deceased  belonged,  coming  in  contact  with 
some  portion  of  the  scaffolding  at  this  over  foot-bridge,  I  cannot  but  conclude  that 
it  was  not  only  improperly  erected  too  close  to  the  rails  of  the  running  line,  but  was 

not  even  properly  secured. 

I  have,  &c., 

The  Secretary,  W.  Yollaio). 

(Railway  Department,)  Board  of  Trade.  Colonel. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  22nd  August 
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LONDON  AND  SOUTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  London,  S.W.,  17th  July  1878. 

I  HAVE  the  honour  to  report,  for  the  informatioD  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  10th  instant,  the  result 
of  my  inquiry  into  the  circimistances  which  attended  a  collision  that  occurred  on  the 
6th  instant  at  Sunbury  station,  on  the  Thames  Valley  branch  of  the  London  and 
South- Western  Railway,  between  a  passenger  train  and  some  ballast  trucks,  which 
were  standing  in  a  siding  then  in  course  of  construction,  at  the  eastern  end  of  the 
station. 

Four  passengers  are  stated  to  have  been  slightly  injured  on  this  occasion,  and  two  of 
the  ballast  trucks  were  thrown  off  the  rails,  a  buffer  of  a  third  truck  was  knocked  off, 
and  the  frames  of  the  whole  of  the  carriages  in  the  passenger  train  (12)  are  said  to 
have  been  slightly  damaged. 

The  London  and  South- Western  Railway  Company  were  engaged,  at  the  time  when 
this  collision  occurred,  in  laying  down  a  second  line  of  rails  between  Eulwell  and 
Sunbury  stations,  on  the  Thames  Valley  branch,  and  in  increasing  the  accommodation 
at  Sunbury  station,  more  particularly  for  the  increased  traffic  likely  to  be  brought 
there,  in  connexion  with  the  intended  new  race  meetings,  proposed  to  be  held  at 
intervals  throughout  the  year  at  Kempton  Park. 

The  evidence  in  this  case  is  as  follows  : — 


Thomas  Franklin^  engine-driver,  3^  years  in  the 
service  of  the  Company  as  an  engine-driver,  states : 
That  he  was  driving  the  4h.  lOm.  p.m.  down  passenger 
train  from  Waterloo  Bridge  station  to  Shepperton  on 
the  5th  instant :  that  his  train  consisted  of  a  tank 
engine,  No.  196,  one  horse-box  next  the  engine,  and 
12  carriages,  two  of  the  carriages  having  break 
con^partments :  that  the  train  stopped  at  Hampton 
station  and  left  at  4h.  61m.,  about  one  minute  late : 
that  on  nearing  the  down  distant-signal  he  saw  that 
it  was  on  at  ^'  danger ''  against  him,  and  he  shnt  off  the 
steam  and  prepared  to  come  into  the  station  slowly, 
knowing  that  alterations  werQ  in  progress  at  the  station : 
that  he  was  approaching  the  station  on  the  single  line 
which  is  now  the  up  line :  that  on  nearing  the  over 
bridge  he  opened  the  small  whistle  to  draw  the  atten- 
tion of  the  workmen  to  the  fact  that  he  was  approach- 
ing, and  then  the  men  walked  off  the  line,  and  he  then 
observed  that  the  facing-points  under  the  bridge, 
leading  into  the  new  horse  and  carriage  siding,  were 
set  wrongly  for  his  train :  that  he  was  coming  in  very 
quietly,  and  was  not  running  more  than  about  6  miles 
an  hour  when  he  first  saw  the  points  were  wrongly 
set,  and  he  was  proceeding  so  slowly  that  he  would 
have  had  to  put  on  the  steam  again  to  take  his  train 
into  the  station  :  that  he  then  sounded  the  break 
whistle  sharply,  and  his  mate,  who  also  saw  that  the 
points  were  wrongly  set,  put  on  the  engine  break,  and 
he  might  be  running  from  3  to  4  miles  an  hour,  when 
his  engine  struck  the  ballast  trucks:  two  of  the 
trucks  at  the  advanced  end  were  raised  up  in  the  air, 
but  he  is  not  aware  that  any  others  w^e  thrown  off 
the  rails :  that  the  frames  of  all  the  carriages  in  his 
train  were  slightly  damaged :  that  he  was  not  more 
than  30  yards  from  the  points  wh#n  he  first  saw  that 
they  were  wrongly  set.  The  collision  occurred  about 
5  minutes  to  5  o'clock.  The  buffer  plank  of  his  engine 
was  splintered  on  the  left  side.  The  last  baUast 
waggon  was  standing  about  from  20  to  30  yards  from 

the  points. 

I 

John  Farrattf  foreman  of  the  ballast  train,  two 
years  as  foreman,  and  nine  years  last  June  in  the 
company's  service,  states :  That  about  4h.  40m.  p.m. 
on  the  6th  instant  he  was  in  charge  of  a  ballast  train, 
and  was  approaching  Sunbury  firom  the  direction  of 


Hampton  station :  that  he  was  riding  on  the  engine, 
and  the  signals  were  off  for  the  train  to  enter  the 
station,  and  he  passed  over  the  first  pair  of  facing- 
points  that  lead  to  the  down  platform,  and  then  he 
roped  seven  waggons,  by  means  of  the  second  pair  of 
facing-points,  into  the  new  horse  and  carriage  dock 
which  was  then  in  course  of  construction :  that  he  had 
previously  fixed  the  second  pair  of  facing-points  open 
for  this  siding,  by  means  of  a  wooden  plug,  the 
arrangements  for  working  these  points  by  levers  not 
having  then  been  completed :  that  he  had  been  in  the 
same  siding  for  the  same  purpose  several  times,  once 
previously  during  the  same  day,  and  this  was  the  last 
time  that  it  would  be  required  on  that  day  :  that  he 
and  his  flagman  forgot  to  take  out  the  wooden  plug 
after  having  roped  the  seven  waggons  into  the  siding, 
as  he  was  in  the  habit  of  doing ;  and  he  did  not 
recollect  that  he  had  left  the  points  set  open  for  this 
siding  until  he  heard  the  break  whistle  sounded  from 
the  passenger  train  engine  about  4h.  50m.  p.m.,  and 
this  whislie  was  sounded  as  the  engine  was  approach- 
ing those  points :  that  he  thinks  the  passenger  train 
engine  was  not  running  more  than  4  or  6  miles  an 
hour  when  the  passenger  train  engine  ran  into  the 
ballast  trucks :  that  two  waggons  were  knocked  off 
the  rails  at  the  advanced  end,  and  those  two  waggons 
were  slightly  damaged ;  and  a  buffer  of  a  truck  that 
was  run  into  by  the  passenger  train  engine  was  knocked 
off :  neither  the  engine  nor  any  of  the  coaches  of  the 
passenger  train  were  thrown  off  the  rails. 

George  Matthewsy  head  guard  of  the  4.10  p.m. 
train,  three  years  a  head  guard,  states  :  That  he  rode  in 
the  carriage  next  to  the  horse-box  at  the  front  of  the 
train,  which  consisted  of  engine,  horse-box,  and  12 
carriages :  that  he  put  on  his  break  just  before  he 
got  to  the  distant-signal,  which  was  on  at  '^  danger  " 
against  them,  and  kept  it  hard  on :  that  he  was  not 
aware  that  anything  was  wrong  until  the  driver 
whistled,  just  as  they  approached  the  facing-points 
leading  into  the  siding :  that  he  was  holding  on  to 
the  break  when  the  coUision  occurred :  it  was  not  a 
very  sharp  collision :  that  they  were  not  running  at 
more  than  five  miles  an  hour  wheu  it  occurred  :  that 
five  or  six  of  the  carriages  were  slightly  damaged. 
The  collision  occurred  about  4h.  55m.  p.m. 


Prom  the  preceding  statements  it  appears  that  this  collision  was  caused  by  the 
forgetfulness  and  carelessness  of  the  foreman  and  flagman  belonging  to  the  ballast 
tram,  engaged  in  carrying  stuff  for  the  formation  of  a  new  horse  and  carriage  dock 
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siding,  lying  on  the  north  and  east  side  of  Sunhury  station,  in  having  fedled  to  take 
out  the  wo^en  plug  which  had  been  used  to  set  the  points  right  for  the  ballast  trucks 
to  ent^r  that  siding,  when  the  ballast  trucks  had  been  roped  into  the  siding,  and  to 
have  neglected  to  set  these  facing-points  right  for  the  down  passenger  train  to  run 
into  the  Sunbury  station. 

The  collision  appears  to  have  been  a  slight  one,  and  it  would  probably  have  been 
avoided  altogether  if  the  passenger  train  had  been  fitted  with  continuous  breaks 
throughout  the  train  placed  under  the  control  of  the  engine-driver,  as,  according  to 
the  evidence,  he  would  have  had  40  or  50  yards  to  pull  up  in  after  he  saw  that  the 
points  were  wrongly  set,  when  he  was  running  at  the  rate  of  five  or  six  miles  an  hour. 

I  cannot  however  learn,  that  the  London  and  South- Western  Railway  Company,  are 
doing  anything  at  the  present  time,  as  regards  the  fitting  up  their  passenger  trains 
with  any  of  the  continuous  breaks  now  in  use,  partially,  on  some  of  the  principal 
railways  in  the  Cnited  Kingdom. 

I  have,  &c.. 
The  Secretary,  W.  Yolland, 

(Railway  Department),  Colonel. 

Boaixi  of  Trade. 

Printed  copias  of  the  above  report  were  sent  to  the  Company  on  the  7th  August. 


LONDON,  BRIGHTON,  AND  SOUTH  COAST  EAILWAY. 

SiE,  Sandown,  17th  August  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  6th  instant,  the  result 
of  my  inquiry  into  the  circumstances  which  attended  a  collision  that  occurred  on  the 
5th  instant,  at  the  Bricklayer's  Arms  junction  of  the  London,  Brighton,  and  South 
Coast  B;ailway,  hetween  an  up  excursion  passenger  train  from  Brighton  to  London 
Bridge  and  two  light  engines  belonging  to  the  South-eastern  Railway  Company, 
which  were  in  the  act  of  shunting  from  the  down  main  line  to  the  up  main  line,  on 
their  way  to  the  Bricklayer's  Arms  branch  and  goods  yard  and  station ;  and  one  of 
these  light  engines  was  subsequently  run  into  by  a  London,  Brighton,  and  South 
Coast  hght  engine,  on  its  way  from  London  Bridge  to  New  Cross,  on  the  down  local 
line,  across  which  one  of  the  South-eastern  Company's  engines  had  been  knocked  by 
the  first  collision. 

The  collision  is  said  to  have  occurred  about  142  yards  north  of  the  up  home-signals. 

It  is  stated  that  168  passengers  were  injured ;  some  of  the  injuries  received  appear 
to  be  serious  ones,  but  it  is  hoped  that  none  may  prove  fatal. 

The  South-eastern  Railway  Company's  engine  No.  36,  which  was  first  run  into  by 
the  London,  Brighton,  and  South  Coast  Company's  tender  engine  No.  240,  drawing 
the  up  excursion  train  from  Brighton,  and  knocked  off  the  rails,  driven  northwards, 
so  as  to  be  foul  of  the  down  local  line,  had  the  right  side  leading  and  driving  axle- 
boxes  broken,  the  outside  crank  in  driving  axle  Imocked  off  and  broken,  side  rod 
broken,  framing  damaged,  crank  axle  bent,  and  both  left  outside  cranks  shifted  and 
bent.  Its  tender  had  the  right  side  horn-plate  and  three  axle-boxes  broken,  framing 
stays  and  break  gear  damaged,  leading  axle  bent,  and  the  back  of  the  tender  stove  in 
and  very  much  damaged. 

The  London,  Brighton,  and  South  Coast  Company's  engine  No.  240,  "  St.  Leonards," 
had  its  machinery  bent  and  damaged,  and  the  clack-box  by  the  side  of  the  boiler 
knocked  off,  but  the  damage  was  comparatively  slight ;  while  the  same  company's 
tank  engine  No.  317,  ^'Florence,"  which  ran  into  the  South-eastern  Company's  engine 
No.  35,  after  it  had  been  knocked  off  the  rails  and  had  fouled  the  down  local  line, 
had  one  of  its  cylinders  broken  and  the  smoke-box  damaged,  one  of  the  springs  and 
part  of  the  framing  carried  away,  and  it  is  stated  that  this  engine  will  have  to  be 
taken  entirely  to  pieces  for  repairs.  The  damage  to  the  carriages  in  the  passenger 
train  was  veiy  slight ;  and  the  permanent  way  was  also  damaged. 

There  arc  three  lines  of  railway  between  London  Bridge  and  the  Bricklayer's  Arms 
junction,  which  are  used  in  common  by  the  London,  Brighton,  and  South  Coast  and 
the  South-eastern  Railway  Companies,  two  up  and  one  down  line ;  the  part  between 
London  Bridge  and  Corbet's  Lane,  north  of,  but  near  the  Bricklayer's  Anns  junction, 
belonging  to  the  South-eastern  Railway.  Company,  while  the  adjacent  part  between 
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Corbet's  Lane  and  Stoats  Nest,  south  of  Croydon,  belongs  to  the  London,  Brighton, 
and  South  Coast  Railway  Company. 

About  28  yards  south  of  the  signal-box  at  the  junction  the  down  main  line  is 
joined  by  a  pair  of  facing-points  leading  to  a  down  local  line,  on  the  eastern  side  of  the 
down  main  line ;  and  about  140  yards  south  of  the  signal-box  on  the  down  main  line 
there  is  a  pair  of  trailing  points  of  a  cross-over  road  that  leads  back  in  a  northerly 
direction  to  the  adjacent  up  main  line,  and  this  cross-over  road  forms  the  first  part  of 
one  of  the  routes  by  which  a  light  engine  on  its  way  to  the  Bricklayer's  Arms  branch 
(which  qidts  the  main  lines  nearly  opposite  to  the  junction  signal-box)  must  take, 
and  then  passes  from  it  by  another  pair  of  facing-points  on  the  up  main  line,  placed 
about  30  yards  south  of  the  signal-box,  to  the  Bricklayer's  Arms  branch. 

The  Bricklayer's  Arms  junction  is  protected  from  the  south  by  up  home  and  up 
distant  signals ;  the  up  home-signals  are  about  250  yards  south  from  the  centre  of 
the  signal-box,  and  the  up  distant-signals  are  490  yards  south  of  the  up  home-signals, 
erected  overhead  and  across  the  four  lines  of  railway. 

The  passage  from  the  down  main  line  to  the  up  main  line,  by  the  cross-over  road 
before  referred  to,  is  governed  by  a  disc-signal  placed  on  the  ground  in  the  6-f eet 
space,  between  the  down  main  and  down  local  lines,  a  few  yards  south  of  the 
trailing  points ;  and  this  disc-signal  only  exhibits  a  green  light,  when  a  light  engine 
may  safely  cross  from  the  down  mainline  to  the  up  main  line,  towards  the  Bricklayer's 
Arms  branch.  Erom  the  interlocking  of  the  points  and  signals,  this  disc-signal  can 
only  be  turned  so  as  to  exhibit  the  green  light  towards  a  light  engine  standing  on 
the  down  main  line,  waiting  to  cross  to  the  Bricklayer's  Arms  branch  when  the  up 
main  line  signals  are  "  on,''  or,  in  other  words,  standing  ''  at  danger." 

The  evidence  in  this  case  is  as  follows  : 


Edward  Rhodes,  signalman  27  years  in  the  Brick- 
layer's Arms  jnnction  box    in    the    service  of  the 
Brighton  Company,  and  four  or  five  years  previously 
in  the  same  service,  states  :  I  came  on  duty  at  2  p.m. 
on  the  6th  instant,  and  two  South-ea^stem   engiiies 
arrived  at  the  Bricklayer's  Arms  junction  from  Lon- 
don Bridge  at  7.50  p.m.,  intending  to  go  into   the 
Bricklayer's  Arms  station  :  these  engines  were  coupled 
together  and  were  signalled  from  the  Blue  Anchor  box 
at  7.46  :  they  stopped  clear  of  the  points  that  lead 
from  the  main  down  line  into  the  Bricklayer's  Arms 
branch,  moved  by  lever  No.  18.    The  disc-signal  was 
on  against  those  engines,  and  I  showed  them  a  red 
light  with  a  hand  signal  lamp.     The  disc-signal  was 
not  turned  so  as  to  show  the  only  light  which  is 
exhibited  from  it,  namely,  a  green  light.     I  saw  that 
the  light  in  that  disc-signal  had  been  lit  before  those 
engines  arrived.     A  porter  comes  up  from  New  Cross 
ovei7  night  to  light  it.     H(*.  lights  all  the  signals  at 
that  junction.     A  Brighton  up  special  was  signalled 
from  Forest  Hill  as  leaving  at  7.44,  was  given  on  from 
New  Cross  at  7.45,  dear  signal  given  to  New  Cross 
at  7.45,  and  signalled  from  New  Cross  as  having  left 
at  7.50.    The  engines  still  stood  on  the  down  mwn 
line  for  a  Brighton  up  train  to  pass — a  Brighton  special 
(an  excursion  train)  ;  and  as  soon  as  the  Brighton  up 
special  had  passed  the  up  junction-signal,  I  cleared 
the  line  to  Blue  Anchor  for  another  down  line  engine 
to  come  on,  which  was  to  pass  along  the  down  local 
line.     I  did  not  see  the  two  engines  move  towards  the 
signal-box,  either  on  the  line  on  which  they  had  ran 
down,  nor  by  any  other  Ime.     I  saw  one  of  these 
engines  driven  up  towai'ds  my  box  by  the  Brighton 
train  engine.     1  had  not  heard  any  whistle  from  the 
driver  of  the  two  engines.     I  heard  a  whistle  from 
the  drivers  of  the  Brighton  train  engine,  a  very  shrill 
whistle ;  I  believe  it  was  a  whistle  for  the  breaks. 
That  train  had  stopped  at  New  Cross;  it  was  not 
running  fast,  not  more  than  10  miles  an  hour.    The 
distant  and  home  signals  were  both  off  for  that  train. 
A  local  up  train  had  gone  up  after  the  engine  had 
arrived,  and  it  passed  three  or  four  minutes  before  the 
collision  took  place,  about  7.56.     There  is  an  entry 
of  7.49  signalled  from  Forest  Hill  from  Croydon  on 
the  local  line.     I  do  not  make  the  entries  in  the  signal 
book ;  a  boy  makes  them.    I  placed  the  red  lamp  on 
a  little  shelf  in  the  signal-box  used  for  that  purpose, 
and  I  had  not  moved  it  before  the  collision  occnrred. 


The  disc-signal  is  always  taken  off  for  trains  to  ran 
on  to  the  Bricklayer's  Arms  branch,  and  they  are  not 
signalled  to  come  back  by  *  hand  lamp  alone.  When 
they  are  wanted  to  come  back  the  disc*  signal  shows 
a  green  light,  and  I  also  show  a  green  light  by  my 
hand  lamp  ;  that  is  the  practice.  I  never  use  a  white 
light. 

Edward  Maughan,  engine-driver  30  years,  16  years 
on  the  Brighton  Ime,  states:  I  was  driving  engine 
No.  240  in  front  of  an  excursion  train  from  Brighton, 
which  consisted  of  13  vehicles,  including  two  break 
carri^es  with  two  guards.     We  left  Brighton    at 
6.15  p.m.,  and  reached  New  Cross  at  7.47  p.m. ;  stopped 
not  much  more  than  a  minute.    The  Bricklayer's  Arms 
junction  signals  were  off  for  us  when  we  got  to  New 
Cross,  and  they  continued  off  for  us  to  proceed,  and 
we  had  passed  the  overhead  up  signals  worked  from 
the  junction-box   before  I  saw   that  anything  was 
wrong.    Those  signals  were  off  when  we  passed  them. 
My  mate  called  out  to  me  that  there  was  something 
wrong  with  the  two  engines,   and  1  saw  that  they 
were  foul  of  the  road,  and  I  called  out  "  Hold  on !" 
I  think  I  was  running  about  20  miles  an  hour  when 
my  mate  called  out.     There  was  no  steam  from  those 
engines,  and  I  cannot  say  whether  they  were  standing 
still  or  moving.     I  shut  off  the  steam,  blew  the  whistle, 
and  reversed  the  engine.     It  was  a  light  night,  but 
when  I  saw  the  signals  on  arriving  at  New  Cross  I  saw 
both  lights  and  arms.    The  main  up  signal  is  a  green 
light.     I  think  the   collision  occurred  at  7.51.     My 
engine  was  not  thrown  off  the  road,  nor  any  of  the 
carriages.     Mine  was  a  tender  engine ;  it  was  damaged 
on  the  right  side.     My  engine  struck  the  northernmost 
of  the  two  engines,  and  broke  the  coupling  between 
the  two  engines.    The  two  engines  were  both  tender 
engines,  standing  with  their  chimneys  to  the  south.     I 
was  not  hurt,  neither  was  my  mate.     I  did  not  notice 
the  disc-signal,  and  did  not  go  near  it. 

Hercules  WrigJU,  platform  porter  at  New  Cross, 
states:  I  lit  the  signals  at  the  Bricklayer's  Arms 
junction  at  7.30  p.m. ;  the  disc-signal  that  governs  the 
crossover  road  from  the  down  main  to  the  up  main 
line  was  lit,  and  when  I  closed  it  the  light  was  burning. 
I  got  back  to  New  Cross  at  five  minutes  before  8  o'clock, 
at  which  time  i*  was  quite  daylight. 
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Edward  White^  fireman  to  K  M3ugll^ll,  qonfirmed 
the  dri^'er's  statement  as  to  seeing  the  up  signals  off, 
when  they  were  at  New  Cross,  and  when  they  passed 
them  :  I  observed  that  the  two  engines  were  foul  of 
the  line  on  which  my  train  was  running,  as  we 
passed  under  those  signals.  I  believe  those  engines 
were  standing  still,  as  I  saw  no  steam  from  them : 
we  were  running  at  the  time  at  about  20  miles  an  hour. 
The  signals  all  had  lights  in  the  lamps.  I  did  not  see 
the  disc-signal,  on  account  of  the  two  engines.  The 
driver  shut  off  the  steam,  whistled,  and  then  reversed 
the  engine,  and  I  put  on  tiie  tender  break,  and  we  were 
running  nearly  at  the  same  rate  as  before.  The  colli- 
sion occurred  aboat  six  minutes  to  8  o'clock.  Our 
engine  struck  the  engine  nearest  to  London,  and 
knocked  it  off  the  rails — ^knocked  the  tender  of  that 
engine  all  to  pieces. 

Thomas  Miller^  engine-driver  about  nine  years,  and 
6 J  years  in  4iie  service  of  the  South-eastern  Railway 
Con^)any,  states  :  I  was  driving  engine  No.  35  from 
Cannon  Street  going  to  the  Briddayer's  Arms  station, 
and  my  engine  was  coupled  to  another  engine  in  front ; 
and  we  arrived  at  the  Bricklayer's  Arms  junction  at 
12  minutes  to  8  o'clock,  and  stopped  over  the  points 
of  the  cross-over  road  that  leads  to  the  up  main  line. 
There  was  a  red  light  in  the  signal-box  when  I 
stopped.  The  down  junction-signal  for  the  down  main 
line  on  which  we  ran  was  lit,  aind  showed  uis  a  gi^een 
light :  the  red  light  in  the  bQx  was  that  of  a  hond^lamp. 
I  did  not  notice  the  up  main-signal.  We  stopped  about 
1^  minutes  clear  of  the  points,  and  then  the  points 
were  shifted  for  the  Bricklayer's  Arms  branch,  and 
they  shifted  the  disc-signal,  but  there  was  no  light  in 
it,  and  then  took  the  red  light  out  of  the  signal-box, 
and  showed  mo  a  white  light :  then  I  went  steadily 
back,  as  my  mate  was  shifting  his  lamp  at  the  time. 
Just  as  we  began  to  move,  my  mate  jumped  up  and  said, 
"  The  other  train  is  coming  into  us."  I  had  not  seen  the 
Brighton  train  coming  before  my  mate  called  out.  I 
then  reversed  the  engine  and  put  steam  on  the  reverse 
way.  I  can't  say  whether  the  Brighton  train  was 
running  against  the  signals  or  not;  I  had  not  time  to 
look.  I  think  the  Brighton  train  was  travelling  about 
25  miles  an  hour  by  the  way  it  dragged  my  engine. 
The  coupling  between  my  engine  and  the  other  engine 
was  broken :  this  occurred  about  10  minutes  to 
8  o'clock.  The  disc-signal  ought  to  have  shown  me 
a  green  light :  the  bull's-eye  was  turned  towards  me, 
and  there  was  no  light  in  it.  I  never  heard  any 
whistling  from  the  Brighton  train.  After  the  Brighton 
train  had  dragged  me  to  within  about  12  yards  of  the 
signal-box,  and  about  a  minute  afterwards,  another 
engine  belonging  to  the  Brighton  Company  ran  into 
my  tender ;  neither  my  mate  nor  myself  were  hurt. 
I  was  going  to  the  shed  at  the  Bricklayer's  Arms 
station,  anddien  home.  I  had  come  on  duty  at  1  p.m. 
I  saw  the  disc-signal  shifted.  I  don't  think  the 
Brighton  men  knew  whether  the  up  signals  were 
right  for  them  or  not.  The  two  guards  of  the  Brighton 
train,  when  asked,  did  not  know  whether  the  signab 
were  right  for  them  or  not.  They  went  into  the  signal- 
box  and  asked  the  signalman  whether  the  signals  were 
right  for  them  or  not.  I  heard  them  say  that  they 
had  been  in  the  signal-box,  and  had  asked  the  question 
of  the  signalman.  The  driver  and  fireman  of  the 
Brighton  engine  were  sober  enough.  I  did  not  take 
notice  of  the  guards,  but  only  noticed  what  they  said. 


I  did  not  notioe  the  up  aigpds  wbetlieir  they  were  on 
or  off.  t  have  been  ruijning  to  the  Bricklayer's  Arms 
station  by  that  junction  for  five  or  six  years,  and  under- 
stand all  the  signab :  they  usually  show  a  white  light 
from  the  box  when  all  is  clear  to  go  into  the  branch, 
and  a  green  light  when  there  is  anything  on  the  branch. 
We  never  move  until  the  disc-signal  is  moved. 

John  OpenshaWf  fireman  to  Thomas  Miller,  states : 
I  saw  the  red  light  shown  when  they  stopped  over  the 
points,  but  I  did  not  see  the  disc-signal,  nor  any  white 
light  in  the  signal-box.  I  warned  the  driver  that  the 
Brighton  train  was  coming,  but  did  not  notice  how 
the  up  signals  stood  for  the  up  main  line.  I  warned 
him  that  the  train  was  coming,  and  that  he  was  foul 
of  the  line ;  he  came  and  looked,  and  then  set  back. 
The  driver  and  fireman  of  the  Brighton  engine  were 
perfectly  sober,  and  the  guards  also  seemed  sober. 
I  did  not  see  the  points  shifted.  I  went  round  the 
engine  to  shift  my  lamp.  I  did  not  look  for  the 
signals.  I  said,  "  I  am  all  right  when  you  are."  I  think 
we  did  not  stop  more  than  2J  or  3  minutes  altogether. 

George  Shilling^  engine-driver  2  years,  states  r  I 
was  driving  tender  engine  No.  131  from  Cannon  Street 
to  the  Bricklsyei^'s  Arms  branch,  and  my  engine  was 
in  front.  We  got  to  the  junction  about  5  minutes  .to 
8  o'clock.  When  we  went  over  the  points  the  signal- 
man put  a  red  light  in  the  window,  and  when  I  looked 
again  at  the  window  the  signal  was  gone.  I  looked 
when  the  other  driver  began  to  move  backwards.  I 
told  my  xnate  to  put  a  red  light  on  behind  our  engine. 
I  went  to  see  if  he  was  coming  back,  and  then  I  saw 
the  Brighton  train  coming,  at  which  time  we  wero 
moving  slowly.  I  did  not  look  to  see  how  the  signab 
were  for  the  Brighton  train ;  they  were  on  when  wo 
got  to  the  .junction.  I  did  not  see  the  dbc  signal  at 
all,  I  did  not  see  any  white  or  green  lamp  shown 
from  the  signal-box.  When  I  saw  the  Brighton  train 
coming  I  reversed  my  engine  and  gave  her  steam, 
and  we  had  stopped  before  the  collbion  occurred.  I 
knew  that  we  were  crossing  to  the  up  line  when  we 
moved  back.  There  was  time  enough  after  I  first 
saw  the  red  light  in  the  signal-box  for  a  white  light 
to  be  shown.  When  I  missed  the  red  light  I  thought 
the  other  driver  had  received  the  proper  signal  to  go 
across  to  the  branch.  I  have  not  been  much  to  the 
Bricklayer's  Arms  lately. 

fVm,  Smart,  eight  years  a  guard  in  the  service  of 
the  Brighton  Company,  head  guard  of  the  6.15  p.m. 
up  excursion  train  from  Brighton,  which  consisted  of 
engine  and  tender  and  13  vehicles:  I  rode  in  the 
third-class  break  next  the  tender  :  reached  New  Cross 
at  7.49,  stopped  there  two  minutes,  and  before  I  gave 
a  signal  to  the  driver  to  start,  I  noticed  the  Brick- 
layer's Arms  junction  up  signals,  dbtant  and  home, 
were  both  off,  and  they  continued  off  until  we  got 
by  them.  I  became  aware  that  something  was  wrong, 
when  I  heard  the  driver  whistle.  I  can't  say  where 
we  were  when  I  heard  the  whistle,  about  80  yards 
from  the  point  where  the  collision  occurred.  I  put 
on  my  break,  and  we  wore  running  at  from  15  to  20 
miles  an  hour  when  the  collision  occurred  at  7.53. 
The  driver  and  I  went  to  the  signal-box  and  asked 
the  signalman  if  the  signals  had  been  all  right  for 
us.  I  asked  the  question  so  as  to  be  sure.  He  said 
they  were  off  for  the  up  Brighton  excursion  train. 
I  was  sober  and  not  under  the  influence  of  drink. 


From  the  preceding  statements,  and  from  personal  inquiries,  and  an  examination 
of  the  locality  at  which  the  collisions  occurred,  it  appears  that  the  first  collision 
between  the  up  excursion  train  and  the  northmost  of  the  two  light  engines  was 
caused  by  the  driver  of  the  northmost  light  engine  having  proceeded  to  back  his 
engine  along  the  cross-over  road  between  the  down  and  up  main  lines  at  the  time 
that  "  train  on  line  '*  had  been  received  from  New  Gross,  and  the  up  distant  and  up 
home  signals  were  "off'*  or  at  "all  right"  for  an  up  excursion  train  to  pass  on  its 
way  to  London  Bridge  from  Brighton. 

The  Brighton  Oompany^s  regulation  at  the  Bricklayer's  Arms  junction:  fer  t]he 
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working  of  the  traffic  with  the  Bricklayer's  Arms  branch  from  the  down  lines  is  as 
follows : 

"  17.  On  the  arrival  of  a  down  train  of  South-easrtem  Company's  empties  or  an 
"  engine,  and  the  train  or  engine  being  sent  on  to  the  down  local  line  to  shunt 
"  back  into  the  Bricklayer  s  Arms  branch,  the  '  line  clear  *  signal  must  not  be  given 
"  back  to  Blue  Anchor  signal-box  until  such  train  or  engine  has  been  shunted  back 
"  into  the  branch,  clear  of  the  down  local  and  main  lines.  On  tiie  arrival  of  a 
"  down  train  of  South-eastern  Company's  empties  or  an  engine,  and  the  train  or 
"  engine  is  turned  on  to  the  down  main  line  .ta  shunt -back  into  the  Bricklayer's 
"  Arms  bmnch,  the  signalman  must  not  pull  over  No.  18  points  if  he  has  previously 
"  given  the  '  clear '  signal  for  an  up  main  line  train  to  approach  until  such  up  train 
"  has  passed  his  jimction.  Nor  must  he  give  the  '  clear '  signal  back  to  Blue  Anchor 
"  signal-box  while  the  train  of  empties  or  engine  is  standing  on  the  down  main  line 
"  until  No.  18  points  have  been  pulled  over ;  nor,  under  any  circumstances,  must 
"  an  up  train  be  allowed  to  pass  on  the  up  main  line  while  the  empty  train  or  engine 
"  is  standing  on  the  main  down  line  after  No.  18  poin,ts  have  been  pulled  over." 

This  instruction  was  drawn  up  for  the  guidance  of  the  signalmen  in  the  Bricklayer's 
Arms  junction  signal-box,  and  it  appears  to  me  certain  that  if  it  had  been  stnctly 
observed  no  collision  would  have  occurred  on  the  6th  instant.  And  it  is  equally 
certain  that  as  soon  as  the  two  li^ht  engines  had  passed  over  the  trailing  poiats 
of  the  cross-over  road,  moved  by  lever  No.  18,  and  had  stopped,  those  points  were  at 
once  shifted,  and  shortly  afterwards  the  Driver  Miller,  of  the  northmpst  light  engine, 
proceeded  to  back  it  towards  the  up  main  line,  and  thus  fouled  it. 

This  driver  asserts  that  the  disc-signal  which  is  placed  in  front  of  those  points 
was  shifted,  and  that  he  saw  it  shifted,  but  that  the  l%ht,  which,  as  I  have  explained, 
should  have  been  a  green  light,  was  out,  and  that  the  j:ci  hand-lamp  at  the  signal-box 
had  been  replaced  by  a  white  light  before  he  proceeded  to  back  his  engine  along, 
the  cross-over  road,  and  thus  fouled  the  up  main  line,  at  the  time  when  the  up  main 
line  signals  (distant  and  home),  according  to  very  distinct  and  conclusive  testimony, 
were  both  off  for  the  up  excursion  train  to  pass. .  This  driver's  statement,  in  this 
respect,  is  not  supported  by  anyone,  although  there  was  another  engine-driver  and 
two  firemen  belonging  to  the  two  South-eastern  light  engines.  There  is,  on  the 
other  hand,  the  direct  statement  of  the  porter  from  New  Cross  that  he  lit  thp 
lamp  in  the  disc-signal  at  the  same  time  as  he  lit  the  other  lamps  at  the  junction,  and 
it  was  found  burning  by  the  District  Locomotive  Superintendent,  Mr.  Trangmar, 
some  time  after  the  collision  had  taken  place,  and  the  interlockiag  of  the  points 
and  signals  in  the  signal-box  renders  it  impossible  to  take  off  the  up  distant  and  up 
home  signals,  while  the  disc-signal  green  light  is  shown  towards  the  light  engines, 
or  to  exhibit  the  green  signal  to  the  light  engines  when  the  up  main  line  signals 
were  off  for  the  up  excursion  train.  On  these  groimds  I  have  arrived  at  the  conclusion 
that  Driver  Miller  s  statement  is  not  correct  as  to  his  having  had  permission  from  the 
signalman  to  cross  to  the  up  main  line,  by  the  disc^si^nal  being  turned  towards 
the  light  engine  in  order  to  show  him  a  green  light,  and  that  the  collision  between 
the  up  excursion  train  ^igine  and  his  own  engine  was  the  result  of  his  own  care- 
lessness and  neglect. 

The  effect  of  the  collision  was  to  snap  the  coupling  between  the  two  light  engines, 
and  to  knock  the  northmost  one  off  the  rails  of  the  cross-over  road,  and  to  drive  it 
ahead  to  within  a  short  distance  of  the  junction  signal-box,  where  it  stopped  foid  of 
the  down  local  line,  where  it  was  almost  inmiediately  afterwards  run  into  by  one  of  the 
Brighton  Company's  engines  on  its  way  from  London  Bridge  to  New  Cross,  and  its 
tender  was  greatly  damaged. 

The  excursion  train  was  not  provided  with  a  sufficient  amount  of  break  power,  but 
the  distance  was  too  short  for  the  collision  to  have  been  altogether  avoided  if  the 
train  had  been  fitted  with  continuous  breaks  under  the  control  of  the  engine-driver. 

This  collision  fully  illustrates  the  risk  to  which  the  public  have  been  subjected  for  a 
large  number  of  years  past,  by  the  practice  follow^  by  the  South-eastern  Bailway 
Company  of  sending  some  of  its  light  engines  and  empty  passenger  trains  between  Lon- 
don Bridge  and  the  Bricklayers  Arms  stetion  by  way  of  this  junction,  to  which  my 
attention  was  called  by  your  Minute  of  the  19th.  July,  on  the  representation  fro^i  the 
London,  Brighton,  and  South  Coast  B;ailway  Company,  dated  the  18th  July,  of  the 
danger  to  which  the  public  would  be  subjected  at  tlus  jimction  by  the  commencement 
of  a  new.  service  of  Great  Northern  goods  trains  to  the  Bridmyer's  Arms  station. 
Fortunately  there  have  not  been  any  fatal  oases  among  th^  passengecs  injured,  and  it 
is  to  be  hoped  that  arrangements  may  be  made  without  delay  by  the  London,  Brighton, 
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and  South  Coajst,  and  the  South-eastern  Railway  Companies,  by  which  this  mode  of 
reaching  and  leaving  the  Bricklayer's  Arms  station  for  the  traffic  between  it  and 
London  Bridge  will  be  done  away  with. 

I  have,  &c., 
The  Secretary,  W.  Yolland, 

(Railway  Department,)  Board  of  Trade.  Colonel. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  26th  August. 


MANCHESTER,  SHEFFIELD,  AND  LINCOLNSHIRE  RAILWAY. 

Board  of  Trade,  (Railway  Department, "i 

13,  Downing  Street,  London,  S.W., 
SiE,  19th  September  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  5th  instant,  the  result 
of  my  inquiry  into  the  circumstances  attending  an  accident  which  occurred  on  the 
4th  instant  to  a  goods  train  at  Stairfoot,  near  Bamsley,  on  the  Manchester,  Sheffield, 
and  Lincolnshire  Railway. 

In  this  case,  as  the  Manchester,  Sheffield,  and  Lincolnshire  up  night  goods 
train  from  Pennistone  to  Wombwell,  consisting  of  engine  and  tender,  running  tender 
first,  40  empty  goods  waggons,  and  one  break-van  in  rear,  was  approaching  Stairfoot 
station  at  8.2  p.m.,  the  leading  wheels  of  the  engine,  as  it  was  then  running,  left  the 
rails,  and  it  ran  with  these  wheels  off  until  it  struck  against  a  crossing  and  wajs  thrown 
off  into  a  colliery  siding,  breaking  the  coupling  connecting  it  with  the  tender,  whidi 
kept  the  rails. 

The  fireman,  who  was  thrown  off  the  tender,  was  killed  on  the  spot.  Fourteen  of  the 
waggons  were  thrown  off  the  rails,  blocking  both  lines  ;  two  waggons  were  completely 
broken  up,  and  14  others  damaged  considerably. 

The  permanent- way  was  a  good  deal  cut  up,  but  no  rails  were  broken. 

On  the  main  line  20  fish-bolts,  50  chairs,  and  12  sleepers,  and  on  the  colliery  siding 
12  fish  bolts,  36  chairs,  and  24  sleepers  were  broken. 

On  the  engine  the  two  sand-pipes  and  guard-iron,  two  side  chains,  and  draw-bar 
between  engine  and  tender,  were  broken,  and  the  fianges  of  the  wheels  slightly 
damaged ;  the  spokes  of  the  left  trailing  wheel  (or  right  leading  wheel  as  it  was  running) 
being  bent  and  chipped,  and  the  under  frame  of  the  engine  on  the  same  side 
dented. 

Descriptimi. 

On  approaching  Stairfoot  junction  from  the  west  the  Manchester,  Sheffield,  and 
Lincolnshire  up  main  line  runs  for  a  considerable  distance  down  an  incline  of  1  in  80, 
which  gradient  changes,  at  about  80  yards  east  of  the  junction,  to  1  in  155^,  con- 
tinuing  thus  through  the  station.  At  the  junction  a  colliery  line  from  the  north-west 
joins  the  main  line,  the  trailing  points  being  on  the  up  line.  The  down  platform  at  Sair- 
foot  station  commences  at  about  88  yards  east  of  the  junction,  and  the  up  platform 
about  60  yards  further  east,  both  platforms  being  about  100  yards  in  length.  West  of  the 
station  there  is  a  cross-over  road,  and  a  through  road  into  some  colliery  sidings  on 
the  up  side  of  the  line,  the  trailing  points  of  which  on  the  up  line  are  nearly  opposite 
to  the  west  end  of  the  down  platform.  The  spot  where  there  is  the  first  mark  of  the 
engine  leaving  the  rails  is  a  little  east  of  these  points,  and  115  yards  east  of  Stairfoot 
junction,  the  line  here  being  on  a  very  easy  curve  to  the  south,  and  on  a  falling 
gradient  of  1  in  155^. 

There  is  also  a  cross-over  road  and  through  road  into  these  colliery  sidings  at  the 
east  end  of  the  station,  the  crossing  on  the  up  line  where  the  engine  was  divided  from 
the  tender,  and  diverted  into  the  sidings,  being  140  yards  east  of  the  point  where  it 
first  left  the  rails. 

The  permanent-way  consists  of  801b.  steel  rails,  in  24-f  eet  lengths,  fixed  in  39f  lb,  chairsi 
and  fished  at  the  joints  with  fish-plates  weighing  14  lbs,  each,  and  fish-bolts  H  lbs.  each. 
The  sleepers  are  Baltic  redwood  timber,  and  there  are  nine  sleepers  to  each  24-foot 
length  of  rail.    The  chairs  are  secured  to  the  sleepers  by  three  spikes  to  each  chair. 

The  engine  (No,  108)  is  a  six-wheel  coupled  goods  epgine,  with  Vk  six^^wheeled  tender, 
J^aying  one  bre^k  block  to  ^w\\  wheel. 
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The  following  is  the  evidence  given  by  servants  of  the  Company : — 

Evidence. 


Henry  Shepherd^  goods  driver  three  years,  states  : 
On  the  4th  SeptemSer  I  was  driver  of  the  up  night 
goods  train  from  Pennistone  to  Wombwell.  We  left 
Pennistone  at  7.  p.m.,  about  15  minutes  late.  We 
stopped  at  Baraslev  at  about  7.30  p.m.  for  about 
15  minutes.  We  left  Bamaley  at  7.50,  still  about  15 
minutes  late,  and  found  the  signals  all  right  the  whole 
way.  We  passed  Stairfoot  junction,  where  the  sig- 
nals were  right  for  running  through  Stairfoot  station. 
I  was  running  tender  first,  and  the  first  thing  I 
noticed  wrong  was  that  the  engine  had  left  the  road 
with  one  or  more  wheels.  This  was  after  we  had 
passed  over  the  points  of  the  cross-over  road.  We  ran 
through  the  station  with  the  tender  still  on  the  rails, 
and  some  of  the  engine  wheels  off  the  rails,  running 
over  the  tops  of  the  chairs.  I  think  it  was  the 
leading  wheels,  as  we  were  then  running,>  which  were 
off.  When  we  got  to  the  wing  rail  of  the  crossing, 
leading  from  the  down  line  into  the  Oaks  colliery  siding, 
the  engine  broke  away  from  the  tender.  The  tender 
ran  along  the  main  line,  the  engine  followed  the 
colliery  siding,  one  truck  followed  the  track  of  the 
engine,  and  the  others  ran  off  the  line  on  both  sides. 
The  draw-bar  was  broken  and  the  two  side  chains. 
I  got  on  to  the  tender,  but  my  mate  was  thrown  off 
as  the  tender  parted  from  the  engine  and  fell  on  the 
four-foot.  He  was  run  over  and  killed.  He  was 
just  breathing  when  picked  up,  but  that  was  all. 
When  the  engine  first  left  the  rails  we  were  running 
about  20  miles  an  hour,  my  steam  being  off  at  the 
time.  I  whistled  for  the  guard's  breaks,  and  my  mate 
tightened  up  the  tender  break,  which  had  been 
slightly  on  all  down  the  bank.  The  tender  was  stopped 
by  the  break  about  80  yards  beyond  the  crossing, 
being  still  on  the  main  line.  I  came  back,  and  after 
looking  after  my  mate  I  went  to  the  engine  and  got 
the  fire  out.  I  went  and  looked  at  the  road  when  it 
came  daylight,  but  I  could  find  nothing  whatever  to 
account  for  the  engine  leaving  the  rails.  I  know  the 
road  well,  and  it  had  been  running  well.  My  engine 
(108)  is  a  six- wheel  coupled  goods  engine,  with  a 
six-wheeled  tender,  with  tender  break  and  one  block 
to  each  wheel.  I  did  not  find  any  impediment  on 
the  road,  nor  did  I  miss  any  bar  off  my  engine. 
The  engine  had  only  been  running  about  five  weeks 
since  it  had  been  thoroughly  repaired  in  the  shops. 
It  had  been  running  well  since.  I  cannot  account  at 
all  for  leaving  the  ruls. 

William  Steady  goods  guard  13  years,  states  : 
On  the  4th  September  I  was  guard  of  the  up  night 
goods  from  Pennistone  to  Wombwell,  consisting  of 
engine  and  tender,  30  empty  waggons,  and  one  break- 
van  in  rear,  in  which  I  was  riding.  We  took  on  10 
more  empties  at  Bamsley.  We  left  Pennistone  at 
6.60,  30  minutes  late ;  arrived  at  Bamsley  at  7.30, 
50  minutes  late ;  left  Bamsley  7.50,  50  minutes  late. 
We  passed  Staiiibot  junction  box  at  8.2.  I  had  put 
my  break  on  about  a  mile  before  this  to  steady  the 
train  down  the  incline.  We  were  ininning  steadily  and 
at  about  our  usual  speed.  Just  about  the  time  my 
van  was  passing  the  box,  I  heard  the  driver  sound 
his  break  whistle,  but  I  could  do  nothing  more,  as  my 
break  was  hard  on.  I  was  looking  out  of  the  side  of 
my  van,   and  I  saw  the  fire  fiying  from  the  rails, 

?robably  from  the  tender  breaks  being  put  on  hard, 
thought  I  felt  a  slight  shock,  which  must  have  been 
at  about  the  time  when  the  engine  got  to  the  ooUiery 
crossing  ;  this  was  followed  by  a  more  violent  shock. 


and  I  then  thought  something  serious  must  be  wrong, 
and  jumped  out  of  my  van.  I  ran  forward,  and  had 
got  about  10  waggonalengths  when  I  foimd  the  fireman 
lying  dead  on  the  road.  I  saw  that  both  lines  were 
fouled,  and  ran  back  and  told  the  signalman  to  block 
both  lines.  The  break-van  and  the  26  rear  trucks 
were  all  on  the  rails  at  a  standstill,  the  deceased  being 
under  the  tenth  waggon  from  the  rear.  The  other  14 
waggons  were  thrown  in  all  directions,  both  on  the  col- 
liery siding  and  across  both  main  lines.  The  tender 
was  still  on  the  rails  of  the  up  main  line  about  40  yards 
beyond  the  engine,  which  was  on  the  colliery  siding 
with  all  its  wheels  off  the  rails.  I  went  and  examined 
the  road,  and  could  find  nothing  whatever  wrong 
with  it,  nor  anything  to  account  for  the  accident. 
I  had  been  over  the  road  the  day  previous,  and  it  had 
not  been  running  at  alljrough.  The  driver  was  perfectly 
sober.     * 

Thomas  Hitchhuny  signalman  two  years,  12 
months  of  which  at  Stairfoot  junction,  states:  I 
saw  the  goods  train  pass  at  8.2  p.m.,  and  observed 
nothing  unusual,  it  mnning  steadily  at  its  usual 
speed.  The  last  thing  which  had  passed  on  the 
up  line  before  the  goods  train  was  a  light  engine 
(No.  49)  at  6.54  p.m.  It  was  then  dusk,  but  I 
could  see  well  enough.  There  was  nothing  left  on 
the  line  after  it  had  passed. 

Mr.  William  Jenders,  principal  permanent-way 
inspector,  states :  I  am  in  charge  of  this  portion  of 
the  line,  and  was  on  the  spot  at  8.30  a.m.  of  the  5th 
instant,  after  the  accident.  I  made  a  thorough 
examination  of  the  road,  and  found  it  in  perfect 
condition  up  to  the  point  where  there  was  the  first 
trace  of  the  engine  having  left  the  rails.  This 
was  at  about  five  yards  beyond  the  cross-over  road 
points  on  the  up  line.  There  was  a  clear  mark 
where  a  right  wheel  had  dropped  off  the  rail,  and 
where  the  flange  of  a  left  wheel  had  run  over  the 
left-hand  rail.  From  this  point  up  to  the  crossing 
of  the  connection  of  the  colliery  siding  with  the 
down  line  there  were  marks  of  an  engine  wheel 
flange  running  along  the  chair  tops  on  the  left-hand 
side  of  both  rails  throughout  the  whole  distance, 
some  of  the  chairs  being  broken.  At  the  first  wing 
rail  of  the  crossing  the  right  wheel  had  mounted,  run 
along  the  top  for  about  three  feet,  and  then  dropped 
off  on  to  the  sleepers  between  the  wing  rail  and  the 
right-hand  running  i*ail.  The  whole  crossing  was 
knocked  about,  but  there  were  clear  marks  where 
the  engine  had  run  up  the  side,  and  where  it  had 
been  twisted  off  the  main  line  on  to  the  siding.  I 
was  on  the  spot  the  day  before,  and  the  road  was  in 
good  order.  The  gauge  was  perfectly  right  up  to 
2ie  crossing  when  I  tried  it  the  day  after  the  accident. 

George  Plaits,  permanent-way  inspector,  states : 
I  examined  the  road  the  same  night  about  an  hour 
after  the  accident.  It  was  then  quite  right  up  to 
the  point  where  the  engine  left  the  rails.  There  was 
no  impediment  on  the  line. 

Mr,  Robert  Dallas^  engineer's  department,  states  : 
I  was  sent  by  Mr.  Sacr6  the  day  after  the  accident 
to  make  a  thorough  examination  of  the  road,  more 
especially  with  reference  to  the  levels  of  the  line,  on 
account  of  the  colliery  workings  sometimes  causing 
sinkings.  I  levelled  for  about  600  yards  and  found 
the  gradient  very  even. 


Conclusion. 

From  the  foregoing  evidence,  and  an  examination  of  the  site  of  the  accident,  it 
appears  that  the  two  leading  wheels  of  the  engine,  as  it  was  then  running,  left  the  rails 
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at  a  point  about  five  yarcb  beyond  tbe  trailing  points  of  the  cross-over  road,  and  about 
115  yards  east  of  Stairfoot  junction. 

No  other  wheels  of  the  engine  or  tender  seem  to  have  left  the  rails  at  this  point, 
but  the  engine  ran  with  these  two  wheels  only  off  on  the  left  side,  and  keeping  close 
to  the  rails,  along  the  chair  tops  for  a  distance  of  140  yards  through  Stairfoot  station, 
until  it  arrived  at  the  CTOSsing  of  the  connection  of  some  colliery  sidings  on  the  up 
side  of  the  line  with  the  down  tnain  hue.  Here  the  right  wheel  mounted  the  first 
wing  rail,  ran  along  the  top  for  about  three  feet,  and  then  dropped  off  between  the 
wing  rail  and  the  right  running  rail.  It  then  knocked  away  the  points  of  a  slip-road 
on  to  the  up  main  line,  and  was  twisted  off  on  to  the  siding,  up  which  it  ran  for  about 
40  yards,  coming  to  a  stand  with  all  its  wheels  off  the  rails. 

The  tender,  which  was  in  front  of  the  engine,  never  left  the  rails  at  all,  but  the 
couplings  between  it  and  the  engine  were  broken,  and  the  flap-plate  torn  off  when 
the  latter  ran  up  the  siding,  and  the  unfortunate  fireman,  who  was  standing  on  the 
flap-plate,  was  here  thrown  off  and  killed,  the  tender  eventually  coming  to  a  stand- 
still on  the  main  line  about  80  yards  beyond  the  crossing. 

One  of  the  goods  waggons  followed  the  engine  up  the  siding,  and  the  13  succeed- 
ing ones  were  thrown  off  the  rails  in  all  directions,  blocking  both  lines. 

I  could  see  nothing  wrong  with  the  permanent-way,  and  all  the  evidence  is  to  the  effect 
that  it  was  in  good  order  before  the  accident,  while  there  is  no  reason  to  believe  that 
the  speed  was  excessive,  for  both  the  evidence  of  the  servants  of  the  Company  and 
a  comparison  of  the  times  at  which  the  train  was  recorded  as  passing  the  preceding 
signal  cabins  show  that,  although  it  was  late,  it  was  not  making  up  any  time,  and  was 
running  at  its  usual  speed. 

I  made  an  examination  of  the  engine,  which  has  been  kept  at  Mexboro'  in  the 
same  condition  as  it  was  found  after  the  accident. 

The  springs  were  unbroken,  the  gauge  correct,  and  tjie  flanges  of  the  wheels  in  good 
order,  but  the  left  trailing  wheel  (or  right  leading  wheel  as  it  was  then  running), 
which  was  apparently  one  of  those  which  first  left  the  rails,  showed  marks  of  consider 
able  importance. 

Three  of  the  spokes  were  bent  and  had  on  them  indentations  J  of  an  inch  in  depth 
and  some  inches  in  extent,  and  seven  other  spokes  were  chipped  and  marked  in  a 
somewhat  less  degree.  The  under  edge  of  the  engine  frame  on  the  same  side  above 
the  wheel  had  an  indentation  of  considerable  depth,  and  there  were  similar  marks  on 
the  inside  of  the  splasher  at  its  connection  with  the  foot-plate. 

It  is  clear  from  these  marks  that  a  large  piece  of  iron  had  been  caught  up  in  the 
spokes  of  the  wheel  and  carried  round  until  it  was  jammed  against  the  under  frame, 
bending  and  chipping  the  spokes  as  they  struck  against  it.  It  is  possible  that  this 
piece  of  iron  may  have  been  a  broKen  chair  caught  up  after  the  engine  had  left  the 
rails,  and  that  these  marks  show  the  effect  and  not  the  cause  of  the  accident ;  but  as 
there  is  no  other  possible  explanation  for  the  engine  leaving  the  rails,  I  can  only 
conclude  that  there  must  have  been  some  impediment  on  the  Kne,  which  was  per- 
haps thrown  across  the  raU  by  the  tender  wheels,  and  which,  being  caught  up  by  the 
leading  engine  wheel  in  the  manner  described,  caused  a  sudden  wrench,  which  threw 
the  wheel  off  the  raU. 

The  weights  on  the  engine  wheels  after  the  accident  were  as  follows : — 

Tons.     cwts. 
Leading  wheels         -  -  10         0 

Driving      „        -        -        -  12        13 
Trailing      „       -        -         -    8        12 

31  5 

but  unfortunately  there  were  no  means  available  to  get  the  weight  of  all  the  wheels 
separately.  No  doubt  the  fact  of  the  weight  on  the  then  leading  wheels  being  less 
than  that  on  the  others,  and  the  whole  weight  of  the  train  being  on  the  engine 
buffers,  would  tend  to  make  it  easier  for  a  sudden  check  to  throw  the  engine  off. 

I  have,  &c., 
The  Secretary,  .   F.  A.  Martkdin, 

(Railway  Department,)  Board  of  Trade.  Major  U.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  5th  October. 
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METROPOLITAN  DISTRICT  RAILWAY. 

Board  of  Trade,  (RaQway  Department,) 
Sir,  13,  Downing  Street,  10th  September  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  28th  ultimo,  the 
result  of  my  inquiry  into  the  circumstances  attending  an  accident  which  occurred, 
on  the  23rd  ultimo,  at  Gloucester  Road  station  on  the  Metropolitan  District  Railway, 
to  a  passenger  train  belongmg  to  the  London  and  North-Western  Railway  Company. 

In  this  case,  as  the  9.10  a.m.  train  from  Broad  Street  to  Mansion  House,  was  stopping 
at  Gloucester  Road  station,  at  10.3  a.m.,  it  divided  into  two  parts,  the  engine  and  front 
carriage,  a  third-class  carriage  with  hreak  compartment,  running  some  60  yards  ahead, 
and  the  remainder  of  the  train  pulling  up  at  the  platform. 

The  draw-har  of  the  front  carriage  was  broken,  and  the  rear  head-stock  and  the 
panels  at  the  rear  end  of  the  carriage  w6re  torn  off,  but  there  was  no  other  damage  to 
the  rolling  stock. 

One  woman,  who  jumped  out  of  the  damaged  carriage  while  it  was  still  in  motion, 
complained  of  being  slightly  injur^. 

The  train  was  made  up  as  follows : — ^Tank-engine,  running  chimney  first,  third- 
class  carriage  with  empty  break  compartment  at  leading  end,  second-class  carriage, 
composite  carriage,  first-class  carriage,  composite  carriage,  and  third-class  carriage 
with  break  compartment  at  trailing  end,  in  which  the  guard  was  riding.  The  whole 
of  the  vehicles  were  fitted  with  Clark  and  Webb's  chain-break,  in  two  sections  of 
three  vehicles  each,  the  leading  section  being  controlled  from  the  engine,  and  the 
rear  section  from  the  guard's  br^ik  compartment. 

The  engine  was  a  four-wheel-coupled  tank-engine,  with  four-wheel  bogie,  and  was 
fitted  with  a  steam  break  to  break  the  four  driving  wheels,  with  one  block  to  each 
wheel.  This  break  could  also  be  appUed  by  hand,  and  the  driver  could  apply  the 
chain  break  to  the  three  leading  vehicles  by  means  of  a  cord. 

The  carriages  were  close  coupled^  and  had  two  side  chains  attached, 

Deacriptian. 

Gloucester  Road  is  a  joint  station  of  the  Metropolitan  and  Metropolitan  District 
Railway  Companies. 

The  Metropolitan  line  from  Kensington  High  Street  and  the  Metropolitan  District 
line  fipom  Earl's  Court  here  converge,  and  run  alongside  each  other,  from  west  to  east, 
through  this  station,  towards  South  Kensington  station,  where  they  form  a  junction. 

There  is  an  island  platform  between  the  two  lines,  and  a  platform  on  the  outside  of 
each  of  them.    These  platforms  are  360  feet  in  length. 

The  accident  took  place  on  the  up  Metropolitan  District  line  from  Earl's  Court  to 
Mansion  House,  which  runs  along  the  south  side  of  the  island  platform. 

There  is  a  short  tunnel  at  each  end  of  the  station,  and  a  cross-over  road  between  the 
up  and  down  lines,  the  trailing  points  of  which  on  the  up  District  line  are  225  feet 
from  the  west  end  of  the  platform. 

The  following  is  the  evidence  given  by  servants  of  the  Companies  concerned : — 

Mndence. 

Robert  Walker^  station  inspector,  in  joint  service  senger  jumped  out  of  the  front  carriage  while  it  was 

of  Metropolitan  and  Metropolitan  District  Railway  running  ahead,  and  was  slightly  hurt,  but  she  went 

Companies,  states : — I  am   in  charge  of  Gloucester  up  the  stairs  to  the  other  platform  and  proceeded  by 

Eoad  Station.      On  the  23rd  instant  I  was  on  the  -  the  next  train.    I  got  down  on  to  the  line  to  see  if 

platform    at   10.1  a.m.      The   London  and  North-  anyone  had  fidlen  out,  for  as  the  front  carriage  went 

Western  passenger  train  from  Broad  Street  to  Mansion  away  I  saw  the  end  of  it  drop  off  on  to  the  line, 

House,  due  at  Gloucester  Road  at  10.1  a.m.,  ran  into  leaving  the  passengers  sitting  in  the  carriage  exposed 

the  station  at  10.3  a.m.    Just  as  the  engine  had  to  view.    I  then  went  on  into  the  tunnel  and  brought 

arrived  at  the  cross-over  road  points,  I  noticed  the  back  the  engine  and  carriage,  having  cleared  away 

engine   and  front    carriage  break    away  from    the  the  wreck  from  the  line.     I  do  not  think  that  the 

remainder  of  the  train  and  nm  ahead  into  the  tunnel,  train  was  running  in  faster  than  usual,  and  I  do  not 

I  was  standing  dose  by.     The  rear  portion  of  the  think  it   would  have  overshot  the  platform  if  the 

train  also  moved  ahead  about  10  or  12  yards  before  accident  had  not  taken  place.     The  hind  part  of  the 

it  stopped,  which  it  did  at  the  proper  place.    I  caUed  front  carriage  was  lying  on  the  line,  with  one  of  the 

out  to  the  passengers  to  keep  the  doors  dosed,  and  side  chains  still  attached  to  the  rear  part  of  the  train 

one  of  the  porters  went  and  shut  three  doors  which  and  the  other  broken.     The  draw-bar  was  broken, 

had  been  opened.    I  understand  that  a  female  pas-  and  the  hind  portion  pulled  out. 
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WiUiam  Hunt^  guard  in  the  eeryice  of  the  London 
and  North- Western  Bailwaj  Company  three  years, 
states  :— I  have  been  acting  as  passenger-guard  of  the 
trains  from  Broad  Street  to  Mansion  House  for  three 
years.  On  the  23rd  August  I  was  guard  of  the  9.10 
a.m.  train  from  Broad  Street,  due  at  Gloucester  Road 
at  10.1  a.m.  Nothing  unusual  happened  on  approach- 
ing the  station.  I  applied  my  break  at  the  usual 
place,  viz.,  at  the  west  end  of  the  short  tunnel  outride 
the  station.  The  train  was  not  going  any  faster 
than  it  always  does,  and  I  did  not  apply  my  break 
with  any  greater  force  than  usual.  The  train  con- 
sisted of  tank-engine,  third-class  carriage  with  break 
compartment  at  leading  end,  second-class  carriage,  one 
composite,  one  iirst-class,  one  composite,  and  a  third- 
class  with  break  compartment  at  rear  end,  in  which  I 
was  riding.  The  whole  of  the  vehicles  were  fitted 
with  Clark  and  Webb's  chain-break,  the  three  leading 
ones  being  controlled  from  the  engine,  and  the  three 
rear  ones  from  my  break  compartment.  The  practice 
in  pulling  up  these  trains  is  for  the  guard  to  apply  the 
breaks  under  his  control,  and  for  the  driver  tx)  apply 
the  steam-break  to  his  engine^  and  the  chain-break  to 
the  three  leading  vehicles  if  he  thinks  it  necessary. 
The  train  pulled  up  at  the  usual  place  at  the  platform, 
and  I  felt  nothing,  and  did  not  learn  that  anything 
was  wrong  until  I  got  to  the  front  of  the  train.  I 
found  that  the  train  had  divided,  the  engine  and  first 
carriage  having  run  ahead  into  the  tunnel,  and  the 
head-stock  and  rear  of  the  carriage  being  left  on  the 
line.  The  draw-bar  and  head-stock  were  broken,  and 
one  side  chain  broke.  No  one  complained  to  me  of 
any  injury,  but  I  understand  that  a  woman  who  had 
jumped  out  afterwards  complained.  The  driver  was 
quite  sober.  I  saw  him  before  starting.  I  shunted 
the  whole  train  and  transferred  the  passengers. 

Martin  WecUherdufn^  passenger  driver  in  service  of 
London  and  North- Westom  Railway  Company  seven 
years,  states : — ^I  have  been  driving  the  train  from 
Broad  Street  to  Mansion  House  for  6^  years.  On  the 
23rd  ultimo  I  was  driving  the  9.10  a.m.  train  from  Broad 
Street,  consisting  of  tank  engine,  running  engine  first, 
and  six  vehicles.  My  engine  is  a  four-wheel  coupled 
engine,  with  four-wheeled  bogie,  and  it  is  fitted  with 
a  steam-break,  which  breaks  the  four  driving  wheels, 
with  one  block  to  each  wheel.  I  also  have  control  of 
the  chain-break  attached  to  the  three  leading  vehicles 
of  the  train,  and  I  can  apply  it  by  puUing  a  cord. 
I  am  ordered  not  to  use  this  break  except  in  cases  of 
emergency,  but  I  have  to  use  my  discretion  as  to 
putting  on  my  engine-break  according  to  the  speed 
I  am  going.    The  guard  has  to  apply  the  chain- 


break  to  the  rear  portion  of  the  train,  patting  it 
on  when  he  thinks  it  necessary.  I  think  we  were 
a  few  minutes  late  in  coming  into  Gloucester  Road 
station.  I  was  not  running  any  faster  than  usual. 
I  shut  off  steam  at  the  usual  place,  and  we  ran 
into  the  station  at  the  usual  speed.  I  had  put 
on  my  steam-break  at  the  west  end  of  the  plat- 
form. I  cannot  say  where  the  guard's  break  was 
put  on.  I  can  generally  feel  it  put  on,  but  I  didn't 
feel  it  on  this  occasion.  When  I  had  got  about  two- 
thirds  of  the  way  down  the  station,  I  heard  a  snap, 
and  the  engine  shot  ahead.  I  looked  round  and  saw 
that  the  front  carriage,  which  was  still  attached  to 
my  engine,  had  broken  away  from  the  remainder  of 
the  train,  which  was  following  very  slowly.  As  soon 
as  I  saw  that  the  rear  portion  was  stopping,  I  did 
what  I  could  to  stop  the  engine.  I  mean  that  I  kept 
the  engine-break  on,  and  I  could  do  nothing  else, 
as  the  break  was  on.  I  didn't  open  the  sand  boxes. 
I  ran  about  50  yards. 

William  White,  fireman  in  service  of  London  and 
North -Western  Railway  Company  seven  or  eight 
weeks,  states : — I  was  fireman  to  Martin  Weatherburn 
on  the  23rd  ultimo.  On  approaching  Gloucester  Road 
station  the  engine  break  was  applied  by  hand  before 
entering  the  short  tunnel  at  the  west  end  of  the 
station,  but  was  taken  off  when  going  up  the  platform, 
because  we  were  going  in  too  slowly.  The  steam 
break  was  put  on  for  the  first  time  after  the  accident 
had  happened,  in  order  to  pull  the  engine  up.  I  am 
quite  sure  of  this.  When  I  took  the  hand  break  off 
I  didn't  feel  any  drag  on  the  train.  I  didn't  feel  any 
jerk  at  the  time  of  the  accident,  and  the  first  I  knew 
of  it  was  from  shooting  ahead.  I  felt  the  guards 
break  applied  at  the  usual  place. 

Martin  Weatherburn^  having  heard  the  evidence  of 
his  fireman,  admits  that  the  latter's  statement  about 
the  breaks  is  the  correct  account  of  what  occurred. 

Haddon  Martin^  carriage  exanuner  in  service  of 
London  and  North- Western  Railway  Company  at 
Willesden,  states : — On  the  23rd  ultimo  I  proceeded 
to  Gloucester  Road  station  to  examine  the  train  which 
bad  divided,  and  found  it  standing  in  the  siding  in 
two  parts.  The  third-class  break  carriage  No.  408, 
which  had  been  next  to  the  engine,  had  the  rear 
head-stock  broken  away  from  between  the  buffers, 
and  the  end  of  the  carriage  pulled  out  with  it.  I 
examined  the  draw-bar  and  found  it  broken  at  the 
screw,  about  6  or  8  inches  inside  the  head-stock,  and 
close  to  the  coupling  boxes.  The  metal  was  good, 
but  there  was  a  slight  fiaw  on  one  side. 


Concltmon. 

Prom  the  foregoing  evidence  it  appears  that  as  the  9.10  a.m.  London  and  North- 
Western  train  from  Broad  Street  to  Mansion  House  was  pulling  up  at  the  island  plat- 
form at  Gloucester  Road  station  at  10.1  a.m.,  two  minutes  late,  the  draw-bar  of  the 
leading  carriage,  a  third-class  carriage  with  break  compartment  in  front,  broke  under 
the  carriage,  at  the  screw  close  to  the  coupling  boxes,  about  six  or  eight  inches  inside 
the  rear  head-stock  of  the  carriage,  and  that  one  of  the  side  chains,  still  holding  fast, 
snapped  the  rear  head-stock  in  two  places  inside  the  two  buffers,  and  pulled  off  with 
it  the  whole  of  the  panels  of  the  trailing  end  of  the  carriage,  which  carriage,  in  its 
damaged  state,  ran  forward  with  the  engine  some  50  yards. 

The  diameter  of  the  screw  part  of  the  draw-bar  is  1|",  and  1^"  at  the  bottom  of 
the  thread.  It  has  been  in  use  about  seven  years,  and  it  was  made  at  the  Company's 
shops  at  Wolverton,  of  the  best  selected  Lowmoor  iron  scraps.  The  metal  appeared  to 
be  of  good  quality,  but  there  was  a  slight  flaw  at  one  side,  which,  however,  could  not 
weU  have  been  detected  by  examination. 

In  spite  of  this  flaw,  it  must  have  required  a  very  violent  jerk  to  snap  it,  and  that 
such  a  violent  jerk  was  received  is  evident  from  the  after  effect,  when  the  strain  came 
suddenly  on  the  side  chains  and  head-stock  with  sufficient  force  to  break  the  latter, 
and  also  from  the  distance  which  the  engine  and  damaged  carriage  shot  ahead, — some 
50  yards. 
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It  seems  that  the  practice  in  pulling  up  these  trains  is  for  the  guard  to  apply  the 
chain  break  to  the  rear  section,  which  is  under  his  control,  and  for  the  driver  to  use 
his  discretion  as  to  the  application  both  of  his  engine  break  and  also  of  the  chain 
break  in  the  section  of  the  train  under  his  control,  it  being  usual  to  apply  only  the 
engine  break  sufficiently  to  check  the  speed  gradually. 

In  this  case  the  driver — ^but  only  after  being  confronted  with  his  fireman — ^admitted 
that  the  engine  break,  having  been  applied  in  the  usual  place,  was  taken  oflf  when 
running  up  to  the  platform,  and  I  have  no  doubt  that  the  breaking  of  the  draw-bar, 
which  led  to  the  accident,  was  due  to  the  sudden  acceleration  of  the  speed  of  the  front 
section  of  the  train  when  the  engine  break  was  taken  oflF,  while  the  rear  section  of 
the  train  was  still  breaked. 

On  this  assumption,  a  certain  amount  of  blame  no  doubt  attaches  to  the  driver  of 
the  train  for  not  making  a  judicious  use  of  the  means  at  his  disposal  to  check  the 
speed  of  the  engine  and  front  portion  of  the  train ;  but  for  the  real  cause  of  the 
accident  it  is  not  necessary  to  look  beyond  the  nature  of  the  breaks  fitted  to  the  train, 
and  the  manner  in  which  they  are  applied. 

Where  the  application  of  a  powerful  break  to  two  different  sections  of  a  train  is 
dependent  upon  the  will  and  discretion  of  two  different  individuals,  it  merely  requires 
a  little  extra  speed,  and  a  little  more  powerful  application  of  the  break  than  usual  to 
the  rear  section  only  of  the  train,  to  ensure  such  a  jerk  as  will  probably  result  in 
the  division  of  the  train,  the  weakest  connection  being  of  course  the  one  to  give 
way ;  while,  on  the  other  hand,  if  the  front  be  suddenly  pulled  up  before  the  rear 
section,  the  discomfort  to  the  passengers  in  the  latter  section  would  probably  be 
considerable. 

This  accident  therefore  furnishes  a  very  good  example  of  the  advantage  possessed 
by  continuous  breaks,  properly  so  called,  over  breaks  which  can  only  be  termed 
sectional  breaks,  and  shows  moreover  that,  more  especially  where  the  nature  of  the 
traffic  necessitates  quick  stops,  as  on  the  Metropolitan  lines,  the  safety  as  well  as  the 
comfort  of  passengers  would  be  Increased  by  the  adoption  of  such  proper  continuous 
breaks,  capable  of  being  instantaneously  applied  to  every  vehicle  in  the  train  at  the 
will  of  the  driver. 

I  have,  &c.. 

The  Secretary,  F.  A.  Majbindin, 

(Railway  Department,)  Board  of  Trade.  Major^  B.E. 

Printed  copies  of  the  above  report  wei*e  sent  to  the  Company  on  the  26th  September. 


MIDLAND  RAILWAY. 


Sib,  Sandown,  13th  August  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  Ist  ultimo,  the  result 
of  my  inquiry  into  the  circimistances  connected  with  the  collision  which  occurred  on 
the  26th  June,  between  a  passenger  train  and  a  goods  train,  at  Settle  junction  on  the 
Midland  E/ailway. 

Six  passengers  and  four  of  the  Company's  servants  are  stated  to  have  been  injured 
on  this  occasion. 

The  goods  train  engine  had  its  trailing  buffer-plate  bent  and  broken,  quarter-frame 
broken  and  part  torn  off ;  inside  frame  strained,  and  buffer-plate  broken  on  right-hand 
tide.  The  tender  had  its  tank  back  forced  inwards  and  broken,  frame  bent,  and 
srailing  axle  broken  on  right-hand  side,  and  trailing  axle  bent. 

The  passenger-train  engine  had  its  buffer-plank  damaged  and  framing  broken  oflf 
between  leading  and  driving-wheels  on  left-hand  side.  The  axle-box  also  broken, 
and  the  leading  axle  bent.  Tender  framing  on  left-hand  slightly  bent,  and  one  axle 
box  broken ;  steps  broken  off. 

The  passenger  train  van  had  both  ends  broken,  and  one  side  of  the  body :  foot- 
boards and  one  axle-box  broken  on  left-hand  side.  Third-class  carriage,  side  of  body 
and  one  axle-box  broken  on  left-hand  side.  Composite  carriage,  heaxi-stock  and  side 
of  body  broken  on  left  side. 

Goods  train,  two  fish  trucks  had  their  sides  broken,  and  three  waggons  had  the  axle- 
boxes  broken,  and  bodies  slightly  damaged. 

The  Company's  new  line  to  Carlisle  leaves  the  line  from  Skipton  to  Lancaster  and 
Morecambe  at  Settle  junction,  which  is  nearly  two  miles  south  of  Settle  station, 
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and  about  1|  miles  south-east  of  Giggleswick  station  on  the  line  to  Lanoaster  and 
Morecamhe. 

The  junction  is  also  situated  about  390  yards  from  the  foot  of  a  very  long  and 
almost  continuous  incline  of  1  in  100,  falling  towards  the  south,  of  rather  more  than 
14  miles  in  length. 

It  is  protected  by  home  and  distant  signals  in  the  direction  of  Carlisle  and  More- 
camhe, the  up  home-signal  towards  Carlisle  being  120  yards,  and  the  up  distant-signal 
1,200  yards  from  the  junction  signal-box,  placed  nearly  opposite  to  the  jimction :  while 
the  up-home  and  up-distant  signals  towards  Giggleswick  and  Morecamhe  are  respec- 
tively placed  at  120  and  1,083  yards  from  the  signal-box.  The  line  from  Giggleswick 
and  Morecamhe  also  falls  towards  the  jimction  at  an  inclination  of  1  in  171. 

The  evidence  in  this  case  is  as  follows : — 


Edwin  Allard  states  :  I  have  been  a  signalman  for 
two  years,  and  have  been  stationed  at  Settle  junction 
since  January  last :  I  was  on  duty  when  the  collision 
occurred,  and  at  12.7  p.m.  the  "  be  ready  "  and  "train 
approaching  "  signals  for  a  through  goods  train  were 
given  to  me  from  Settle  station  on  the  line  to  Car- 
lisle :  I  refused  to  acknowledge  those  signals,  until 
12.18  p.m.,  when  I  carried  out  the  instructions  con- 
tained in  clause  16  of  the  block  telegraph  regulations, 
by  giving  the  signalman  at  Settle  station  a  signal 
to  allow  the  goods  train  to  approach  the  junction  at 
caution.  At  12.20  p.m.  I  received  the  "  be  ready  '*  and  • 
**  train  approaching "  signals  for  the  11.15  a.m.  up 
passenger  train  from  Morecamhe  to  Leeds,  from 
Giggleswick  station,  but  I  refiised  to  acknowledge 
those  signals  until  12.25  p.m.,  in  order  to  allow  the 
11.50  a.m.  down  passenger  train,  Skipton  to  Carlisle, 
to  cross  the  juncti<Hi.  At  that  time  I  acknowledged 
the  signals  for  the  up  passenger  train  from  Moi*e- 
cambe,  and  at  12.33  p.m.  I  received  the  "  train  on 
line"  signal  from  Giggleswicl:  for  the  same  train. 
I  then  forwarded  the  "be  ready"  and  "train  ap- 
proaching "  signals  for  this  train  to  the  south  box 
at  Settle  junction,  and  after  the  distant-signal  from 
that  post,  up  to  which  I  have  to  work  as  per  clause  4 
of  my  special  instructions,  forwarding  the  signals  at 
my  post,  had  been  taken  off,  I  took  off  my  distant* 
home,  and  starting  signals  applicable  to  the  More- 
camhe passenger  train,  to  allow  it  to  pass.  At  that  time 
the  home  and  distant  signals  applicable  to  the  up 
goods  train  from  Carlisle,  which  was  approaching  the 
junction,  were  properly  at  "  danger.*'  I  am  certain 
that  I  did  not  take  off  either  my  up  home  or  up 
distant  signals  applicable  to  the  goods  train  after 
giving  it  permission  to  approach  my  post  at  caution. 
The  goods  train  appeared  to  approach  cautiously,  and 
I  was  under  the  impression  that  it  would  stop  clear 
of  the  fouling  point,  but  when  within  about  100 
yards  of  the  junction  I  did  not  think  it  would  be 
able  to  stop.  I  shouted  and  whistled,  and  held  up  my 
arms  to  attract  attention.  THe  driver  appeared  to 
take  no  notice  of  tliis,  and  I  then  immediately  re- 
versed the  home-signal  against  the  up  passenger  train 
from  Morecamhe.  The  driver  of  the  goods  train,  as 
soon  as  his  engine  had  fouled  the  junction,  whistled 
for  the  guards  break,  and  had  no  sooner  done  so 
than  the  collision  occurred,  about  12.36  p.m.  Just 
before  the  collision  I  saw  one  man  jump  off  the 
passenger  train  engine,  but  I  cannot  say  whether  it 
was  the  driver  or  the  fireman.  The  goods  ti'ain  was 
in  motion  when  the  collision  occurred.  I  believe  the 
steam  was  off,  but  I  think  the  goods  train  was 
travelling  about  three  miles  an  hour.  The  two 
engines  came  in  contact :  the  passenger  train  was 
travelling  at  the  usual  speed.  I  think  the  passenger 
train  might  have  been  150  yards  outside  the  fouling 
point  when  I  threw  up  the  home-signal  gainst  it. 
The  driver  of  the  goods  train  gave  three  sharp 
whistles  when  the  leading  wheel  of  the  engine  had 
just  fouled  the  junction.  Both  engines  were  thrown 
off  the  rails,  and  the  break- van  and  two  carriage  trucks 
in  the  passenger  train  were  also  thrown  off  the  rails, 
as  well  as  three  goods  trucks. 

WtUiam  Bally  of  Settle  station,  said  :  I  have  been 


a  signalman  at  Settle  station  since  March  1877. 
The  8.35  a.m.  up  goods  train,  Carlisle  to  Ssipton,  on 
the  26th  instant,  was  signalled  to  me  from  Stainforth 
as  follows  :  "  Be  ready  "  and  "  train  approaching. " 
12.1 ;  train  on  line,  12.6.  That  goods  train  is  booked 
to  stop  at  the  sidings  at  Settle  junction,  and  due  to 
arrive  there  at  12.40  p.m.,  at  which  time  I  sent  the 
*'be  ready"  and  "train  approaching"  signals  to 
Settle  junction,  but  the  signt^man  there  refused  to 
acknowledge  them.  The  train  arrived  at  my  post 
at  12.10  and  stopped,  and  at  12.18  p.m.  I  received 
signal  from  Settle  junction  to  send  it  on  under  clause 
16  of  the  block  regulations.  It  was  due  to  leave  at 
12.34  pjn.  I  instructed  the  driver  and  guard  to 
proceed  at  caution,  and  the  train  left  at  12.30  p.m. 
Both  the  driver  and  guard  appeared  to  thoroughly 
understand  the  instructions.  I  gave  to  them  as  to 
being  sent  on  at  caution.  I  spoke  to  the  driver  on 
the  subject :  he  appeared  to  be  steady.  I  did  not  get 
"  line  dear  "  back  for  that  train  from  Settle  junction. 

Samuel  Trow^  engine-driver  about  three  years, 
and  driver  of  the  8.35  a.m.  up  goods  train  from 
Carlisle  to  Skipton  on  June  26y  states :  I  stopped 
at  Settle  station  for  water,  and  after  starting  from 
the  crane,  and  when  passing  the  signalman's  cabin, 
the  signalman  put  his  head  out  of  the  window,  and 
said,  "Caution  to  the  junction."  I  strictly  carried 
out  that  order,  and,  on  sighting  the  signals  at  the 
junction,  they  were  all  at  danger  for  both  roads. 
When  very  near  the  overbridge,  and  my  train  was 
almost  at  a  dead  stand,  I  saw  that  the  arm  of  the 
left-hand  semaphore-signal  was  lowered.  I  turned 
to  my  fireman,  and  then  quickly  turned  to  look  at 
the  signals  agaiuj  and,  after  looking  twice  at  them,  I 
noticed  that  the  left-hand  semaphore  was  still  off 
I  turned  to  my  fireman  ^ain,  and  said,  "  Right,  Tom, 
let  her  come,  the  passenger  must  have  gone*"  My 
fiieman  released  his  bref^,  and  after  running  a  few 
yards,  I  applied  a  little  steam.  I  then  saw  a  man  on 
the  line  waving  his  hands  for  me  to  stop.  On  looking 
round  to  ascertain  the  cause,  I  saw  some  men  in  the 
signal-cabin  also  waving  their  hands  for  me  to  stop, 
and  a  man  running  down  the  cabin  steps.  The  first 
thing  I  then  saw  was  the  arm  of  the  right-hand 
semaphore  off,  and  the  passenger  train  perhaps  mid- 
way between  the  distant  and  home  signals.  I  did  all 
I  possibly  could  to  attract  the  attention  of  the  driver 
of  the  passenger  train,  but  he  paid  attention  to  the 
signal  which  was  off  for  him,  and  1  know  the  signal 
was  allowed  to  remain  off  for  him  to  proceed  whilst 
I  stood  foul  of  the  junction.  Just  before  the  collision, 
my  fireman  said  twice,  "  I  am  sure  it  was  our  signal 
that  was  off,"  and  he  asked,  «  What  shall  we  do  ?  "  I 
said,  "Jump  for  your  life,"  and  he  jumped.  I  then 
saw  that  the  passenger  train  engine  was  only  a  few 
yards  from  us,  and  I  went  to  the  fireman's  side  of 
the  engine  for  the  purpose  of  jumping  myself.  I  do 
not  know  whether  I  did  jump,  as  the  next  thing  I 
remember  was  finding  myself  on  the  embankment. 
I  am  not  certain  as  to  the  time  when  I  left  the  Settle 
station,  and  I  don't  know  whether  it  was  before  or 
after  the  appointed  time.  I  am  not  able  to  say 
whether  my  train  was  still  in  motion  when  the  collision 
took  place,  and  I  don't  know  when  it  occurred. 
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Henry  Drage  said  :  1  am  a  goods  guard  statiened 
at  Carlisle.    I  have  been  a  goods  gam*d  6  years,  and 
have  been  at  Carlisle  nearly  3  years.     I  was  in  charge 
of  the  8.35  a.m.  np  goods  train,  Carlisle  to  Skipton, 
on  the  26th  June.     My  train  consisted  of  a  tender- 
engine,  14  waggons  of  minerals,  8  of  goods,  and  8 
empties.     We  left  Settle  station  at  12.28,  6  Minutes 
before  time,  being  due  to  leave  there  at  12.34  p.m 
This  time,  however,  was  gained  by  the  driver  nol 
stopping    at  Kirby   Stephen  for  water    as  booked. 
We  took  water  at  Settle,  and,  on  starting  from  Settle, 
the  signalman   advised  me  that  we  were  to  go  at 
caution.     I  did  not  hear  him  tell  the  driver.     I  then 
applied  my  brake  immediately  after  passing  the  Settle 
station  signal-box,  and  kept  it  on  ;  and  when  I  saw 
the  signals  worked  from  Settle  junction  applicable  to 
the  line  we  were  running  upon  wotc  at  "  danger,"  I 
tightened  the  brake  and  put  it  on  as  hard  as  I  could, 
and  remained  in  that  position  until  we  passed  them. 
When  the  engine  of  my  train  was  about  60  or  70 
yards  from   the  junction  home-signals,    I  saw    the 
passenger  train  from  Morecambe  approaching  about 
halfway    between    Giggleswick    station  and    Settle 
junction  up  distant-signal,  towards  Giggleswick.     At 
that  time  I  noticed  the  distant  and  home  signals  ap- 
plicable to  the  passenger  train  were  both  taken  off. 
We  were  then  going  very  slowly,  but  almost  imme- 
diately the  home-signal  was  lowered  for  the  passenger 
train  to  pass,  my  train  increased  speed.    I  then  applied 
the  brake  tighter,  and  also  let  out  sand  from  the  sand- 
box on  to  the  rails.    Neither  of  the  drivers  whistled, 
and  the  engine  of  my  train  ran  foul  of  the  junction, 
and  was  run  into  by  the  passenger  train.     I  never 
heard  any  whistle  from  the  driver  of  my  train.    I  am 
quite  positive  that  neither  the  home  nor  the  distant 
signal,  applicable  to  the  driver  of  my  train,  was  taken 
off.     My  train  was  nearly  at  a  standstill  when  the 
collision  occurred.   The  driver  had  reversed  his  engine. 
This  was  about  12.36  p.m.     My  train  was  booked  to 
stop  at  the  Settle  junction  siding. 

Thomas  Beale  said  :  I  am  a  fireman  stationed  at 
Carlisle,  and  have  been  in  that  capacity  for  6  years. 
I  was  firing  for  driver  Samuel  Trow,  engine  No.  1,183, 
working  the  8.35  a.m.  up  goods  train  from  Carlisle  to 
Skipton,  June  26th.  After  taking  water  at  Settle 
station,  and  the  train  had  been  examined  by  the 
waggon  examiners,  the  starting-signal  was  taken  off 
fcr  us  to  proceed.  The  signalman  verbally  instructed 
the  driver  and  myself  to  proceed  at  "  caution  "  to  Settle 
junction.  The  advanced  starting-signal  was  then 
taken  off,  and  we  let  the  train  run  steadily  on,  and 
between  Settle  station  and  the  junction  I  do  not  think 
a  higher  speed  than  seven  or  eight  miles  per  hour  was 
attained,  the  train  being  kept  well  under  control.  On 
approaching  Settle  junction,  all  the  upline  signals, 
both  for  the  line  upon  which  we  were  running,  and 
for  the  line  from  Morecambe,  were  at  "danger." 
When  about  200  yards  from  the  overbridge,  the 
driver  said,  **  Right,  mate;  the  passenger  train  must 
have  gone."  I  then  released  the  tender  brake,  and, 
whilst  doing  so,  saw  one  of  the  junction  home-signals 

I  can't  say  whether  it  was  the  right  or  the  left,  I 

did  not  see  two  signals — ^was  off.  Both  the  home- 
signals  are  placed  side  by  side,  but  I  only  saw  the  one 
that  was  off,  which  I  feel  certain  was  the  one  appli- 
cable to  our  line.  I  was  standing  on  the  left  side  of 
the  engine.  1  saw  it  between  the  chimney  and  the 
dome  of  the  engine.  I  cannot  swear  that  such  was 
the  case,  as  the  view  of  one  of  the  signals  would  doubt- 
less be  intercepted  by  the  chimney  or  dome  of  the 
engine,  and  seeing  one  off,  and  my  mate  having  said 
"  Right,  let  her  come,"  I  came  to  the  conclusion  that 
it  must  be  our  signal.  When  passing  under  the  over- 
bridge  which  is  close  to  the  junction,  my  mate  said 
something,  but  what  I  cannot  say.  He  reversed  his 
engine,  and  I  applied  the  lender-brake.  Immediately 
after.  Trow  said,  "Jump,  mate,  for  your  life."  I 
then  went  to  the  right-hand  side  of  the  engine,  and 
saw  the  pass«ngor  train  approaching.  We  were  close 
upon  the  fouling  point,  and  I  jumped  off  the  left-hand 


side,  my  mate  following.  I  had  no  sooner  done  so 
than  the  collision  occurred,  the  tender  of  our  engine 
being  turned  over  at  the  place  where  I  fell,  and  I 
narrowly  escaped  being  crushed  by  it.  A  quantity  of 
coal  was  thrown  on  to  my  back  out  of  the  tender,  but 
I  was  not  injured  by  it.  We  were  nearly  at  a  standstill 
when  the  collision  occurred.  I  don't  remember  whether 
the  driver  whistled  for  the  breaks  or  not.  The  engine 
was  considerably  damaged,  knocked  off  the  road  all  six 
wheels,  the  tender  turned  over  on  its  side,  and  three 
of  the  waggons  on  the  train  knocked  off  the  rails,  and 
more  or  less  damaged.  After  the  collision  my  mate 
and  I  rose  up,  he,  remarking  that  he  felt  very  &int 
He  managed  to  walk  about  for  nearly  half  an  hour, 
but  was  afterwards  taken  ill,  being  seized  with  con- 
vulsions, and  the  medical  staff  who  were  present  had 
to  attend  to  him.  I  extinguished  the  nres  of  both 
engines,  and  rendered  what  assistance  I  could. 

Driver  W,  Jarvis,  who  was  working  the  11.15  a.m. 
up  train  from  Morecambe,  said :  that  after  leaving 
Giggleswick    station    I    noticed    the    distant-signal 
applicable  to  the    line  upon   which  I  was  running, 
imd  the  home-signals  applicable   to  both  lines,   at 
"  danger"  at  Settle  junction.     When  about  400  or  500 
yards  from  the  distant-signal  towards  Giggleswick, 
it,  as  well  as    the  home-signal  for  that  line,  were 
taken   off.     I  noticed  the   goods  train  approaching 
the  junction^  and  thought^  from  the  speed  it  was 
running,   that  it  would  be  able  to   pulj  up  before 
reaching  the  fouling  point:  the  home-signal  applicable 
to  the  line  from  Morecambe  was  reversed  and  placed 
at  "danger"  when  it  was  about 40  or  50  yards  from  it. 
I  shut  off  steam,  so  as  to  reduce  speed  in  order  to 
pass  over  the  junction  at  the  maximum  rate  of  20 
miles  per  hour.     Immediately  after  the  signal  was 
reversed,  I  perceived  that  the  driver  of  the  goods 
train  would  not  be   able  to  stop  clear,  and  I  then 
reversed  my  engine,  and  my  fireman,  Harling,  applied 
the    tender   break,    which  was  all  we  could  do  to 
mitigate  the  effects  of  the  collision  which  was  then 
inevitable,  and  I  and  my  fireman    jumped   off  the 
engine,  and   both    received  injuries  in  doing  so :  I 
was  badly  bruised  all  over  my  body  and  face,  and 
I   had  a  bad  scalp  wound,  and  was  severely  injured 
in  the  back :  I  never  saw  the  up  junction-signal  for 
the  goods  train  taken  off  as  I  was  approaching  t^e 
junction    after    I    came    in    sight :   I  could   see  it 
about  700  yards  before  I  got  to  the  distant-signal ; 
it  might  be  a  little  more :  I  was  running  about  20 
miles  an  hour  when  the  collision  took  place,  at  about 
12.36  p.m. 

Fireman  W.  HarlingSj  of  Lancaster,  says:  The 
distant-signal  towards  Giggleswick  was  taken  off 
when  we  were  about  300  or  400  yards  from  it,  and 
the  home-signal  was  also  off :  I  did  not  see  the  up 
home-signal  at  Settle  junction  taken  off  for  the  up 
goods  train  from  Carlisle  :  I  saw  the  home-signal 
off  for  my  line  before  I  arrived  at  the  distant- 
signal,  and  the  one  applicable  to  the  line  from 
Carlisle  was  at  "danger,"  but  I  took  no  further  notice 
of  them,  but  watched  the  goods  train  approaching  the 
junction,  which  was  travelling  slowly,  and  wliich  I 
thought  would  puU  up  clear  of  the  junction,  but  when 
getting  close  upon  the  junction  I  remarked  to 
Jarvis  that  it  was  running  foul :  I  then  applied 
the  tender  brake,  but  did  not  get  it  tight  on  before  he 
jumped  off,  and  Jarvis  reversed  the  engine  :  I  was 
more  or  less  shaken  and  bruised,  and  received  a  scalp 
wound. 

Charles  Walmsley  said  :  I  am  a  passenger  guard 
stationed  at  Lancaster,  and  havie  been  a  head  guard 
for  the  last  six  months : '  I  was  in  charge  of  the 
11.15  a.m.  passenger  train,  Morecambe  to  Leeds,  on 
the  26th  instant,  and  was  riding  in  the  middle  break  : 
my  train  consisted  of  10  vehicles,  marshalled  as 
fdQows :  Leading  break,  two  carriage  trucks  laden 
with  perishable  traffic,  one  third-cl£^  carriage,  two 
composites,  one  third-class,  one  van  in  which  I  rode. 
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George  Sharpe  said:  I  am  a  passenger  guard 
stationed  at  Leeds,  and  was  acting  as  head  guard 
with  the  11.15  a.m.  passenger  train,  Morecambe  to 
Leeds,  on  the  26th  June.  I  was  riding  in  the  rear 
van.  When  about  100  yards  from  the  up  distant- 
signal  worked  from  Settle  junction  I  noticed  it  was 
oflT,  but  I  did  not  notice  the  home-signal.  On  getting 
closer  to  the  junction  I  observed  a  goods-train  ap- 
proaching it  from  the  Carlisle  line  very  slowly,  perhaps 
three  or  four  miles  per  hour.  I  was  under  the  im- 
pression that  the  driver  of  it  would  not  be  able  to 
stop  clear  of  the  junction  :  I  therefore  immediately 
went  to  my  break,  and  was  in  the  act  of  applying  it 
when  the  collision  occurred.  We  were  running  a 
little  slower  than  our  usual  rate.  I  heard  no  whistle 
from  our  driver,  and  I  was  not  hurt.  The  steam 
on  our  engine  had  been  shut  off,  but  I  cannot  say 
when  it  was  shut  off. 


one  composite,  and  one  van.  The  train  ran  punctually 
ap  to  Wennin^n,  from  which  station  we  were  one 
minute  late,  and  we  ran  forward  to  Giggleswick  one 
minute  late  :  another  minute  was  however  lost  by 
the  engine-driver  taking  water  at  Giggleswick,  which 
caused  us  to  be  two  minutes  late :  we  left  at  12.33  p.m. 
After  passing  Giggleswick  station  about  400  yards, 
I  noticed  that  the  Settle  junction  home  and  distant 
signals  were  off  for  my  driver,  and  also  that  the  up 
home-signal  applicable  to  the  Carlisle  line  was  at 
"  danger".  I  did  not  hear  the  driver  whistle  for  the 
breaks,  and  knew  nothing  more  until  the  collision 
occurred,  the  force  of  which  knocked  me  down  on 
the  floor  of  the  van,  but  I  was  not  injured.  The 
collision  occurred  at  12.36  p.m.  I  did  net  notice 
the  goods  train  approach  the  junction  from  the 
Carlisle  line,  as  I  was  not  looking  out  of  that  side  of 
the  break.  We  were  running  at  our  usual  speed 
when  the  collision  took  place.  The  collision  stopped 
my  watch  at  12.36. 

Erom  the  preceding  statements  it  appears  that  an  up  through  goods  train  was 
permitted  to  leave  Settle  station  for  Settle  junction,  distant  nearly  two  miles  apart, 
about  12.30  p.m.,  with  the  concurrence  of  the  signalmen  at  these  two  block  telegraph 
stations,  and,  in  accordance  with  the  Company's  regulations,  the  driver  and  guard 
being  both  told  by  the  signalman  at  Settle  station  to  proceed  with  caution.  This 
goods-train  was  appointed  to  stop  at  the  sidings  at  Settle  junction,  and  was  due  there 
at  12.40  p.m. 

The  regulations  under  which  this  collision  occurred  are  as  follows :  No.  16  of  the 
regulations  for  train  signalling  by  block  telegraph  system  says,  **  When  it  is  foimd 
"  necessary  for  a  train  to  be  allowed  to  approach  a  block  post  cautiously  in  conse- 
**  quence  of  the  failure  of  an  engine  near  such  post,  or  the  failure  of  the  block 
"  apparatus  of  the  advance  section,  or  from  any  other  cause,  when  the  *  be  ready  * 
"  and  *  tram  approaching '  signals  are  received,  such  signals  must  not  be  acknowledged, 
"  but  eight  beate  of  the  needle  must  be  given  to  the  left-hand,  and  when  this  signal  has 
^*  been  acknowledged,  the  needle  must  be  pegged  over  to  Ume  blocked.*  The 
"  signalman  at  the  post  in  the  rear,  on  receiving  such  signal,  must  stop  the 
"  approaching  train,  and  verbally  instruct  the  driver  to  proceed  cautiously  towards 
"  the  post  from  which  the  signal  was  received." 

In  addition  to  the  preceding  regulation,  which  appears  to  apply  to  all  block  telegraph 
stations,  the  following  special  instructions  have  been  issued  for  the  guidance  of  the 
signalman  at  Settle  junction : 


Midland  Railway. 

Instructions  to  be  observed  by  the  signalman  on  duty 
at  Settle  junction. 

1.  Permission  must  not  be  given  on  the  block 
telegraph  for  a  train  or  engine  to  approach  from  Settle 
new  station  when  any  obstruction  exists  at  or  near  your 
post  on  the  line  on  which  the  train  or  engine  is  about 
to  run,  except  in  accordance  with  clause  16  of  the 
regulations  for  working  the  block  telegraph ;  and 
after  permission  has  been  given  for  a  train  or  engine 
to  approach  from  Settle  new  station,  no  obstruction  of 
the  line  on  which  such  tiain  or  engine  is  about  to  run 
must  be  allowed  until  the  train  or  engine  has  passed, 
or  been  brought  to  a  stand,  or  the  signal  has  been 
withdrawn  by  the  signalman  in  the  rear. 

2.  When  a  passenger-train  is  standing  on  the  up 
main-line  at  or  near  your  post,  permission  must  not 
be  given  on  the  block  telegraph  for  any  train  or 
engine  to  approach  on  the  line  on  which  such  passen- 
ger-train is  standing,  except  in  accordance  with 
clause  16  of  the  regulations  for  working  the  block 
telegraph ;  and  after  permission  has  been  given  for  an 
up  train  or  engine  to  approach,  no  passenger-train 
must  be  allowed  to  foul  the  line  on  which  the  train  or 
engine  is  about  to  run  until  such  train  or  engine  has 
passed,  or  been  brought  to  a  stand,  or  the  signal  has 
been  withdrawn  by  the  signalman  in  the  rear. 

3.  Permission  must  not  be  given  on    the    block 


telegraph  for  a  train  to  approach  your  post  from 
Setde  new  station  and  one  from  Settle  old  station  at 
the  same  time,  when  either  or  both  are  passenger 
trains,  except  in  accordance  with  clause  16  of  the 
regulations  for  working  the  block  telegraph, 

4.  When  the  distant-signal  fixed  near  your  post, 
and  worked  from  the  south  end  of  the  sidings,  is  at 
danger,  the  danger-signal  must  also  be  exhibited  at 
your  home,  distant,  and  starting-signals  applicable  to 
trains  and  engines  going  towards  the  south  end  of  the 
sidings ;  and  no  train  or  engine  must  be  allowed  to 
pass  your  post  on  the  up  main-line  without  having  pre- 
viously been  brought  nearly  to  a  stand  outside  the  home- 
signal.  When  this  has  been  done,  and  the  necessary 
signals  have  been  obtained  on  the  block  telegraph  for 
the  train  or  engine  to  proceed,  the  up  line  distant- 
signals  must  remain  at  danger  for  the  protection  of 
the  train  or  engine,  and  the  proper  home  and  starting- 
signals  be  lowered  to  give  permission  for  it  to  proceed. 
Should  a  train  or  engine  have  been  brought  nearly  to 
a  stand  outside  the  home-signal  in  consequence  of  the 
distant-signal  fixed  near  your  post,  and  worked  from 
the  south  end  of  the  sidings,  being  at  danger,  before 
the  necessary  signals  have  been  obtained  on  the  block 
telegraph  for  it  to  proceed^  the  home-signal  must  be 
lowered  to  allow  the  train  or  engine  to  draw  forward 
to  the  starting-signal. 

Jahes  Allport, 
Derby,  September  1876.  General  Manager. 


At  12.33  p.m.  the  signalman  at  the  junction  received  the  signal  "  Train  on  line  " 
from  Giggleswick  station  for  the  11.15  a.m.  train  from  Morecambe  to  Leeds,  which 
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consisted  of  an  engine  and  tender  and  10  vehicles,  including  two  vans  with  two 
guards,  and  the  signalman  says  that  after  the  distant-signal,  worked  from  the  Settle 
junction  south  signal-box,  had  been  taken  off,  he  then  took  off  the  up  distant,  up 
home,  and  up  starting  signals  to  allow  the  passenger  train  from  Morecambe  to  pro- 
ceed, at  Which  time  the  up  home  and  up  distant  signals,  applicable  to  the  up  goods 
train  from  Carlisle,  were  properly  at  "danger"  against  it,  and  that  he  did  not  take 
off  either  of  those  signals  for  that  goods  train  to  pass. 

There  is  a  discrepancy  in  the  statements  with  respect  to  the  up  home  and  up  distant 
signals,  applicable  to  the  goods  train  from  Carlisle,  as  the  engine-driver  of  the  goods 
train  distinctly  asserts  that  "  when  very  near  the  overbridge  (which  is  somewhere 
"  about  145  yards  from  the  junction  signal-box),  and  my  train  was  almost  at  a  dead 
"  stand,  I  saw  that  the  arm  of  the  left-hand  semaphore-signal  was  lowered,  I  turned 
"  to  my  fireman,  and  then  quickly  turned  to  look  at  the  signals  again,  and,  after 
"  looking  twice  at  them,  I  noticed  that  the  left-hand  semaphore  was  still  off.  I 
**  turned  to  my  fireman  again,  and  said,  ^  Right,  Tom,  let  her  come,  the  passenger 
"  *  must  have  gone.*  My  fireman  released  his  break,  and,  after  running  a  few  yards, 
"  I  applied  a  little  steam.  I  then  saw  a  man  on  the  line  waving  his  hands  for  me  to 
**  stop.  On  looking  round  to  ascertain  the  cause,  I  saw  some  men  in  the  signal-cabin 
**  also  waving  their  hands  for  me  to  stop,  and  a  man  running  down  the  cabin  steps. 
"  The  first  thing  I  then  saw  was  the  arm  of  the  right-hand  semaphore  off,  and  the 
**  passenger  train  perhaps  midway  between  the  distant  and  home  signals." 

With  respect  to  this  statement  I  must  observe  that  it  is  not  confirmed,  as  regards 
the  particmar  arm  that  was  lowered,  by  the  testimony  of  any  other  person,  and  is 
contradicted  by  most  of  the  other  witnesses. 

The  left-hand  arm  of  the  semaphore-signal  is  the  proper  home-signal  for  the  goods 
train  to  proceed,  and  the  right  arm  is  the  proper  signal  for  the  up  passenger  train  to 
pass  on :  and,  from  the  interlocking  of  the  points  and  signals  in  the  signal-box,  it  is 
impossible  that  the  signals  for  the  up  goods  train  on  the  Carlisle  line  should  be  off 
at  the  same  time  as  those  for  the  up  passenger  train  from  Morecambe  were  off. 

Taking,  therefore,  into  consideration  the  whole  of  the  statements  which  bear  upon 
this  part  of  the  subject,  I  have  arrived  at  the  conclusion  that  the  driver  of  the  up 
goods  train  was  mistaken  in  supposing  that  the  up  home-signal  at  Settle  junction  had 
been  taken  off  for  him  to  proceed,  and  that  the  collision  was  entirely  due  to  his 
carelessness. 

At  the  same  time  it  must  be  remarked  that  this  goods  train  was  permitted  to  leave 
Settle  station  either  four  or  six  minutes  before  its  proper  time,  and  the  collision  at 
Settle  junction  occurred  at  12.36  p.m.,  or  four  minutes  before  the  train  was  due  there, 
the  passenger  train  being  two  minutes  late.  I  cannot  think  it  is  right  to  permit  any 
trains  to  run  before  their  appointed  times. 

The  next  point  deserving  of  the  careful  consideration  of  the  directors  and  officers 
of  the  Midland  Railway  has  reference  to  the  practice  still  continued  on  that  line,  of 
permitting  trains  that  may  possibly  come  into  collision  with  each  other  to  approach  a 
junction  at  the  same  time,  especiaUy  such  a  junction  as  that  at  Settle.  This  subject 
is  frequently  brought  to  the  notice  of  the  various  railway  companies  by  the  inspect- 
ing officers  of  the  Board  of  Trade  in  their  reports  on  collisions  that  occur  at  junctions, 
and  I  am  happy  to  say  that  many  of  the  principal  railway  companies  have  altered 
their  practice  in  this  respect ;  and  I  trust  that  the  example  thus  set  will  be  followed 
on  so  important  a  line  as  the  Midland  Railway. 

There  is  still  one  other  subject  to  which  I  must  call  attention.  If  the  passenger- 
train  had  been  fitted  with  continuous  breaks,  placed  under  the  control  of  the  engine- 
driver,  it  is  probable  that  this  collision  might  have  been  altogether  avoided  or  greatly 
mitigated  in  its  effects. 

The  delay  in  making  this  report  has  been  due  to  the  inability  of  several  of  the 
Company's  servants  to  attend,  in  consequence  of  the  injuries  which  they  received  in 
the  coUisioiL 

I  have,  &c., 

The  Secretary,  W.  Yolland, 

(Railway  Department,)  Board  of  Trade.  Colonel. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  28th  August 
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MIDLAND  RAILWAY. 

Railway  Department,  Board  ot  Trade, 
giB,  13,  Downing  Street,  London,  S.W.,  15th  October  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  order  of  the  30th  ult.,  the  result  of 
my  inquiry  into  the  circumstances  connected  with  a  collision  which  occurred  on  the 
25th  ult.  at  Whitehall  junction,  Leeds,  on  the  Midland  Railway. 

In  this  case,  as  the  up  Scotch  express,  consisting  of  engine  and  tender,  two  break- 
vans,  Pullman  car  "  Enterprise,' *  five  composite  carriages,  and  rear  break- van,  which 
leaves  Carlisle  at  1  a.m.,  was  approaching  Whitehall  junction  on  the  outside  up  line, 
it  came  into  collision,  at  the  junction  of  the  two  up  lines,  with  the  2.20  a.m.  up  goods 
ia»in  from  Bradford  to  Burton,  which  was  running  in  the  same  direction  on  the  inside 
up  line,  at  about  4.1  a.m. 

No  passengers  or  servants  of  the  Company  were  injured. 

In  the  passenger  train  the  sides  of  the  two  leading  vans  and  the  Pullman  car  were 
damaged,  Dut  not  to  any  great  extent.  In  the  goods  train  one  waggon  was  broken  to 
pieces,  and  nine  others  considerably  damaged. 

Description. 

On  approaching  Whitehall  junction  from  the  North  the  Midland  main  line,  here 
running  from  east  to  west,  has  four  lines  of  rails,  two  up  on  the  one  side,  and  two 
down  on  the  other,  for  a  distance  of  about  500  yards  from  Wortley  jimction,  through 
Holbeck  station,  to  Whitehall  junction,  whence  onwards  there  are  two  lines  only. 

The  points  of  the  junction  between  the  two  up  lines  at  their  east  end  are  50  yards 
west  of  Whitehall  junction  signal-box,  and  the  fouling  point  where  the  collision 
occurred  is  40  yards  further  from  the  signal-box. 

Whitehall  junction  signal-box  contains  36  levers,  and  it  works  also  the  junctions 
of  the  North-western  line  from  Copley  Hill,  and  of  the  Midland  line  into  Leeds,  with 
the  Midland  main  line,  which  runs  to  the  south  through  Hunslet.  These  junctions 
are  a  little  east  of  the  signal-box,  and  beyond  the  site  of  the  accident. 

The  only  signals  to  which  it  is  necessary  to  refer  are  as  follows  : — 

The  WhiteMl  up  distant  signals,  which  are  478  yards  west  of  the  signal-box ;  the 
junction  up  home  signals,  which  are  two  double-armed  signals  providing  for  trains 
from  the  two  up  lines  either  to  Leeds  or  to  Hunslet,  the  signal  post  for  the  inside 
up  line  being  146  yards,  and  that  for  outside  up  line  166  yards  west  of  the  signal-box, 
and  the  up  distant  signal  from  Water  Lane,  the  next  block  cabin  towards  the  south 
on  the  main  line,  which  is  a  little  east  of  Whitehall  junction  box. 

Holbeck  station  is  situated  between  Wortley  junction  and  Whitehall  junction,  the 
platform  being  375  feet  in  length,  with  the  east  end  220  yards  from  Whitehall 
junction  signal-box. 

The  usual  rules  adopted  by  the  Midland  itailway  Company  for  block  telegraph 
working  are  in  force  at  this  junction,  and  there  is  also  a  special  rule,  which  runs  as 
follows : — 

"  Instrtjctions  to  be  observed  by  the  Signalman  on  duty  at  Whitehall  junction,  Leeds* 

'*  When  the  distant  signals  fixed  near  your  post,  and  worked  from  the  Leeds 
"  junction,  the  Water  Lane  junction,  and  the  Wortley  junction,  are  at  dangeil,  the 
**  DAIJGEB  signal  must  also  be  exhibited  at  your  home  and  distant  signals  applicable 
*^  to  trains  and  engines  going  towards  those  junctions,  and  no  train  or  engine  must  be 
"  allowed  to  pass  your  post  towards  any  one  of  those  junctions,  without  having 
"  previously  been  brought  nearly  to  a  stand  outside  the  home  signal.  When  this  has 
"  been  done,  and  the  necessary  signals  have  been  obtained  on  the  block  telegraph  for 
"  the  train  or  engine  to  proceed,  the  necessary  distant  and  home  signals  must  remain 
**  at  DANGEB  for  the  protection  of  the  train  or  engine,  and  the  proper  home  signal  be 
**  lowered  to  give  permission  for  it  to  proceed." 

A  similar  rule  is  in  force  at  the  adjacent  signal-boxes,  and  very  generally  where  the 
distance  between  block  stations  is  very  short. 
The  gradient  is  level. 
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The  following  is  the  evidence  given  by  servants  of  the  Company : — 

Evidence. 


Robert  Thomas  Taylor^  signahnan  20  years, 
states : — I  have  been  6^  years  at  Whitehall  junction. 
I  came  on  duty  at  10  p.m.  on  the  24th  September 
for  an  eight  hours  tour  of  duty.  At  3.46  a.m.  on  the 
25th  September  I  got  the  "  be  ready  "  from  Wortley 
junction  for  the  2.20  a.m.  up  goods  train  from  Brad- 
ford to  Burton,  and  gave  permission  for  it  to  approach. 
At  3.47  a.m.  I  got  "train  on  line,"  and  it  arrived  at 
my  up  home-si^al  on  the  inside  up  line  at  3.49  ajn., 
and  stopped  mere.  I  had  kept  my  up  home  and 
up  distant  signals  for  this  line  at  "  danger,"  to  stop 
the  train  for  the  up  express  to  pass  on  the  out- 
side up  line.  At  3.55  a.m.  I  received  the  **  be  ready  " 
for  the  up  Scotch  express,  and  "  train  on  line "  at 
3.57  a.m.  Immediately  I  had  got  the  "  be  ready  "  at 
3.55  a.m.,  I  passed  it  on  to  Water  Lane,  and,  in 
accordance  with  my  instructions,  waited  until  the 
Water  Lane  up  distant-signal  was  taken  off  before  I 
lowered  my  signals  for  the  up  express  on  the  outside 
up  line.  1  lowered  my  signals  at  3.59  ajn.  I  then 
moved  away  to  the  other  end  of  my  box  to  look  out  at 
the  Water  Lane  signals,  and  to  be  handy  to  give  the 
train  forward  when  it  had  passed.  While  I  was 
there,  my  assistant,  who  was  at  the  desk  called  out,  ^'  I 
believe  that  man  is  taking  the  signals,"  meaning  the 
driver  of  the  goods  train,  who  was  standing  on  the 
inside  up  line  at  the  home-signal.  I  went  back  and 
looked  out,  but  being  end  on  to  the  train  I  could  not 
see  whether  he  was  moving  until  he  obscured  the 
back  lights  of  the  signal  for  the  outside  line.  This 
was  in  a  few  seconds  only.  Immediately  I  saw  what 
was  happening  I  threw  up  the  signals  against  the 
express.  The  goods  engine  ran  through  No.  12 
points  almost  inunediately  after  I  had  done  this,  and 
had  arrived  nearly  opposite  to  my  box  when  the 
express  came  up,  and,  not  being  able  to  stop,  came 
into  collision  with  the  goods  train,  sinking  it  nearly 
in  the  centre  of  [the  train,  at  about  4.1  a.m.  I  called 
to  the  driver  of  the  goods  train  just  before  the  collision 
occurred,  and  told  him  what  was  likely  to  take  place, 
although  at  the  time  I  thought  it  probable  that  my 
signals  would  have  stopped  the  express.  The  goodis 
train  was  just  crawling  along.  I  saw  the  express 
approaching,  and  the  breaks  were  hard  on.  It  was  a 
clear  but  dark  night.  The  rails  must  have  been 
damp  and  greasy,  as  it  had  been  a  little  foggy.  The 
driver  of  the  goods  train  seemed  to  be  sober.  There 
are  36  working  levers  in  my  box. 

Charles  Reeves,  goods  driver  five  years,  states  :--- 
On  the  morning  of  the  25th  September  I  was  driving 
the  2.20  a.m.  up  goods  train  from  Bradford  to  Burton. 
The  train  consisted  of  engine  and  tender,  running 
engine  first,  44  goods  waggons,  of  which  six  only 
were  loaded,  and  guard's  van  in  rear.  On  arrival  at 
Holbeck  station  at  about  3.49  ajn.  my  train  was 
brought  to  a  stand  with  my  engine  about  10  yards 
short  of  the  up  inside  line  home-signal  for  Hunslet.  I 
waited  there  for,  I  should  think,  quite  10  minutes  for 
the  up  Scotch  express  to  pass.  I  then  saw  the  up 
distant-signal  from  Water  Lane  junction,  which  is 
dose  to  Whitehall  junction  signal-box,  ^£id  is  appli- 
cable to  both  lines,  taken  off*,  and  immediately  after 
the  up  home-signal  for  the  outside  line  to  Hunslet 
was  also  lowered.  At  that  time  I  had  my  doubt  as 
to  which  was  the  right  signal  for  my  line ;  and,  pre- 
vious to  seeing  the  Water  Lane  distant-signal  taken 
off,  I  laid  hold  of  my  hand  lamp,  and  was  preparing  to 
go  to  the  signalman  in  the  box  to  ask  him  which  was 
my  signal.  Just  at  this  time  the  distant-signal 
alluded  to  was  taken  off,  and  also  the  home-signal,  and 
I  took  them  both  for  my  signals.  I  at  once  put  on 
steam.  I  knew  at  this  time  that  the  express  had  not 
passed,  but  thought  that  the  signals  were  lowered 
for  me  to  get  to  Hunslet  sidings  in  front  of  the  express. 
I  looked  back,  before  starting  my  engine,  to  see  if 
anything  was  coming,  but  I  could  see  nothing.     I  had 


received  and  signed  for  a  copy  of  the  notice  dated 
May  13th,  1878,  with  regard  to  these  signals,  and 
this  was  my  fourth  trip  over  the  line  since  that  time. 
Previously  I  had  been  driving  between  Bradford  and 
Burton  for  about  two  years.  I  didn't  see  the  signal 
thrown  up,  as  I  must  have  been  past  it.  The  signals 
were  quite  clear.  I  was  not  going  above  four  miles 
an  hour  when  the  collision  occurred.  I  did  not 
imagine  that  anything  was  wrong  until  I  heard  the 
signalman  shouting  to  me,  when  I  did  my  best  to 
stop. 

William  Spencer^  fireman  two  years,  states: — I 
was  fireman  to  Charles  Reeves  on  the  25th  September. 
I  had  not  been  over  the  line  since  the  alteration  of 
signals,  and  only  three  times  before  that  time.  I 
hadn't  seen  any  copy  of  the  notice  of  alteration  of 
signals,  except  one  posted  in  the  engine  shed. 

Samuel  Hunt,  passenger  driver  11^  years,  states: — 
On  the  morning  of  the  25th  September  I  was  driver 
of  engine  No.  901,  working  the  up  Scotch  express 
from  Skipton  to  Normanton.  My  engine  is  a  6-wheeled 
engine  4  wheel-coupled,  with  low  wheels  in  front,  and 
with  a  6-wheeled  tender,  with  break-blocks  to  each 
wheel.  There  are  no  breaks  on  the  engine  wheels. 
The  train  consisted  of  guard's  van  next  the  engine, 
then  a  second  guard's  van,  and  then  Pullman  car 
"  Enterprise."  These  three  vehicles  and  the  tender 
were  fitted  with  Westinghouse  break  worked  from  the 
engine.  Behind  the  Pullman  car  were  five  carriages, 
and  guard's  van  in  rear.  On  approaching  Armley 
station  the  signals  were  on  agabst  me,  and  I  pulled 
up  to  a  speed  of  about  six  miles  an  hour.  When  about 
200  yards  from  the  home-signal  it  was  lowered,  as  was 
also  the  starting-signal.  I  then  put  on  steam  again, 
and  proceeded  towards  Armley  Bridge,  where  both 
distant  and  home  signals  were  on  against  me.  When 
about  200  yards  or  so  from  the  home-signal,  and  I 
was  running  about  6  or  8  miles  an  hour,  it  was 
lowered  for  me.  I  then  proceeded,  and  saw  the  signals 
at  Wortley  junction,  and  the  distant  from  Whitehall 
junction,  lowered  almost  at  the  same  time:  I  saw  the 
red  Hght  of  the  break  of  a  train  which  was  standing 
on  the  up  inside  line  at  Holbeck  station.  The  distant- 
signal  from  Whitehall  junction  was  all  right  when  I 
passed  it,  but  on  coming  in  sight  of  the  home-signal  I 
found  it  at  "  danger.^'  I  was  then  running  at  a  speed 
of  close  on,  and  not  exceeding,  15  miles  an  hour.  It  is 
the  rule  not  to  exceed  20  miles  an  hour  through  Holbeck 
station.  I  applied  the  Westinghouse  break  inmiediately, 
but  I  did  not  feel  the  effect  of  it  on  the  train  until  close 
on  the  waggons.  My  break  was  applied  before  I  arrived 
at  the  signal-post,  but  it  did  not  seem  to  hold  well,  except 
on  my  tender  and  on  the  front  van.  On  the  second  van 
and  on  the  car  '^  Enterprise  ^  it  did  not  seem  to  take 
effect.  I  had  noticed  that  this  was  the  case  on  stopping 
at  Apperley  station,  where  I  had  to  apply  sand  to  prevent 
my  over-running  the  platform.  I  cannot  say  whether 
it  was  so  at  Armley.  I  had  from  75  lbs.  to  80  lbs. 
pressure  of  air  at  the  time  I  applied  the  break.  I 
have  often  noticed  that  some  trains  fitted  with  the 
same  number  of  Westinghouse  break  carriages  will 
stop  in  much  less  distance  than  others.  The  morning 
was  damp,  and  the  rails  greasy.  I  didn't  consider  I 
was  making  a  good  stop  at  Apperley,  and  don't  think 
I  was  approaching  too  fast.  On  approaching  Holbeck 
I  was  keeping  a  good  look-out  for  the  signals,  and 
believe  I  saw  the  home-signal  as  soon  as  it  was  possible 
for  me  to  do  so,  but  it  seemed  to  me  that  I  was  close  on 
the  signal-post  before  I  got  my  break  to  'vct.  I  didn't 
whistle  for  the  guard's  break,  nor  did  I  reverse  my 
engine,  as  I  did  not  know  that  anything  was  foul  until 
I  was  close  on  the  waggons.  I  couldn't  see  anything 
wrong,  and  as  the  Water  Lane  distant-signal  was  off,  I 
thought  there  was  something  wrong  with  the  signal. 
I  put  on  the  break  as  hard  as  I  could,  and  my  mate 
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applied  sand  to  the  wheels.  I  am  certain  that  mj 
train  was  not  reduced  to  half  speed,  or  seven  miles  an 
hour,  when  the  collision  occurred  My  mate  and  I 
remained  on  the  engine.  As  the  goods  train  was 
going  in  the  same  direction  as  we  were,  I  felt  very 
little  shock  from  the  collision,  and  I  consider  that 
there  was  no  shock  to  the  train.  When  we  stopped  I 
was  near  the  centre  of  the  bridge  with  my  leading 
wheels  off  on  the  left,  and  the  axle-box  resting  on  the 
outside  girder.  There  was  very  little  damage  to  the 
train. 

Edward  Daibaly  fireman  three  years,  states:  —  I 
was  fireman  to  driver  Hunt  on  the  25th  September. 
Wo  were  going  about  15  miles  an  hour  when  I  first 
saw  the  up  home  signal  at  <<  danger."  I  was  on  the 
left  side,  and  saw  it  perhaps  an  instant  before  the 
driver  did  ;  but  I  had  no  time  to  say  anything  before 
he  saw  it. 

Jesse  Atfieldf  passenger  guard  five  years,  states : — 
I  was  in  charge  of  the  up  Scotch  express  on  the 
morning  of  the  25th  of  September,  consisting  of 
engine  and  tender,  two  vans,  Pullman  car,  five  com- 
posite carriages,  and  rear  van,  in  which  I  was  riding. 
The  three  leading  vehicles  were  fitted  ynih  Westing- 
house  break.  We  left  Apperley  Bridge  fifteen  minutes 
late,  at  3.47  a.m.,  on  the  25th  ^ptember.  We  slacked 
for  signal  at  Armley.  The  Wortley  junction  signals 
and  the  distant  from  Whitehall  junction  were  right. 
I  heai'd  no  whistle  for  my  breaks,  and  I  didn't  know 
that  anything  was  wrong  until  just  as  my  van  was 
passing  the  Whitehall  junction  up  home  signal,  when 
I  felt  the  shock  of  the  collision.  It  was  not  very 
violent ;  we  were  not  going  more  than  12  or  15  miles 
an  hour  at  the  time.  I  had  felt  a  slight  slackening  of 
the  speed  just  when  my  van  was  passing  the  down 
end  of  Holbeck  platform,  but  not  very  great.  We 
were  not  going  faster  than  usual  past  Holbeck  station. 
On  getting  out  I  saw  that  we  had  run  into  a  goods 
train,  which  had  been  going  in  the  same  direction  as 
we  were.  I  went  back  to  protect  my  train,  and 
warned   the   Wortley  junction    signalman   and   the 


North-Eastem  signalman  to  block  both  lines.  I  then 
returned  to  my  train.  The  train  was  not  very  full, 
and  none  of  the  passengers  complained  to  me  at  the 
time.  The  engine  only  was  off  the  rails.  The  two 
vans  and  the  side  of  the  Pullman  car  were  damaged. 
The  driver  was  perfectly  sober. 

James  JVestoriy  North  British  passenger  guard  7^ 
years,  states : — I  was  riding  in  the  second  van  firom 
the  engine  on  the  morning  of  the  25th  inst  The 
front  van  was  empty.  I  saw  that  the  up  distant 
signal  from  Whitehall  junction  was  off  when  we  passed 
it,  but  I  didn't  notice  the  up  home  signal.  We  were 
running  about  20  miles  an  hour  through  Holbeck 
station.  I  didn't  know  that  any  thing  was  wrong 
until  the  collision  occurred.  There  was  no  whistling. 
The  shock  was  very  slight ;  I  hardly  felt  it  I  felt 
no  sudden  slackening  of  speed  before  the  collision.  I 
felt  the  breaks  go  on  when  my  van  was  about  opposite 
to  the  south  end  of  Holbeck  platform,  but  I  thought 
it  was  only  the  ordinary  slackening  of  speed  for  White* 
hall  junction.  I  should  think  the  speed  when  the 
collision  occurred  must  have  been  about  12  miles  an 
hour.  The  driver  was  quite  sober.  The  collision 
occurred  at  about  4  a.m. 

John  James  Hanhury^  locomotive  foreman  at  Leeds, 
states : — I  was  on  the  site  of  the  collision  at  about 
5  a.m.  on  the  25th  September.  The  engine  was  off 
to  the  left  with  leading  wheels  and  driving  wheels, 
with  the  axle-box  of  the  left  leading  wheel  on  the 
north  end  of  the  girder  of  the  overbridge.  The  ten- 
der and  all  the  passenger  carriages  were  on  the  rails, 
and  there  were  no  couplings  broken.  Two  of  the 
waggons  of  the  goods  train  were  off  on  the  right 
between  the  bridge  and  the  junction  points.  Just  in 
front  of  the  engine  one  empty  waggon  was  en  its  side, 
resting  on  the  top  of  the  girder,  and  a  second  empty 
waggon  was  hanging  from  this  one  by  the  coupling, 
suspended  over  the  road  below.  Another  was  lying 
below  in  the  road,  broken  very  much.  There  were 
also  five  empty  waggons  off  to  the  right|  fouling  both 
lines  of  ralL 


Concltmon. 

From  the  foregoing  evidence  it  appears  that  this  fortunately  slight  collision  was 
due  to  a  stupid  mistake  of  the  driver  of  the  2.20  a.m.  up  goods  train  from  Bradford 
to  Burton,  who,  while  standing  on  the  inside  up  main  line  short  of  the  Whitehall 
junction  up  home  signal  post,  mistook  the  signal  which  was  lowered  for  the  up  Scotch 
express  on  the  outside  up  main  line  for  the  signal  applying  to  the  line  upon  which  he 
was  standing,  and  consequently  started  his  train  and  fouled  the  junction  just  as  the 
Scotch  express  was  approaching.  He  acknowledges  his  mistake,  and  admits  that  the 
signals  are  so  placed  that  there  should  be  no  risk  of  the  one  being  mistaken  for  the 
ottier. 

The  driver  of  the  Scotch  express  also  is  not  free  from  blame,  for  he  admits  that 
when  he  came  in  sight  of  the  up  home  signal  applying  to  the  line  upon  which  he  was 
running,  it  was  at  "  danger,^'  having  been  thrown  up  by  the  signalman  at  Whitehall 
junction,  on  perceiving  the  mistake  of  the  goods  driver,  arid  yet  that  he  did  not 
sound  his  whistle  for  the  guard's  breaks,  or  reverse  his  engine,  because  he  thought, 
seeing  the  Water  liane  up  distant  signal  was  off,  that  there  must  be  something  wrong 
with  the  Whitehall  junction  up  home  signal  to  cause  it  to  bo  at  "  danger.'' 

He  had  no  business  to  pay  any  attention  whatever  to  the  Water  Lane  distant  signal 
until  he  had  passed  the  junction  signal ;  and  his  plain  duty,  under  all  existing  rules, 
was  to  use  all  the  means  in  his  power  to  bring  his  train  to  a  stand  the  moment  he 
saw  the  junction  up  home  signal  against  him.  Had  he  done  so  he  might  have 
reduced  the  speed  of  his  train  very  considerably,  even  if  he  had  not  been  able  to  stop 
altogether  in  time  to  avoid  the  collision. 

It  should  be  remarked  here  that  the  distance  at  which  the  Whitehall  junction  up 
home  signals  for  the  outside  line  are  visible  from  an  approaching  train  is  quite 
insufficient,  being  only  75  yards. 

There  is  some  difficulty  m  placing  these  signals  so  as  to  be  well  seen,  owing  to  some 
station  buildings  on  an  overbridge  carrying  the  Great  Northern  line  over  the  Midland 
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line  at  Holbreck.  But,  even  if  the  short  distance  between  this  bridge  and  Wortley 
junction  will  not  admit  of  the  signals  being  moved  to  the  other  side  of  the  bridge, 
which  would  be  the  best  place  for  them,  the  view  of  them  would  be  much  improved 
if  the  post  were  moved  from  its  present  position  between  the  two  up  lines  to  the 
outside  of  the  outside  up  line,  and  if  a  bracket  signal  were  substituted  for  the  existing 
double-armed  post. 

The  additional  up  and  down  lines  between  Wortley  junction  and  Whitehall  junction, 
and  the  consequent  alterations  in  the  signalling  arrangements,  have  been  in  use  since 
May  1878,  but  they  have  not  yet  been  submitted  for  inspection  in  the  usual  manner, 
owing,  I  am  informed,  to  some  further  additions  being  contemplated,  and  the  work 
not  yet  being  considered  complete. 

In  similar  cases  it  has  been  customary  to  obtain  the  sanction  of  the  Board  of  Trade 
before  bringing  such  new  works  into  use,  and  it  is  most  desirable  that  this  custom 
should  not  be  departed  from. 

There  is  another  point  in  connection  with  this  accident,  to  which  attention  should 
be  called. 

The  speed  at  which  the  express  was  running  when  the  driver  first  saw  the  signal 
against  him  has  been  estimated  at  from  15  to  20  miles  an  hour ;  and  it  would  seem 
that  the  former  estimate  is  the  nearer  of  the  two.  The  distance  available  for  the 
stop  from  this  point  was  151  yards ;  the  total  weight  of  the  train  was  146  tons ;  and 
of  this  58^  tons,  or  40  per  cent.,  was  breaked  with  Westinghouse  breaks.  Under 
these  conditions  it  appeared  to  me  that,  allowing  for  some  delay  on  the  part  of  the 
driver  in  applying  his  break,  and  for  the  state  of  the  rails,  the  speed  of  the  train 
ought  to  have  been  reduced  considerably  more  than  appears  to  have  been  the  case, 
judging  from  the  evidence,  and  from  the  effects  of  the  collision.  On  this  account, 
therefore,  and  because  of  the  statement  of  the  driver  that  he  thought  his  breaks  did 
not  act  properly,  I  had  the  break  gear  on  these  vehicles  thoroughly  examined,  and 
with  the  following  results,  as  reported  to  me  by  the  officials  of  the  Midland  RaUway 
C!ompany  who  made  the  examination. 

It  was  found  that  the  breaks  upon  break-van  No.  177,  and  upon  Pullman  car 
"  Enterprise,' '  would  not  act  at  all,  as  no  air  passed  into  the  break  cyUnders ;  and  upon 
further  investigation  it  was  found  that  this  was  due  to  the  triple  valves  in  both  cases 
being  so  clogged  with  oil  and  grit  that  they  would  not  work.  The  remainder  of  the 
break  gear  was  stated  to  be  in  good  order,  with  the  exception  of  the  leakage  valves, 
which  did  not  close  properly. 

This  would  seem  to  point  to  the  necessity  of  a  periodical  examination  of  these  triple 
valves,  especially  as  it  does  not  appear  that  their  failure  to  act  necessarily  leads,  in 
all  cases,  to  the  application  of  the  breaks,  and  consequent  detection  of  the  defect  in 
the  break  apparatus,  by  its  automatic  action. 

It  should  be  added  that  the  triple  valves  fitted  to  the  vehicles  in  question  are  not 
thase  of  the  most  recent  pattern,  which  have  an  arrangement  to  prevent  them  from 
becoming  clogged  up  in  precisely  the  same  manner  as  in  this  case. 

I  have,  &c. 

The  Secretary,  P.  A.  Marinmn, 

Railway  Department,  Board  of  Trade.  Major ^  B.E. 

Printed  copies  of  the  above  report  were  eent  to  the  Company  on  the  26th  November, 


NORTH  BRITISH  RAILWAY, 


SiK,  Carlisle,  July  12th,  1878, 

I  HAVE  the  honour  to  report,  for  the  informatioii  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  5th  instant,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred  on 
the  2nd  instMit,  atDrumburgh  station,  on  the  Carlisle  and  Silloth  section  of  the  North 
British  Railway. 

In  this  case,  while  a  return  excursion  train  from  Silloth  to  Carlisle,  due  to  leave 
Silloth  at  7.3  p.m.,  and  Drumburgh  at  7.33  p.m.,  was  stopping  at  Drumburgh  station 
for  the  collection  of  tickets,  it  was  ran  into  by  another  return  excursion  train  due 
to  leave  Silloth  at  7.30  p.m.,  and  Drumburgh  at  7.55  p.m. 

Forty-six  passengers  are  stated  to  have  been  injured,  but  some  of  these  are  believed 
to  have  received  their  iniuries  in  jumping  from  the  first  excursion  train  some  timor 
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after  the  collision,  in  consequence  of  a  drunken  man  having  falsely  raised  an  alarm 
that  another  collision  was  ahout  to  occur. 

In  only  two  cases — ^in  one  of  which  a  collar  bone,  and  in  the  other  several  ribs  were 
broken — are  the  injuries  stated  to  be  of  a  serious  character. 

The  damage  to  rolling  stock  was  very  slight,  and  was  confined  to  the  rear  van  and 
three  rear  carriages  of  the  first  train. 

Description. 

At  Drumburgh  station,  the  line  to  Port  Carlisle  leaves  the  line  from  Carlisle  to 
SiUoth.  Both  lines  are  single ;  and  at  Drumburgh  there  is  a  long  loop  and  an  island 
platform  between  the  up  and  down  lines.  These  lines  are  not,  however,  used  as  proper 
up  and  down  lines  unless  a  crossing  of  trains  is  taking  place ;  otherwise  both  up  and 
down  trains  between  Carlisle  and  SiUoth  use  the  up  line, — ^that  to  Silloth, — and  it  was 
on  the  up  line  that  the  collision  occurred.  The  rear  van  of  the. first  train  was 
standing  at  the  time  160  yards  inside  the  loop  facing-points  next  Silloth,  and  was,  in 
consequence  of  the  length  of  the  train,  considerably  beyond  the  Silloth  end  of  the 
platform. 

The  signal  arrangements  at  Drumburgh  are  of  the  most  primitive  description.  There 
is  no  interlocking  whatever  of  points  and  signals,  and  the  only  protection  to  this 
junction  station  consists  of  three  disc  distant-signals,  one  in  each  direction ;  that 
towards  Silloth  being  407  yards  from  the  loop  facing-points,  or  567  yards  from  the 
van  of  the  first  train.  This  distant-signal  can  be  seen  a  long  way  off  in  clear  weather. 
The  van  of  the  first  train  could  be  seen  from  an  approaching  engine  for  a  distance 
of  about  490  yards. 

The  line  falls  from  Silloth  on  a  gradient  of  1  in  316  as  far  as  the  loop  points,  and 
is  then  level  through  the  station. 

The  single  line  is  worked  with  the  train  staff  and  ticket,  except  between  Abbey  and 
Kirkbride  jimctions,  where  the  block  telegraph  is  used. 

Drumburgh  is  12  miles  75  chains  from  Silloth,  and  9  miles  36  chains  from  Carlisle. 


Evidence. 


1.  William  Foster ^  station-master  at  Drumburgh 
14  years. — I  have  a  boy  to  assist  me  to  work  the 
telegraph  and  collect  tickets.  The  line  is  worked 
with  the  train  staff  and  ticket.  Drumburgh  is  a  staff 
station.  I  was  in  charge  of  the  station  on  the  evening 
of  the  2nd  instant.  I  remember  the  first  excursion 
train  from  Silloth  arriving  on  the  up  line  at  about 
7.36.  It  stopped  to  collect  tickets,  the  engine 
standing  beyond  the  Carlisle  end  of  the  platform. 
I,  the  boy,  the  guard  of  the  train,  and  an  inspector 
accompanying  the  train,  collected  the  tickets.  This 
had  just  been  completed,  and  the  train  was  just  being 
started  after  a  delay  of  10  to  15  minutes,  when 
the  second  train  ran  into  it.  I  was  collecting  tickets 
at  the  front  of  the  train,  and  I  was  not  aware  of  the 
second  train  coming  in  too  fast  till  it  struck.  The 
first  train  had  moved  forward  two  or  three  carriage 
lengths  before  the  second  struck  it.  I  was  standing 
about  the  centre  of  the  train  when  the  collision  oc- 
curred. The  carriages  seemed  to  spring  forward. 
As  soon  as  the  first  train  had  passed  the  distant- 
signal,  when  approaching  the  station  I  turned  this 
signal  to  danger,  and  I  saw  that  it  went  properly 
to  danger,  viz.,  to  the  position  which  it  always  seems 
to  occupy  when  put  to  danger.  (N.B. — ^A  curve 
in  the  line  makes  this  position  of  the  disc-signal 
appear  as  if  it  were  not  fully  at  danger  as  seen 
from  the  station.)  The  evening  was  quite  light  at 
this  time.  I  heard  the  break  whistle  given  by  the 
driver  of  the  second  train  when  he  must  have  been 
inside  the  loop-points.  I  should  have  heard  it  had 
he  whistled  previously.  The  guard  and  inspector 
both  signalled  the  driver  of  the  first  train  to  draw 
ahead.  The  passengers  were  all  in  the  first  train 
when  the  collision  occurred.  The  driver  of  the 
second  train  told  me,  in  the  presence  of  the  inspector, 
that  he  had  not  noticed  that  the  signal  was  on, 
and  he  said  (looking  from  where  we  were  standing), 
it  was  banging  between  half  on  and    half  off.     I 


asked  the  inspector  to  take  notice  of  it.  He  went 
direct  to  it,  and  came  back  and  said  it  was  standing 
at  danger.  The  driver  was  agitated,  but  I  have  no 
reason  to  think  he  was  the  worse  for  liquor.  When 
no  trains  cross  at  Drumburgh,  up  and  down  trains 
both  use  the  up  line,  but  when  they  cross  they  use 
the  proper  lines.  The  facing-points  are  kept  locked^ 
and  they  were  locked  on  this  occasion.  There  was  no 
train  or  engine  or  other  vehicle  using  the  down  line 
at  this  time.  The  first  train  had  already  received  a 
ticket,  and  the  second  train,  but  for  the  collision,  would 
have  proceeded  with  the  staff;  but  as  it  was,  it  pro- 
ceeded with  a  ticket  at  about  8.50.  About  half  an  hour 
after  the  collision,  two  carriages  in  the  first  train, 
which  had  been  uncoupled  by  the  shock,  were  being 
pushed  forward  by  the  engine  of  the  second  train  to 
rejoin  the  first  train,  when  a  drunken  man  on  the 
platform  called  out  that  there  was  another  train  ap- 
proaching, which  made  the  passengers  in  the  first 
train  jump  out,  and  a  great  many  injuries  were 
then  received. 


2.  Thomas  Foster,  clerk  at  Drumburgh,  son  of  the 
previous  witness. — I  collected  tickets  in  the  carriages 
next  the  engine  of  the  first  train.  After  the  train  had 
arrived  I  saw  the  station-master  put  the  signal  to 
danger.  I  saw  that  it  went  to  the  position  it  usually 
appears  to  occupy  when  at  danger.  I  noticed  that  the 
first  train  arrived  at  7.36  and  was  struck  at  7.45.  The 
first  train  was  in  motion  when  struck ;  it  had  travelled 
forward  perhaps  two  carriage  lengths.  It  was  pro- 
ceeding with  all  the  passengers  in  it,  the  station 
business  being  done.  I  heard  the  break  whistle  given 
more  than  once  before  the  collision.  I  heard  the 
driver  of  the  second  train  say  to  guard  Moffatt  that  the 
signal  had  not  been  at  danger ;  this  was  about  six 
minutes  after  the  collision.  The  driver  seemed  quite 
himself.    The  inspector  and  guaid  gave  the  driver  the 
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signal  to  start    I  do  not  know  whether  the  tickets 
were  all  coUected  in  the  rear  of  the  train. 


3.  Thomas  Simpson^  driver  12  years. — I  took 
charge  of  No.  3  excursion  from  Carlisle  to  Silloth  on 
the  2nd,  and  on  the  return  journey  I  had  charge  of 
Nos.  3  and  4  trains  comhined.  I  was  at  Silloth  all 
the  time  from  10  a.m.  to  7.10  or  11  p.m.,  when  we 
left,  seven  or  eight  minutes  late.  We  had  on  22  or 
23  vehicles  on  the  retuni  journey,  with  one  guard.  I 
was  not  aware  there  was  an  inspector  with  the  train. 
There  was  one  van  on  the  rear  of  the  train.  I  had 
the  ordinary  hand  break  on  the  tender.  The  worst 
gradient  on  the  line  is  about  1  in  200,  near  Abbey 
junction.  We  were  seven  or  eight  minutes  late, 
waiting  for  the  arrival  of  the  6  o'clock  up  train  from 
Carlisle,  due  at  7  p.m.  After  starting  we  had  a  clear 
run  to  Drumburgh,  where  we  arrived  at  7.36  by  my 
watch.  The  tickets  were  there  collected,  and  the 
station  work  was  completed,  and  I  had  started  and 
got  about  10  yards  forward  when  the  collision 
occurred.  I  had  neither  seen  or  heard  anytiiing  of 
the  second  train  before  it  struck  me.  I  hardly  felt  the 
blow  on  the  engine.  I  was  detained  till  8.20  before 
proceeding.  The  collision  occurred  about  7.45  p.m. 
I  could  not  see  the  distant-signal  from  where  I  was 
standing;  and  I  do  not  know  whether  it  was  at  danger 
or  not.  I  never  spoke  to  the  other  driver  after  the 
cdlision.  The  last  time  I  had  seen  him  was  about  a 
quarter  to  4  at  Silloth.  He  was  then  at  the  jetty 
end,  looking  through  a  glass  at  the  Isle  of  Man.  We 
had  had  a  pint  of  ale  together  in  a  grocer's  shop  about 
12  or  1  o'clock.  It  is  not  the  custom  for  the  excur- 
sionists to  give  us  food  or  money,  and  they  had  not 
done  so  on  this  occasion.  I  had  got  the  ticket  to 
proceed  from  Thomas  Foster,  and  I  got  a  starting- 
signal  either  from  the  agent  or  guard.  I  have  found 
the  distant-signal  from  SiQoth  not  working  properly, 
especially  in  hot  weather.  The  2nd  was  a  hottish  day. 
It  was  at  all  right  when  I  passed  it.  I  have  never 
reported  this  signal  not  working  properlV)  but  I  have 
spoken  about  it  to  the  station-master.  (The  station- 
master  being  re-called,  acknowledged  that  the  signal 
had  been  reported,  and  that  he  had  called  the  attention 
of  the  surface  men  to  it  The  last  complaint  was 
perhaps  two  months  since.  The  signal  had  been  last 
used  on  the  2nd  for  the  5  o'clock  down  goods  train, 
and  was  then  working  properly,  so  far  as  he  knew.) 

4.  Thomas  Harrington^  guard  six  years. — I  accom- 
panied the  No.  3  train  from  Carlisle  to  Silloth,  and 
returned  in  charge  of  Nos.  3  or  4  on  the  journey  back 
to  Carlisle.  The  combined  trains  consisted  of  22 
vehicles.  I  was  the  only  guard,  riding  in  the  rear 
van.  There  was  also  a  break  carriage  about  the 
centre  of  the  train,  in  which  there  was  an  inspector. 
We  left  Silloth  at  7.10,  seven  minutes  late,  waiting 
for  the  arrival  of  the  6  p.m.  train  from  Carlisle,  which 
was  late.  We  had  a  clear  run  to  Drumburgh,  where 
we  arrived  at  7.36.  I  don't  know  whether  or  not  the 
signal  was  put  up  to  protect  us.  I  considered  that 
the  agent's  duty.  I  collected  the  tickets,  working 
from  the  van  forwards.  I  had  not  quite  finished 
when  I  heard  the  driver  of  the  second  train  give  the 
break  whistle  three  times  close  together,  when  he 
would  be  between  the  signal  and  the  points.  I  then 
asked  the  inspector  whether  he  had  collected  all  the 
tickets ;  he  said  he  had,  and  that  he  had  already  given 
the  driver  a  signal  to  proceed;  the  train  was  in 
motion,  and  it  had  got  forward  about  two  or  three 
carriage  lengths  when  the  collision  occurred.  I  was 
about  four  carriage  lengths  from  the  engine  when  the 
colHsion  occurred.  I  did  not  see  Davidson  during 
the  time  I  was  at  Silloth.  The  collision  occurred  at 
7.45.  The  passengers  were  then  all  in  the  train. 
Some  time  afterwards  I  saw  a  great  many  passengers 
jump  out  of  my  train.  My  break  and  two  carriages  had 
been  detached  by  the  collision,  and  were  being  pushed 
forward  by  the  engine  of  the  second  train.  The 
driver  of  the  second  train  seemed  none  the  worse  for 


liquor.    Davidson  said  to  me  at  8  o'clock  that  the 
signal  had  not  been  at  danger* 

Walter  Grieve,  traffic  inspector  about  four  years. — 
I  had  gone  to  Silloth  with  the  6  p.m.  passenger 
train  and  returned  at  once  with  the  combined 
Nos.  3  and  4  excursion  trams.  I  rode  in  the  break 
compartment  of  a  third-class  carriage  about  eighth  from 
the  engine.  I  was  alone  in  it.  All  went  right  up  to 
Drumburgh,  which  we  reached  at  7.38  p.m.  I  then 
helped  to  collect  the  tickets,  working  backwards 
tovtrards  the  van.  I  noticed  that  the  signal  was  put 
to  danger  to  protect  us.  I  observed  the  position  of 
the  disc,  and  it  was  showing  danger  properly,  in  my 
opinion.  I  was  about  the  centre  of  the  first  train, 
when  the  beat  of  the  engine  of  the  second  train,  which 
was  at  that  time  just  inside  the  signal,  attracted  my 
notice,  and  I  went  to  the  other  side  of  the  platform 
to  look  at  it  I  thought  it  was  coming  too  fast,  and 
at  once  signalled  the  driver  by  shouting  and  waving 
to  go  ahead.  He  at  once  started  and  had  got  ahead, 
I  think,  10  or  12  carriage  lengths  before  the  collision 
occurred.  Ihad  not  got  back  to  the  rear  of  the  train  before 
it  happened.  I  heard  no  break  whistle  given  by  the 
driver  of  the  second  train  after  I  first  saw  it,  nor  before 
I  had  seen  it  I  think  the  speed  on  collision  must 
have  been  from  10  to  15  miles  an  hour.  The  collision 
occurred  about  7.46.  I  looked  at  my  watch  about  two 
minutes  after  it  occurred.  Driver  Davidson  said  that 
the  signal  was  clear.  I  replied  that  it  was  hard  on,  fOid 
that  it  was  very  foolish  of  him  to  be  running  at  the  speed 
he  was.  He  was  excited,  but  I  do  not  think  he  was 
at  all  the  worse  for  drink.  I  afterwards  went  to  the 
signal  with  a  foreman  of  surface-men  and  found  that 
the  signal  was  showing  full  on  to  an  approaching  driver, 
and  I  am  confident  the  lever  had  not  been  moved 
from  the  position  in  which  it  had  been  placed  after 
the  arrival  of  the  train.  The  steam  was  not  on  when 
I  first  saw  the  second  engine. 

6.  William  Moffatt,  guard  three  years. — I  accom- 
panied the  9.30  a.m.  train  to  Silloth  oo  the  morning 
of  the  2nd,  and  returned  with  the  same  train  from 
Silloth.  It  consisted  of  16  vehicles,  with  a  break 
carriage  at  the  rear  end.  There  was  no  other  break 
vehicle  on  the  train,  and  I  was  the  only  guard.  We 
left  Silloth  at  7.35,  five  minutes  late,  detained  by 
getting  the  passengers  seated.  I  was  alone  in  my 
compartment  I  had  not  been  with  Davidson  at  aU 
during  the  day.  I  had  had  a  bottle  of  beer  for  my 
dinner,  but  got  no  food  or  drink  from  the  excur- 
sionists. Nothing  unusual  occurred  on  the  journey 
till  we  approached  Drumburgh,  when  we  had  to  stop 
to  collect  tickets.  I  did  not  notice  the  speed  as  being 
unusually  high.  I  consider  we  should  have  reached 
Drumburgh  at  about  7.55,  as  we  left  five  minutes 
late.  I  did  not  notice  the  distant-signal  as  we 
approached  or  passed  it,  as  my  attention  was  taken  up 
by  a  man  who  had  opened  a  door  on  the  right-hand 
side  of  the  centre  of  the  train,  and  was  out  on  the 
step,  apparently  talking  to  somebody  in  another 
compartment.  I  was  not  aware  that  a  collision  was 
imminent  tiU  it  occurred,  when  I  felt  hardly  any 
shock,  not  more  than  from  an  ordinary  stop.  I  did 
not  note  the  time,  not  having  a  watch  on,  but  at  the 
Citadel  station  Grieve  told  me  (this  Grieve  denies) 
that  it  was  at  about  8.  The  speed  did  not  strike 
me  as  being  unusually  high,  and  I  have  been  informed 
that  between  Abbey  junction  and  Kirkbride  junction 
it  did  not  exceed  30  miles  an  hour,  as  taken  from  the 
telegraph  books.  I  had  my  break  on  easy  from  just 
beyond  the  distant-signal,  and  I  was  not  apprehensive 
that  we  should  not  stop  at  the  platform.  I  heard  no 
break  whistle.  We  had  slacked  both  at  Abbey 
junction  and  Kirkbride  junction  for  delivering  up  and 
taking  tickets. 

7.  Isaa4i  Davidson,  driver  since  1869,  but  away 
for  two  years  on  the  Midland  Railway  with  a  con- 
tractor, returned  to  the  North  British  Company  in 
1875.— I  know  the  line  between  Carliide  and  Silloth 
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perfectly  well.  I  took  down  the  9.30  a.m.  excursion 
train  to  Silloth,  and  returned  from  Silloth  at  7.35, 
five  minutes  late.  I  was  all  day  at  Silloth.  I  was  not 
treated  by  the  excursionists.  I  got  my  dinner  about  3. 
The  only  drink  I  had  was  a  pint  of  ale.  I  had  on 
16  carriages,  one  of  which  was  a  break-caniage. 
There  was  no  break  on  the  engine,  but  there  were 
two  break-handles  on  the  tender,  which  had  only  four 
wheels.  The  tender  weighed  about  16  tons.  We 
first  slacked  at  Abbey  junction  to  12  or  13  miles  an 
hour  (the  rule  being  3  miles  an  hour)  to  give  up  the 
ticket,  next  at  Kirkbride,  to  about  10  miles  an  hour 
(3  by  rule),  to  take  up  a  ticket.  After  this  I  got  into 
a  speed  of  about  20  miles  an  hour  till  we  came  to  the 
chemical  works,  where  I  shut  off  steam  for  stopping 
at  Drumburgh.  I  then  saw  the  distant-signal  showing 
clear,  a  complete  knife  edge  towards  me — not  half  on 
and  half  off — ^and  it  remained  in  this  position  till  I 
passed  it.  It  never  altered.  I  saw  the  tail  of  the 
first  train  directly  after  passing  the  bridge  (490  yards 
off),  and  gave  three  or  four  sharp  whistles,  my  speed  then 
being  10  to  12  miles  an  hour.  I  then  put  my  break 
on,  and  the  fireman  put  on  his,  and  I  reversed,  put 
steam  against  my  engine,  and  supplied  sand,  although 
the  rails  were  dry,  but  nevertheless  I  ran  into  the 
other  train  at  a  spcid  of  about  four  or  five  miles  an  hour. 
I  could  not  say  whether  the  other  train  was  in  motion 
or  not,  but  it  parted,  and  the  van  and  two  carriages 
remained  close  to  my  engine.  I  was  leaning  over  on 
the  left,  hand-rail,  waving  Simpson  to  go  ahead,  and 
jumped  down  when  about  two  carriage  lengths  off  to 
try  and  get  Simpson's  attention.  I  kept  my  feet. 
The  fireman  did  not  jump.  I  do  not  know  what  time 
the  collision  occurred. 

8.  James  Donald^  fireman  eight  months. — I  agree 
with  the  driver's  statement.  I  saw  the  signal  40  or 
50  yards  after  passing  it,  when  it  was  off. 

9.  David  Campbell^  foreman  surface-man  about 
eight  years  from  Drumbinrgh  to  Kirkbride,  a  length 
of  rather  more  than  three  miles. — I  was  at  the  bridge, 
east  of  the  station,  when  the  first  train  arrived.  I  had 
come  towards  the  station  and  had  nearly  reached 
it  when  the  second   train    came  up  and  lun  in.    I 


had  heard  the  break  whistle.  The  first  train  was  in 
it  when  the  collision  occurred.  On  going  back 
with  a  red  fiag  I  noticed  the  signal  towards  Silloth 
standing  in  the  position  to  shew  danger  to  the  line. 
Inspector  Grieve  ran  up  behind  me  and  said  the 
signal  was  working  properly.  This  was  when  I  had 
got  beyond  it.  I  have  had  complaints  occasionally  from 
the  agent  about  the  signal  and  have  attended  to  them. 

It  is  stated  that  on  the  signal  being  tried  the  next 
day,  it  would  not  work  properly  twice  out  of  four 
times. 

The  subjoined  statement  has  been  furnished  me  by 
the  superintendent  of  the  line ;  there  are  some  evident 
inaccuracies  in  the  times  registered,  due  probably  to 
the  clocks  not  agreeing  and  inaccuracies  of  entry. 

Statement  of  the  time  at  which  the  return  special 
excm'sion  trains  run  from  Carlisle  to  Silloth  and 
back  on  the  2nd  July  are  entered  in  the  train 
record  books  kept  at  the  several  stations  and 
signal  cabins. 


Distance 

from 

First    Second 

Silloth. 

Special.  Special. 

Miles.  Chahis. 

P.1C.           P.M. 

Silloth         -        -  left 

7.15      7.35 

4         64 

Abbey         -        -  passed 

7.22      7.40 

5        22 

Abbey  junction    -      „ 

7.28      7.40 

9           5 

Kirkbride  junction      „ 

7.33      7.47 

9         55 

Kirkbride    -        -      ,, 

7.32      7.46 

12        75     Drumburgh 


arrived  7.36      7.45 


The  agent  at  Abbey  states :  that  the  driver  of  the 
second  excursion  train  passed  there  at  an  unusually 
high  rate  of  speed,  and  he  noticed  the  driver  put  on 
steam  immediately  after  passing  there.  This  agent 
says  he  has  not  had  any  experience  in  estimating 
speed,  and  cannot  say  the  exact  number  of  miles  per 
hour. 

The  agent  at  Kirkbride  makes  a  similar  statement, 
and  he  is  quite  certain  that  the  speed  was  not  less 
than  45  miles  an  hour. 


Conclusion. 

This  collision  was  due  to  a  want  of  proper  caution  on  the  part  of  Davidson,  the 
driver  of  the  second  excursion  train,  in  approaching  Drumhurgh  station  where  he  had 
to  stop.  Giving  him  the  benefit  of  the  doubt  as  to  the  position  of  the  distant-signal, 
he  could,  had  he  been  keeping  a  proper  look-out,  have  seen  the  van  of  the  first  train 
more  than  a  quarter  of  a  mile  off ;  and  had  he  not  been  approaching  Drumburgh  at 
an  injudiciously,  high  speed,  he  ought,  with  the  extra  means  he  employed  for  pulling 
up,  have  been  able  to  stop  his  engine  quite  clear  of  the  van  of  the  first  train.  He 
had  been,  allowing  for  mistakes  in  the  train  registers,  evidently  running  at  a  very  high 
rate  of  speed,  and  fast  overhauling  the  train  in  front  of  him,  for  he  left  Silloth 
20  to  24  minutes  after  it,  and  ran  into  it  at  Drumburgh,  where  the  first  train  could 
hardly  have  been  standing  more  than  15  minutes  (the  evidence  says  from  9  to  11 
minutes),  a  gain  of  6  to  9  minutes  in  running  12  miles  75  chains,  a  high  average 
rate  of  speed  being  thus  indicated,  as  the  first  train  had  accomplished  the  distance  in 
about  26  minutes. 

Both  excursion  trains  were  very  ill  provided  with  break  power;  the  first  one, 
consisting  of  22  vehicles,  having  only  one  break-van  with  a  regular  guard,  and  a  break 
compartment  with  an  inspector  riding  in  it ;  and  the  second  train,  consisting  of  16 
vehicles,  having  only  one  break-carriage  and  regular  guard ;  this  latter  guard  moreover 
does  not  appear  to  have  been  attending  to  his  duty  in  approaching  Drumburgh.  The 
first  of  these  trains  ought  to  have  had  at  the  veiy  least  three  break-carriages  and  three 
guards,  and  the  second  two.  Had  the  second  train  been  so  provided,  it  is  probable  that, 
notwithstanding  the  driver's  want  of,  care,  the  collision  would  have  been  prevented. 
Much  more  would  it  have  been  prevented  had  the  train  been  provided  with  continuous 
breaks.  Thus,  on  one  day,  this  collision  and  the  one  close  to  the  Carlisle  Citadel 
station,  together  involving  injury  to  no  less  than  107  persons,  might  in  all  probability 
have  been  prevented,  had  the  trains  in  each  case  been  provided  with  continuous  breaks. 
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In  the  absence  of  interlocking,  it  is  impossible  to  decide  whether  or  not  the  distant- 
signal  was  at  danger  to  protect  the  first  train.  It  is  certainly  time  that  the  signal 
arrangements  at  this  junction  station  are  modernised.  With  a  proper  system  of 
interlocking,  this  collision  might  have  been  prevented,  as,  had  the  loop-points  been 
worked  from  a  cabin,  the  signalman,  on  seeing  the  second  train  approaching  too  quickly, 
might  have  turned  it  on  to  the  down  line,  where  there  was  nothing  standing  at  the 
time.  And  indeed,  with  existing  arrangements,  it  would  have  been  only  prudent  on 
the  part  of  the  station-master,  knowing  that  a  second  train  was  following,  to  have 
reversed  the  loop-points  after  the  arrival  of  the  first  train,  so  that  the  second  train 
might  have  been  turned  on  to  the  down  line. 

It  is  very  little  use  to  keep  train  register  books  if  some  better  means  are  not  taken 
to  insure  accuracy  than  appears  to  have  been  the  case  on  the  Carlisle  and  Silloth  line. 

I  have,  &c., 
The  Secretary,  0.  S.  HuTcmNSON, 

(Bailwav  Department,)  Major  Gen.,  R.E.  * 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  22nd  August. 


NORTH-EASTEEN  RAILWAY. 


Board  of  Trade,  (RaUway  Department,) 
Sir,  13,  Downing  Street,  London,  S.W.,  24th  August  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  6th  instant,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  took  place  on 
the  30th  ultimo  at  York  station  on  the  North-eastern  Railway. 

In  this  case,  while  a  North-eastern  Company's  down  goods  train  from  Normanton 
to  York  was  standing  on  the  independent  goods  line  witti  its  van  326  yards  inside 
the  down  home  independent-line  signal  at  Holgate  Bridge  cabin,  York,  it  was  run 
into  by  a  Great  Northern  Company's  down  goods  train  from  King's  Cross  to  York. 

A  waggon  examiner,  John  Whitfield,  in  the  North-eastern  Company's  service, 
was  found  dead  shortly  after  the  collision,  in  the  6-ft.  space  between  the  independent 
and  down  main  lines  opposite  the  tender  of  the  Great  Northern  engine.  His  legs 
were  across  the  rails  of  the  down  main  line,  between  the  wheels  of  an  empty  carriage 
train  which  had  arrived  a  few  minutes  previously,  and  was  standing  on  that  line. 
Whitfield  had  received  severe  injuries  about  the  head,  but  I  could  obtain  no  direct 
evidence  that  the  collision  was  the  cause  of  his  death,  though  it  was  so  presumptively ; 
but  it  is  of  course  possible  that  he  might  have  been  knocked  down  by  the  empty 
carriage  train,  and  received  the  injuries  of  which  he  died.  No  other  servants  of 
the  companies  were  injured,  except  the  guard  of  the  Great  Northern  train. 

In  the  North-eastern  Company's  train  the  van  and  17  waggons  were  thrown  off  the 
rails  and  more  or  less  damaged. 

In  the  Great  Northern  Company's  train  the  engine  and  tender  and  nine  waggons 
were  thrown  off  the  rails  and  more  or  less  damaged. 

The  total  cost  of  repairs  is  estimated  at  about  120^. 

Description. 

At  South  Points  cabin,  about  a  quarter  of  a  mile  south  of  Holgate  Bridge  cabin, 
up  and  down  independent  lines  join  the  main  lines  from  Normanton  and  Doncaster. 
These  -independent  lines  then  continue  northwards  to  York  station,  and  at  Holgate 
Bridge  cabin,  they  again  communicate  with  the  main  lines.  The  points  and  signals 
at  both  cabins  are  properly  interlocked,  and  as  regards  the  independent  down  line 
the  Holgate  Bridge  signalman  has  a  home-signal  125  yards  south  of  Holgate  Bridge 
cabin  and  a  distant-signal  near  South  Points  cabin,  both  these  signals  being  well 
placed  for  sight.  After  passing  the  independent  down  home-signal  for  the  goods  yard, 
goods  drivers  are  supposed  to  be  in  the  yard  and  under  the  orders  of  shunters,  &c., 
there  being  no  more  fixed  signals  for  their  guidance.  In  consequence  of  Holgate 
Bridge  and  a  curve  in  the  line  the  view  of  the  goods  yard  north  of  the  bridge  is 
much  obstructed,  and  the  tail  lamps  of  the  North-eastern  goods  train  could  not  have 
been  seen  on  the  present  occasion  by  the  Great  Northern  driver  until  he  was  within 
about  200  yards  of  them. 

The  lines  in  the  neighbouThood  of  Holgate  Bridge  are  practically  level. 
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1.  George  Whincup^  signalinan  at  Holgate  Bridge. 
I  am  a  signalman  in  the  service  of  the  North- 
eastern Company,  and  have  been  seven  years  signalman 
at  Holgate  Bridge.  I  came  on  duty  at  10  p.m.  on 
the  30th  July  for  an  eight  hours  shift.  I  keep  a  train 
register.  The  Normanton  goods  train  passed  my 
cabin  at  11.4  p.m.,  as  entered  in  my  book.  Being  a 
train  on  the  independent  line  it  was  not  rung  on  to  me 
from  the  South  Points  cabin.  The  train  stopped  on  the 
independent  line  about  200  yards  past  my  cabin.  The 
van  had  on  two  side  lights  and  a  tail  light,  which  I  saw 
burning  ;  they  were  good  lights.  I  had  taken  off  my 
home-signal  for  this  train,  but  not  the  distant^  as  the 
driver  had  passed  it  before  he  whistled  for  the  home- 
signal.  I  had  not  jtaken  otf  the  down  independent  distant- 
signal  since  I  came  on  duty.  I  am  quite  sure  that  I 
saw  the  back  light  of  this  distant-signal  showing  that 
it  was  in  the  position  of  danger.  After  the  North- 
eastern train  had  passed  I  put  the  independent  hoine- 
signal  on  to  danger.  I  saw  the  back  light  of  the 
signal  showing  "green,"  denoting  that  it  had  returned 
to  danger.  I  never  took  off  this  home-signal  again 
before  the  collision.  At  11.9  p.m.  a  train  of  empty 
carriages  passed  on  the  main  down  Normanton  line, 
and  a  Normanton  up  goods  train  passed  along  the 
up  independent  at  11.14  p.m.  The  first  intimation 
I  received  of  the  Great  Northern  down  goods 
train  was  seeing  it  pass  my  cabin.  I  had  heard 
no  whistle  from  the  diiver  of  this  train  previous  to 
this,  and  there  was  no  whistling  going  on  which 
would  have  prevented  me  from  hearing  the  Great 
Northern  driver  whistle,  had  he  done  so.  The  train 
was  running  at  a  speed  of  20  or  25  miles  an  hour,  a 
most  unusual  speed  at  this  place,  where  the  speed  is 
usually  from  2  to  3  miles  per  hour,  as  the  trains 
are  drawing  up.  One  of  the  windows  of  the  cabin 
was  open,  and  I  shouted  to  the  driver  as  he  passed 
to  look  out.  There  was  not  sufficient  light  to  enable 
me  to  see  what  was  being  done  on  the  engine.  I 
observed  that  steam  was  on.  I  saw  nothing  to  lead 
me  to  suppose  that  the  driver  heard  me  shout,  or 
that  his  attention  was  otherwise  attracted;  but  after 
he  had  passed  the  cabin  I  saw  fire  flying  from  the 
wheels  of  the  engine  as  if  it  had  been  reversed,  but 
I  did  not  notice  the  steam  being  shut  off.  The  van 
of  the  Great  Northern  train  came  to  a  stop  a  little  on 
the  station  side  of  the  cabin.  I  did  not  notice  whether 
the  van  break  was  applied.  The  collision  occurred 
at  about  11.18  p.m.;  I  booked  it  at  onoe.  I  saw 
the  driver  of  the  Great  Northern  train  directly  after 
the  collision  about  the  centre  of  the  train :  he  seemed 
all  right,  and  not  under  the  influence  of  diink,  nor 
did  he  smell  of  drink.  I  asked  him  if  he  was  any 
worse,  and  he  said,  no.  I  ^ked  him  if  the  signals 
were  on,  and  he  said,  yes.  I  asked  him  what  he  was 
doing,  and  he  said  he  did  not  know.  There  was  a 
train  of  empty  carriages  standing  on  the  down  main 
Normanton  line  inside  the  junction,  with  a  tail  lamp 
on  it,  about  250  yards  from  the  cabin.  The  ^an  of 
this  train  had  a  proper  tail  light  on  it.  The  engine 
of  the  Great  Northern  goods  train  and  the  van  of  the 
North-eastern  up  train  passed  the  cabin  about  the 
same  time.  I  saw  fire  flying  from  the  tender  wheels 
at  the  same  time  I  saw  fire  fiying  from  the  engine 
wheels. 

2.  George  Eekles^  North-^eastem  signalman  aboni 
4^  years,  two  years  at  South  Points  cabin. — I  came 
on  duty  at  6  p.m.  on  the  30th  ultimo,  for  a  12  hours 
shift.  I  keep  a  train  register.  The  North-eastern 
lauin  passed  my  cabin  at  11.1.  I  did  not  notice  whether 
the  distant-signal  from  the  Hecate  Bridge  cabin  was 
lowered  for  this  train.  Soon  after  the  North-eastern 
train  had  passed  I  looked  at  this  sigual  and  it  showed 
a  good  red  light.  I  looked  along  the  line  to  see 
if  the  North*eastem  tnun  was  dear,  and  then  ob-' 
served  that  the  distant-signal  for  the  Holgate 
cabin  independent  line  was  at  danger,  and  I  Uke- 
wise  observed  that  the  home-signal  for  the  indepen- 


dent line  worked  from  Holgate  Bridge  was  also  at 
danger ;  this  signal  is  the  top  lamp  of  the  three  on 
the  low  signal-post.  The  Great  Northern  train  was 
then  signalled  as  passing  Nabum  at  11.8.  I  was 
able  to  give  line  clear  for  it  as  the  North-eastern 
goods  train  had  already  entered  the  independent. 
The  Great  Northern  train  passed  my  cabin  at  11.14. 
I  had  not  lowered  the  ■  distant-signal  for  this  train 
having  been  waiting  to  hear  it  whisde,  and  it  not  having 
done  so  before  it  passed  the  distant-signal.  I  observed 
by  its  head  lights  where  it  wanted  to  go,  and  set 
the  points  and  lowered  the  signal  for  the  independent 
line,  although  I  had  not  heard  the  driver  whistle  at 
all.  The  train  passed  my  cabin  at  a  speed  of  20  or 
25  miles  an  hour.  It  was  a  fisister  speed  than  usual 
for  a  heavy  train.  I  saw  the  driver  and  fireman, 
and  they  appeared  to  be  looking  to  the  frtmt.  The 
steam  was  on  when  the  engine  passed.  I  did  not 
notice  whether  the  van  break  was  on.  A  goods  train 
of  this  description  usually  takes  from  six  to  eight 
minutes  to  run  from  Naburn  to  my  cabin  ;  this  train 
took  six  mintites.  After  the  train  had  passed  into 
the  independent,  I  again  looked  towards  Holgate 
'  Bridge  and  i^w  that  the  distant-signal  was  at  danger. 
I  could  not  see  the  home-signal  on  account  of  steam 
from  the  engine.  I  knew  that  the  second  goods  train 
was  a  Great  Northern  train  by  the  position  of  the 
.  head  lights,  and  it  had  on  a  light  load.  I  am  sure 
that  the  Great  Northern  engine-driver  had  steam 
on  when  passing  my  eabin  by  the  puffing  noise. 
I  do  not  Udnk  the  engine  was  reversed.  The  up 
Normanton  goods  train  was  drawing  up  at  the  up 
independent  signal  at  the  time  the  Great  Northern 
goods  train  was  passing  into  the  down  independent. 
There  were  no  other  down  signals  off  that  I  saw 
which  the  driver  could  have  mistaken.  I  know  that 
all  goods  trains  after  entering  the  independent  are 
supposed  to  stop  in  the  junction,  that  is,  north  of 
Holgate  Bridge.  The  Great  Northern  train  is 
sometimes  stopped  and  sometimes  has  a  clear  run. 
The  North-eastern  goods  train  on  the  up  line  to 
Normanton  passed  my  cabin  at  11.15,  it  was  not 
quite  stopped,  but  very  nearly. 

Frederick  Thompson^  North-eastern  goods  guard, 
13  years  in  the  servica — ^I  started  from  Normanton 
on  the  evening  of  the  30th  ultimo  at  9.55  p.m.,  30 
minutes  late,  with  a  train  of  25  waggons  and  a  van 
for  York.  We  did  no  work  on  the  road.  We  had 
a  clear  run,  and  anived  at  Holgate  Bridge  at  11.5 
on  the  independent  line.  The  tail  of  the  train  stopped 
about  200  yards  inside  Holgate  Bridge  cabin.  The 
tail  of  the  train  never  moved  from  that  position  until 
it  was  struck.  As  soon  as  the  train  arrived  the 
engine  left  the  train,  and  went  away  to  turn  and  get 
water,  as  it  had  to  return  with  another  train  to  Millbrd 
junction  ;  the  pilot  engine  in  the  meantime  had  taken 
away  part  of  the  waggons  from  the  front  of  the  train, 
and.  was  on  its  way  to  rejoin  the  train  when  the 
collision  occurred.  The  waggons  were  knocked 
forward  and  came  into  collision  with  the  waggons 
attached  to  the  pilot  engine.  I  saw  the  Great 
Northern  train  con^g  from  under  the  bridge  and 
had  just  time  to  jump  from  my  van  before  the 
collision.  I  jumped  out  on  the  left  rade  of  the  van 
and  escaped  without  injury.  I  was  looking  at  the 
Great  Northern  eng|ine  as  it  ran  into  the  van.  I 
cannot  say  whether  the  engine  was  reversed.  I 
observed  no  fire  flying  from  the  wheels  of  the  engine 
or  the  tender.  Steam  was  coming  out  of*  the  funnel, 
but  whether  it  was  reversed  or  not  I  cannot  say.  I 
thought  the  speed  at  which  the  engine  struck  the  van 
was  from  20  to  25  miles  an  hour.  The  engine  ot 
the  Great  Northern  train  stopped  in  its  own  length. 
I  think  the  collision  occurred  about  11.15  p.m.,  a^ut 
ten.  minutCB  after  the  train  had  arrived.  I  heard  the 
train  coming,  looked  ou^  of  the  window,  and  seeing 
the  engine  I  jumped  out.  Neither  the  driver  nor 
the  fireman  of  the  Great  Northern  engine  jumped  off. 
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I  saw  the  drlveir.  skoHly.  altec  thd  ooUiiioii  ifhen  be 
was  still  op  ^he  engine;  I  was  cm  the  :gromu}«  I 
asked  him  if  be  was  any  worse  and  he  said  no.  I 
did  not  ask  him  nor  did  I  hear  him  say  how  he  dame 
to  run  into  us.  I  was  not  near  enough  to  smell  his 
breath  but  he  appeared  perfectly  sober.  The  van 
and  a  number  of  waggons  were  damaged.  My  bi?eak 
was  off.  I  had  taken  it  off  after  arriving.  About 
ten  minutes  alter  the  collision  looking  under  the 
tender  I  saw  Whitfield,  the  deqeased,  lying  between 
the  independent  and  the  down  main  line.  We  made 
.up  five  minutes  on  the  journey  between  Normantoii 
and  York,  arriving  at  York  26  minutes  late.  We 
were  30  minutes  late  in  starting  in  consequence  of 
iiaying  to  go  to  Wi^fieid  out  of  the  ordinary  course. 
We  generally  run  to  time  with  this  train,  and  we 
are  generally  clear  l^  the  time  the.  Great  Northern 
train  is  due. 

George  Hill,  Great  Northern  goods  guard,  seven 
years  in  the  service. — I  joined  No.  178  down  Great 
Northern  goods  train  at  Betford  on  the  30th  ultimo. 
We  lefl  at  8.10  p.m.,  10  minutes  late,  and  we  left 
Doncaster  at  9.50,  right  time,  with  a  load  of  29 
waggons  (7  empty,  22  loaded),  and  a  van  in  which 
I  was  alone.  The  engine  had  accompanied  the  train 
from  Peterbro'.  I  saw  the  driver  of  the  train  at 
Doncaster,  but  I  had  no  communication  with  him 
further  than  giving  him  **  right  away."  We  had 
stopped  in  the  go^  yard  at  Doncaster  nelu*  the 
C  box  about  25  minutes^  but  I  cannot  say,  i7het]|ier 
the  driver  had  been  away  from  his  engine.  We  did 
not  stop  anywhere  between  Doncaster  and  York. 
On  approaching  the  South  Points  cabin  at  York  I 
did  not  hear  the  driver  whistle  ^^r  the  independent, 
but  I  am  confident  the  distant-signal  was  off  and 
the  home-signal.  Just  before  reaching  the  south 
points  I  noticed  that  both  the  Holgate  Bridge  home 
and  distant  signals  for  the  independent  line  were  at 
danger.  The  down  home-signal  for  the  independent 
from  Ho^ate  Bridge  is  the  top  light  on  the  short 
post.  I  saw  this  home-signal  both  before  and  after 
passing  the  footbridge,  and  it  was  still  at  danger. 
Considering  that  the  independent  signal  was'at  danger 
I  thought  that  the  speed  wa?  too  faat  to  enable  us 
to  stop  at  the,  home-signal.  I  applied  my  break  as 
soon  as  1  saw  that  the  independent  home-signal  was 
at  danger:  Had  the"  signjj  not  been  at  Smger'I 
^ould  have  i^l^ed  jqiyjnreak  slightly,  I)ut,a^  it  >vas 
I  applied  it  as  hard  as  I  could.  The  break  .^p^ared 
to  work  properly  and  the  wheels  skidded.  I  cannot 
say  where  the  driver  shut  ofE  ste^gjn.  hut.thjBuspfifid 
did  not  appear  to  diminish  after  we  passed  the  south 
points.  I  think  the  speed  would  be  20  miles  an  hour 
when  we  passed  the  independent-  home^fiignal.  The 
usual  place  for  shutting  off  steam  is  near  the  North 
Lane  cabin.  I  did  not  feel  any  indication  in  Ihe  vap 
to  show  that  the  driver  had  applied  his  break  or 
reversed.  The  first  check  I  felt  was  the  cdUision 
which  knocked  me  down  on  my  back ;  I  had  hold 
of  the  break  at  the  time. .  I  still  feel  the  effects  of 
my  accident.  I  have  been  back  to  duty  about  a 
week.  As  far  as  I  know  it  is  not  the  practice  to 
run  past  the  Holgate  Bridge  home-signal  when  it  is 
at  danger.  I  have  not  noticed  that  it  is  the  custom 
to  give  the  driver  a  caution  signal  when  the  homei- 
signal  is  at  danger.  The  van  stopped  dead  after  the 
collision  had  taken  place.  I  do  not  know  how  many 
waggons  were  damaged  but  think  there  were  more 
than  nine  wagons  off  the  road.  York  is  the  end  of 
my  journey.  Had  there  been  no  other  train  in  the 
way  my  train  would  have  stood  at  about  the  pjace 
occupied  by  the  North-eastern  train.  It  is  uncertain 
whether  or  not  we  are  detained  by  some  other  train 
being  in  the  j  auction.  I  have  often  worked  with 
the  same  driver  previously,  and  have  never  known 
him  run  by  signals  on  any  previous  occasion,  and  I 
have  never  known- him  to  be  the  worye  finr.liq«or» 

5.  Samuel  Cricky  fireman,  Great  Northern  Railway. 
Nearly  two  years  fireman,  previously  cleaner  for  three 


^eais  at  New  Englaody  ^etethoro\caiiiiom(L — I  had 
only  been  once  previously  to  York,  viz.,  on  the  26th 
ultimo,  with  the  same  train  and  with  the  eame  driver. 
I  joined  tiie  .train  at  Peterboro'.  We  stopped  at 
Doncaster,  and  were  some  little  time  in  the  Doncaster 
godds  yard :  during  this  time  the  driver  did  not  leave 
the  engine*  After  leaving  Doncaster  we  had  a  clear 
run  to  York.  I  do  not  remember  being  turned  on  to 
the  independent  line  at  York,  not  being  sufficiently 
wdl  acquainted  with  the  place.  I  do  not  know  what 
signals  I  had  to  pbserre  on  approaching  York,  and 
cannot  therefore  say  if  they  were  off  or  on.  I  think 
our  speed  was  about  15  miles  per  hour  just  before 
striking  the  North-eastern  train.  The  driver  told 
me  to  put  tlM  tender  brake  on  just  before  we 
struck.  I  heard  no  shouting  just  before  this.  Steam 
had  been  shot  6ff  perhaps  two  minutes  before  the 
engine  struck  the  North-eastern  train.  I  saw  the 
tail  lights  of  the  train  just  before  we  struck  it ;  they 
were,  three  good  tail  lights.  I  had  only  made  two 
trips  previously  with  Driver  Cooper,  but  I  believe  I 
was  to  be  his  regular  fireman.  I  had  been  previously 
employed  as  fireman  on  pilot  engines  in  New  England 
yard.  I  had  made  other  trips  to  Doncaster.  Steam 
was  shut  off  brfore  we  came  to  Holgate  Bridge.  We 
neither  of  us  jumped  off  the  engine,  but  a  good  many 
coals  tumbled  down  from  the  tender  on  to  the  engine. 
I  think  we  ran  about  an  engine's  length  after  str&ing 
the  train.  I  am  acquainted  with  the  general  duties  of 
a  fireman. 

6.  William  OUvery  locomotive  foreman,  Great 
Northern  Railway,  York. — ^1  saw  Driver  Cooper 
shortly  after  the  collision ;  he  was  quitis  sober,  and 
did  not  smell  of  drink.  1  asked  hun  how  he  had 
managed  this,  and  he  said  he  had  made  a  mistake. 
Some  hours  aft^  he  stated  that  he  was  busy  with  his 
injector,  and  that  he  reversed  his  engine  aftier  passing  . 
Holgate  Bridge,  but  that  the  lever  flew  forward  again. 
Driter  Cooper  entered  the  service  of  the  Great 
Northern  Railway  in  1864,  was  promoted  to  fireman 
May  5th,  Xg67,  and  nromoted  to  driver  October,  1874. 
He  has  borne  a  good  character  both  as  fireman  and 
driver;  nbthing  being  recorded  against  him.  He  has 
been  running  for  the  last  two  years  on  alternate  days 
on  the  down  journey  from  Peterboro'  to  York.  ,  He 
had  not  been  employed  on  the  company's  duty  since 
between  4  and  o  on  Sunday  afternoon  until  he  com- 
jtnenced  his  journey  from  Pet^boro'  at  about  2.30 
on  tbA  Tuesday  aftemooni  and  his  day's  work  would 
have  terminated  at  York. 

7.  Thomas  Tudge^  goods  guard,  North-eastern 
Railway. — I  knew  Whitfield,  the  deceased.  I  had 
not  seen,  him  previously  on  the  night  of  the  collision 
till  I  found  him  dead  about  ^ve  minutes  after  the 
collision  had  occurred.  He  was  probably  on  his  way 
to  examine  the  Great  Northern  goods  train.  His 
body  lay  between  the  independent  and  the  down  main 
line  in  the  ^  6-fl.,"  opposite  the  tender  of  the  Great 
Northern  Engine.  His  legs  were  across  the  rails  of 
the  down  main  line  between  the  wheels  of  the  empty 
carriage  train.  He  had  received  severe  injuries  about 
the  head. 

8.  WiUiam  Cooper^  driver.  Great  Northern  Railway^ 
cautioned. — ^I  began  as  driver  in  October  1874,  and 
am  well  acquainted  with  the  line  between  Peterboro' 
and  York.  I  travel  the  down  journey  every  alternate 
day  with  the  same  train.  Fireman  Crick  has  been 
with  me  one  previous  trip  to  York  and  once  to  London 
and  back.  I  have  no  complaint  to  make  against  the 
fireman,  who  is  likely  to  make  a  useful  man.  The 
fireman  is  quite  unacquainted  wit3i  the  York  signals. 

1  left  Peterboro'  at  3.40  p.m.  with  a  six-wheeled 
coupled  engine  and  a  six-wheeled  tender.  There  was 
no  break  on  the  engine,  only  an  ordinary  hand-break 
on  the  tehdei^.  Everything  on  the  engine  was  in  good 
working  order.  I  believe  we  left  Doncaster  at  right 
time,  S«^p.m«  We  were  not  slackened  by  signal  on 
the  road,  but  ran  through  Selby  at  six  mUes  an  Hour.* 
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An  we  approached  the  Soath  Points  cabin  at  York,  I  50  or  100  jards  before  reaching  the  home-signal  I 

found  both  the  home  and  distant  signals  showing  white  perceived  that  mj  speed  was  too  great,  and   that 

lights  without  whistling  for  them.     The  home-signal  the  fireman  was  not  applying  his  break  as  I   thought 

was  off  for  the  independent  line.     I  had  shut  off  steam  he  had  been  doing.     I  said,  <^  Hold  on ;  hold  on  !''  and 

about  100  to  150  yards  before  coming  to  the  south  reversed  my  engine,  and    had   got  the   lever    over 

points,  and  at  the  same  time  saw  that  the  independent  somewhere  about  Holgate  Bridge,  when  it  flew  back 

distant-signal  from  Uolgate  Bridge  was  showing  a  red  and  in   doing  so   threw  me    across   the    foot-plate 

light.     I  have  only  seen  this  distant-signal  off  about  opening  the  regulator.     I  just  had  time  to  get  up  and 

once  before  during  the  six  months  I  have  been  running  shut  the  regulator  when  the  collision  occurred.     I 

on  this  independent  line  into  York  yard.     I  caught  had  finished  my  last  journey  about  6  p.m.   on  Sunday 

sight  of  the  home  independent  signal  when  I  was  evening.    I  have  on  previous  occasions  run  past  the 

running  through  the  south  points.     I  refer  to   the  home  independent  signal  but  have    then   been    called 

top  signal  on  the  low  post  beside  the  main    line  on  by  hand-lamp  from  Uolgate  Bridge  cabin ;  I  did 

signals.    Thii«  signal  was  also  showing  a  red  light,  not  see  any  hand-hunp  on  this  occasion.     It  is  not 

Aiiter  seeing  the  distant-signal  at  danger  I  put  on  the  practice  to  run  past  this  signal  unless  such  hand- 

the  right-hand  injector  feed,   and  I  was  occupied  sienal  is  shown.    It  was  necessary  to  attend   to  the 

with  the  injector,  which  wonld  not  work  properly,  injector  at  this  time  as  the  water  in  the  boilei  was 

when  passing  along  the   Independent   line.    About  becoming  low. 

Conclusion. 

There  is  no  doubt  as  to  the  cause  of  this  coUision,  which  was  brought  about  by  the 
Great  Northern  Company's  driver,  WiUiam  Cooper,  running  past  the  Holgate  Bridge 
home-signal  for  the  independent  line,  which  was  at  danger  against  him,  and  striking 
the  van  of  the  North-eastern  goods  train,  325  yards  inside  this  signal,  at  a  high  rate  of 
speed.  Why  he  should  have  done  so,  acknowledging  as  he  does  that  he  had  seen  the 
signal  at  danger  for  a  considerable  distance  off,  it  is  very  hard  to  understand.  There 
is  not  the  least  suspicion  that  he  was  under  the  influence  of  drink,  he  had  been 
on  duty  for  only  about  eight  hours  after  an  interval  of  rest  of  nearly  two  days,  and 
he  was  perfectly  well  acquainted  with  the  York  signals. 

His  own  excuse  as  to  having  been  so  engaged  with  his  injector  as  not  to  have 
observed  the  speed  at  which  he  was  approachmg  the  Holgate  Bridge  home-signals 
can  hardly  be  entertained.     His  previous  character  is  stated  to  have  been  very  good. 

The  waggon  examiner  who  was  killed  was  probably  on  his  way  to  examine  the  Great 
Northern  train  on  its  arrival.  As  I  before  stated,  no  direct  evidence  was  procurable 
as  to  the  precise  mode  in  which  he  met  his  death,  and  it  is  just  possible  from  the 
position  in  which  he  was  picked  up  that  he  might  have  been  knocked  down  and 
Jatally  injured  by  the  train  of  empty  carriages  which  had  arrived  on  the  main  down 
line  a  few  minutes  before  the  collision. 

I  have,  &c.. 

The  Secretary,  0.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Major- General,  JR.M 

Printed  copies  of  the  above  report  were  sent  to  the  Noi-th  Eastern  and  the  Great  Northern  [Railway  Companies 

on  the  2nd  September. 


NORTH  LONDON  RAILWAY. 


Board  of  Trade,  (Railway  Department), 
Sir,  13  Downing  Street,  London,  S.W.,  6th  September  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contamed  in  the  order  of  the  27th  ult.,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  accident  which  occurred,  on 
the  21st  ult.,  at  Haggerstone  station,  on  the  North  London  Railway,  to  a  passenger 
named  Vincent  Symmonds,  aged  71  years,  who  fell  between  the  platform  and  the  train 
while  alighting,  and  subsequently  died  from  the  injuries  he  received. 

The  train  by  which  this  passenger  was  travelling  was  the  9.20  p.m.  up*  passenger 
train  from  Enfield  to  Broad  Street,  and  the  accident  happened  on  the  arrival  of  this 
train  at  Haggerstone  at  9.57  p.m.,  4  minutes  late. 

Description. 

At  Haggerstone  station  there  are  four  lines  of  rails,  with  an  island  platform 
between  each  pair  of  rails,  and  an  additional  platform  on  the  up-side. 

This  platform,  which  is  the  one  upon  which  the  accident  occurred,  is  406  feet  in 
length,  and  17  feet  in  width,  with  pillars  7  feet  6  inches  from  the  edge  supporting  a 
pent  roof. 

The  line  is  nearly  straight  and  level. 
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The  platform  is  2  ft.  11  ins.  above  the  level  of  the  rails,  with  a  coping  over- 
hanging the  brickwork  If  ins.  to  2  ins.,  the  edge  of  which  is  2  ft.  6  ins.  from  the 
working  face  of  the  rail,  6^  ins.  from  the  edge  of  the  steps,  and  9  ins.  from  the  overhang- 
ing sides  of  the  carriages. 

The  carriages  are  close  coupled,  and  are  fitted  with  wooden  steps  2  ft.  6  ins.  in 
length,  and  10  ins.  in  width,  th^  top  of  the  tread  being  3  ins,  above  the  level  of 
ihe  platform  at  this  station,  and  idso  with  a  continuous  footboard  18  ins.  lower 
than  the  steps,  and  projecting  the  same  distance  from  the  side  of  the  carriages. 

The  ends  of  the  carriages  are  13  ins.  apart,  and  the  ends  of  the  footboainds  19  ins. 
apart. 

The  following  is  the  evidence  given  by  servants  of  the  Company. 


Evidence. 


Alfred  Bryant^  porter  North  London  Railway 
Company  18  months,  states : — I  have  been  at  Hagger- 
stone  as  porter  for  18  months.  On  Wednesday  21st 
inst.,  at  9.53  p.m.,  I  was  on  the  up  platform  in 
charge.  The  9.20  p.m.  up  train  from  Enfield  arrived, 
running  up  to  the  platform  at  its  usual  speed.  It 
was  about  three  minutes  late.  There  were  not  many 
people  on  the  platform,  nor  were  there  many  pas- 
sengers in  the  train.  I  was  walking  towards  the 
up-end  of  the  platform,  with  my  face  looking  the  same 
way  as  the  train  was  running,  when  I  heard  some  one 
cry  out  behind  me  **  Hold  on, "  **  Stop  stop.  "  At 
that  time  the  engine  had  just  passed  me,  and  was 
going  at  about  two  or  three  miles  an  hour.  I  turned 
round,  and  ran  back  between  three  or  four  carriages, 
and  found  a  porter  and  a  passenger  lifting  a  man  up 
on  to  the  platform.  He  was,  I  think,  on  the  lower 
foot-board.  I  don't  think  he  had  been  on  the  ballast 
at  all.  I  assisted  him  to  a  seat,  and  helped  him  to  his 
home,  some  70  or  80  yards  distant.  He  walked  home. 
The  train  pulled  up  at  the  usual  place  at  the  platform. 
The  man  made  no  statement  to  me  how  he  fell.  He 
must  have  been  in  a  second-class  carnage,  as  they 
were  all  in  front,  and  I  found  the  door  of  the  last 
compartment  of  the  third  carriage  from  the  engine 
open.  There  was  no  other  passenger  in  that  com- 
partment. It  was  off  the  end  of  the  foot-board  of 
this  carriage  that  he  was  helped  up.  I  opened  no 
door,  and  there  was  no  other  servant  of  the  Company 
near  who  could  have  done  so.  I  believe  the  man 
was  about  71  years  of  age.  There  is  a  rule  for- 
bidding the  door  of  any  carriage  being  opened  until 
the  train  has  stopped. 

Leonard  Dennis^  porter  two  years,  states  : — I  have 
been  two  years  at  Haggerstone.  On  the  21st  inst. 
I  was  on  the  platform  when  the  9.20  p.m.  up  train 
from  Haggerstone  arrived.  It  came  in  very  steady, 
and  stopped  at  the  usual  place  without  any  rebound. 
I  was  standing  at  the  head  of  the  stairs  at  the  down 
end  of  the  platform,  and  the  engine  and  five  or  six 
carriages  had  passed  me  when  I  heard  a  man  call  out 
"  Oh!  oh !"  as  if  he  was  hurt  I  turned  round  to  see 
what  it  was,  and  saw  a  hat  Wing  on  the  platform  about 
four  carriage  lengths  off.  I  ran  up  to  see  what  was 
the  matter,  and  when  I  got  to  the  hat  I  could  not  see 
any  disturbance  or  anything  wrong,  but  in  looking 
ahead  I  saw,  about  10  or  12  yards  off,  a  man's  hand 
on  the  platform,  raising  himself  up,  I  then  saw  his 
head,  and  then  went  and  helped  him  up.  The  train 
was  just  stopping  at  the  time.  He  was  on  the  end  of 
the  lower  foot-board,  but  I  can't  say  exactly  of  what 
carriage.  It  was  a  second-class  carriage.  The  door 
of  the  nearest  compartment  was  open.  I  did  not  open 
any  carriage  door,  and  when  the  carriages  passed  me 
no  door  was  open.  The  station  was  lit  up,  and  there 
was  plenty  of  light.    It  was  I  who  called  out  to 


Bryant  to  hold  on.    The  train  did  not  stop  and  then 
go  on  again. 

Thomas  Brett^  passenger  guard  10  years,  states  : — 
On  the  21st  instant  I  was  guard  of  the  9.20  pjn.  up 
train  from  Entield  to  Broad  Street  station.  It  was 
made  up  as  follows : — tank  engine,  running  chimney 
first,  one  front  break-van ;  three  second-class,  three  first- 
class,  two  third-class  Cfurriages,  and  rear  break-van. 
I  was  in  the  rear  van,  and  there  was  no  one  in  the 
front  break-van.  The  train  is  fitted  with  Clatk  and 
Webb's  chain  break.  The  rear  van  and  three  rear 
oArriages  were  connected  and  worked  from  my  van. 
The  two  first-class  carriages  in  the  middle  of  the  train 
wfire  not  breaked.  The  front  carriages  and  front  van 
were  breaked  from  the  engine.  We  left  Dalston 
four  or  ^^^  minutes  late,  and  arrived  at  Haggerstone 
at  9.57  p.m.  four  minutes  late.  We  ran  in  usual 
speed,  and  pulled  up  at  the  same  place  !i8  usual.  I 
noci:*ed  nothing  wrong  till  the  train  had  stopped. 
I  saw  some  passengers  going  to  one  of  the  seats,  and 
before  starting  the  train  I  went  to  see  what  was  wrong. 
I  found  a  man  sitting  down  IiC^rt.  I  SAked  how  he 
was  hurt,  and  two  passengers  said  by  aiighiing  before 
the  train  stopped.  I  don't  know  whether  they  saw 
him  fall.  They  were  in  another  compartment  of  the 
same  carriage.  One  of  them  told  me  he  saw  the  door 
of  the  next  compartment  fly  open  before  the  train 
stopped,  but  did  not  see  anyone  get  out  or  fall.  The 
platform  was  properly  lit  up.  I  put  on  my  break 
as  usual  when  running  in.  The  drivers  breaks  were 
not  on. 

George  Wilson^  serjeant  of  railway  company's 
police,  states  : — I  examined  the  platforms  at  Hag- 
gerstone on  the  morning  after  the  accident  There 
was  a  distinct  continuous  mark  on  the  brick- work  of 
the  platform  for  a  little  over  10  yards  where  the  body 
of  the  deceased  had  been  dragged  along.  It  was  a 
little  above  the  level  of  the  lower  foot-board.  There 
were  also  marks  at  intervals  on  the  ballast  for  the 
same  distance,  as  if  a  foot  had  been  dragged  along  it. 

A  copy  of  the  depositions  taken  before  the  coroner 
in  this  case  was  procured  for  my  information,  and 
according  to  the  evidence  of  one  person,  the  deceased 
stated  before  his  death  that  he  was  getting  out  of  the 
train  after  it  had  stopped,  and  that  it  went  on  again, 
and  caused  him  to  fall.  The  statements  of  the  ser- 
vants of  the  Company  on  this  head  are,  however, 
confirmed  by  independent  testimony.  The  medical 
evidence  is  to  the  effect  that  the  causes  of  his  death 
were  "  shock,  injury  to  the  spine,  and  rupture  of  the 
liver,  accelerated  by  the  method  he  was  taken  home." 
There  is  evidence  other  than  that  of  servants  of  the 
Company  that  he  did  not  appear  to  be  much  hurt, 
seemed  quite  able  to  walk,  and  made  no  objection  to 
walking  home,  a  short  distance  only. 


Conclusion. 

From  the  foregoing  evidence  it  appears  that  the  deceased,  Vincent  Symmonds,  m 
attempting  to  afight  from  the  rear  compartment  of  the  third  carriage  from    the 
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angine  of  the  9.20  p.m.  up  train  from  Enfield,  while  thfe  train  was  still  in  motion, 
running  into  Haggerstorie  s^tion,  unfortunately  fell  off  the  edge  of  the  platform,  or 
off  the  step  pf  the  carriage,  on  to  the  continuous  foothoard,  and  that  he  died  from 
injuries  received  hy  being  dragged  along  between  the  side  of  the  carriage  and 
the  platform. 

The  train  does  not  seem  to  have  stopped,  and  then  moved  on  again,  nor  was  the  door 
of  this  carriage  opened  by  any  servant  of  the  Company* 

The  steps  of  the  carriages  on  this  line  are  wooden,  and  longer  than  is  often  the 
.oaae ;  but  it  would  be  far  better  if  they  were  prolonged  so  as  to  form  an  upper  con- 
tinuous footboard,  with  the  ends  proiecting  far  enough  to  leave  as  small  an  interval 
as  possible  between,  the  ends  of  the  footboards  of  two  «tdjoining  carrii^ges,  and  also 
widened  so  as  to  leave  a  horizontal  distance*  of  3  ins.  ,to  4  ins.  instead  of  6^  ins. 
between  the  edge  of  the  platform  and  the  footboard. 

This  footboard  would  be  3  ins.  above  the  eige  of  such  platforms  as  Haggerstone, 
and,.  I  understand,  above  the  other  platformsr  on  this  line ;  and  if  all  the  carriages  were 
so  fitted,  an  accident  of  this  description  would  be  impossilde  on  such  platforms. 

I  have,  Ac. 

The  Secretary,  ^.  A  Mabindin, 

Eailway  Department,  Board  of  Trade.  Major,  R.E. 

/i    .       Fri]i4ed  copies  cf  the  above  report  were  sent  to  the  Company  on  the  20th  September. 


SOUTH-EASTEEN  BAILWAT. 


Board  of  Trade,  (Railway  Depajrtment,) 
Sir,  13,  Downing  Street,  20th  Jidy  1878.  ^ 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  6th  instant,  the  result 
of  my  inquiry  into  the  circumstances  which  attended  a  fatal  accident  to  a  female 
passenger  named  Weaver,  at  the  Cannon  Street  station  of  ttie  South-eastern  Bailway,  on 
the  4th  instant,  who,  in  attempting  to  alight  from  a  train  still  in  motion,  fell  on  to  the 
platform,  and  then  rolled  oflf  it  and  dropped  between  the  platform  and  the  carriages 
still  in  motion,  and  a  wheel  or  wheels  passed  over  her  neck  or  head>  and  she  was  killed 
on  the  spot. 
The  evidence  in  this  case  is  as  follows  : 


William  Galleny  platform  inspector  11  years^  and 
18  years  altogether  in  the  service  of  the  Company, 
states :  that  he  iras  on  duty  on  the  morning  of  tlie 
4th  July,  and  was  standing  on  No.  1  platfonn,  the 
western  or  Charing  Cross  platform,  and  saw  the 
8.5  a.m.  train  enter  the  station  from  Erith.  The 
train  consisted  of  17  vehicles,  and  his  attention  was 
first  attracted  to  No.  269,  third-class  carriage,  by 
observing  a  middle-aged  woman  place  her  right  foot 
on  the  continuous  f<x>tboard.  This  train  entered  the 
station  on  the  western  side  of  the  platfonn,  and  the 
woman  was  about  to  get  out  at  the  right  side  of  the 
carriage,  and  after  placing  her  ri^it  foot  on  the 
footboard  outside  the  carriage  she  then  advanced  her 
left  foot  in  order  to  step  on  to  the  platform,  and 
turned  partly  round,  thus  bringing  her  back  to  the 
engine :  that  the  train  was  still  in  motion,  at  the  rate 
of  about  three  or  four  miles  an  hour,  and  as  she 
alighted  she  fell  directly  on  to  the  platform,  and  rolled 
towards  its  edge:  that  he  was  standing  about  two 
carriage  lengths  north  of  her  at  the  time  she  Mi,  and 
he  ran  towsu*ds  her  at  once,  but  did  not  reach  her 
soon  enough  to  prevent  her  from  ^edling  over  the  edge 
of  the  plaSorm :  t^at  the  carriage  in  which  she  had 
been  riding  passed  her  as  she  was  <m  the  platform, 
and  she  rolled  off  it  as  the  next  carriage  behind 
No.  269,  passed  on :  that  he  caught  hold  of  her  by  her 
right  arm  as  her  left  arm  fell  over  the  iron  step  of  the 
next  carriage,  and  he  thinks  her  legs  fell  on  the  lower 
continuous  foot-board  :  that  he  was  knocked  dovm  by 
the  people  ^n  the  platform,  who  had  rushed  to  the 
edge  of  the^pl&t^rm  t6  see  what  had  hiq[f»6B6d,  md 


she  was  taken  up  about  two  carriage  lengths  ahead 
beyond  the  spot  where  he  was  knocked  down  :  when 
he  saw  her  next  she  was  lying  between  the  rails  and 
the  platform :  he  saw  her  legs,  but  not  her  body,  lying 
near  the  leading  end  of  the  second  carriage  in  rear  of 
No.  269 :  that  he  is  unable  to  say  who  opened  the 
door  of  the  centre  compartment  of  the  carriage  in 
which  she  was  riding,  but  he  did  not  see  any  of  the 
Company's  servants  open  any  of  the  doors  in  that 
ti-ain.  No.  269,  third-class  carriage,  was  the  sixth 
carriage  from  the  engine :  the  train  was  very  ftill. 
The  accident  occurred  about  8.58  a.m.  It  was 
a  fine  morning.  He  had  called  out  twice  specially  to 
the  woman  "  wait  until  the  train  stops,"  but  she  did 
pot  take  any  notice  of  it.  The  carriage  No.  269  had 
five  compartments,  and  there  was  an  upper  continuous 
foot-board,  which  did  not  extend  beyond  the  end  of 
the  carriage.  The  next  carriage  behind  No.  269  was 
also  a  third-class  carriage  with  five  compartments, 
and  iron  steps  outside  each  door :  he  did  not  know  its 
number,  and  believes  the  next  carriage  behind  it 
was  a  first-class  carriage,  but  was  not  certain  about  it, 
nor  about  its  number. 

Jess^  Osborne^  head  guard  of  the  8.5  a.m.  up  train 
fi-om  £!rith  on  the  4th,  states :  that  the. train  consisted 
of  a  tank-engine  and  16  vehicles.  No.  269,  a  third- 
class  with  five  compartments,  was  the  sixth  vehicle 
(rffta  the  engine :  it  was  followed  by  a  second-class 
carriage.  No.  14 1^  with  five  compartments,  and  then 
came  a  finst-okas  cumetge^  No^  1,742,  with  lour  oom- 
pactments ;  No.  14}9  second-claasi  had  one  continuous 
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foot-board,  and  none  below.  Na  1,742»  first^daM  .  Tkoma$  Pear€e^  foreman  carriage  ezammer,  stateu  : 
carriagey  had  two  continuous  foot-boards  2  that  he  that  No.  141,  second-class  carriage,  had  five  compart^ 
knows  nothing  about  the  accident:  he  rode  in  the  ments:  it  was  fitted  with  the  continuous  foot-board  above 
rear  break :  the  train  entered  the  station  at  the  usual  — none  below, — ^but  it  had  short  boards  below.  First- 
speed,  a  walking  pace,  about  three  miles  an  hour,  class  carriage,  No.  1,742,  had  four  compartments,  and  it 
The  accident  occurred  about  8.68  ajn. :  he  did  not  had  two  continuous  foot-boards,  but  the  continnoua 
see  any  of  the  doors  of  the  carriages  opened  by  any  of  footboards  do  not  in  any  case  extend  beyond  the  ends 
the  servants  of  the  Company.  The  train  did  not  stop  of  the  bodies  of  the  carriages, 
and  then  go  on  again. 

I  requested  the  Company's  general  manager  and  secretary,  Mr.  Shaw,  to  supply  me 
with  a  copy  of  the  evidence  which  was  taken  at  the  coroner's  inquest  held  on  the.  6th 
instant,  but  was  informed  that  no  shorthand  notes  of  the  evidence  given  at  the 
inquest  were  taken,  and  he  was  not  therefore  enabled  to  comply  with  my  request. 

Etoti  the  preceding  statements,  and  from  an  examination  of  the  locality  and  of  a 
similar  carriage  to  that  in  which  the  deceased  wm  riding,  I  learn  that  she  was  a 
passenger  in  the  8.5  a.m.  train  from  Erith  to  Gannon  Street  on  the  day  in  question, 
and  that  she  rode  in  the  centre  compartment  of  a  third-class  carriage  which  was  the 
sixl^  vehicle  from  the  engine ;  and  that  as  this  train,  consisting  of  a  tank-engine  and 
le  vehicles,  was  entering  the  Cannon  Street  station  Bt  a  speed  of  three  or  four  miles 
an  hour,  on  the  line  on  the  western  side  of  No.  1  or  the  Charing  Cnoss  iplatform,  the 
accident  occurred.  .«  ;  .  i 

It  appears  from  a  newspaper  report  to  have  been  stated  at  theooroner's  inquest  l^  tt 
fellow  passenger  riding,  in  ^  same  compartment,  who  I  did  not  see,  that  the  deceased 
opened  the  door  of  the  compartment  herself ;  and  that  as  she  waa  in  the  act  of 
getting  out  on  the  right  side  of  the  carriage,  as  the  train  was  then  irnming,  die  plisu^ed; 
her  right  foot  on  the  continuous  foot-board  outside  the  carriage,  and  then  her  'kit  foot 
on  to  the  platform,  turning  h»  back  to  the  engine,  and  that  she  immediately  fell  on  to 
the  platform,  as  most  persons  would  do,  in  attempting  to  get  out  of  ^a^  carriage  in  the 
contrary  direction  to  that  in  which  the  train  was  running.  It  further  appears  that^ 
she  then  rolled  towards  the  edge  of  the  platform,  and  fell  off  it  between  ttie  platfoim 
and  the  carriages,  and  a  wheel  passed  over  her  neck  or  head,  and. she. was  killed: at 
once.  '  i'     '  :'    . 

One  of  the  Company's  iospectors  was  on  duty  at  that  time  (8.58  a.m.)  on  the 
Charing  Cross  platform,  and  he  called  out  to  her,  when  he  saw  her  in  iiie  act  of 
getting  out  of  the  carriage,  to  wait  until  the  train  had  stopped, Imk  she tookno  notice  of 
his  caution,  and  when  he  saw  her  fall  he  caught  hold  of  her  arm  and  tried  to  save  her 
from  rolling  off  the  platform,  but  he  was  himself  knocked  down  by  the  people  on  the 
platform,  rushing  to  the  spot  to  see  what  had  occurred,  and  he  was  otligied  to  let  go 
of  his  hold. 

There  is  a  slight  discrepancv  in  the  statements  of  this  inspector  and  of  the  guard  of 
the  traitt  and  a  carriage  exammer,  as  to  the  carriage  bebind  that  in  which  the  deceased 
rode  being  a  second  or  a  third-class  carriage,  and  also  whether  it  was  or  was  not  fitted 
with  a  continuous  foot-board  similar  to  that  on  the  carriage  in  which  she  rode,  or 
if  it  only  had  iron  steps  outside  the  carriage  doors ;  but  I  am  disposed  to  think  the 
inspector* was  mistaken,  and  that  it  was  a  second-class  carriage  No.  141,  fitted  with  a 
continuous  foot-board  nearly  on  the  same  level  as  that  on  No.  269  third-class  carriage, 
in  which  she  had  been  riding. 

The  height  of  the  platform  where  the  accident  happened  was  2  feet  11  inches 
above  the  level  of  the  raUs  :  and  the  working  face  of  the  rail  was  2  feet  4|  inches 
from  the  edge  of  the  platform.  The  floor  of  the  third-class  carriage  No.  269  was 
164  inches  above  the  level  of  the  platform,  and  it  had  a  continuous  foot-board  which 
stood  about  five  inches  above  the  level  of  the  platform,  and  the  edge  of  the  foot-board 
was  about  3^  inches  from  the  edge  of  the  platform.  The  continuous  foot-board  did 
not  however  extend  beyond  the  framing  of  the  body  of  the  cairriage,  and  thus  there 
was  a  space  of  2  feet  2  inches  between  the  end  of  this  continuous  foot-board  and 
the  buffer,  and  if  the  adjacent  carriage  was  similar,  sis  it  is  stated  to'  have  been,  there 
would  thus  have  been  an  open  space  of  4  feet  4  inches  between  the  ends  of  the 
continuous  foot-boards  attached  to  the  carriages  Nos.  269  and  141,  a  space  sufficient 
for  the  deceased  to  have  fallen  off  the  platform,  and  between  it  and  the  carriages  of 
tlie  train.  If  both  carriages  had  had  the  ends  of  their  foot-boards  continued  as  far 
as  the  outer  ends  of  the  buffer  castings,  there  would  hot  have  been  an  opening  of 
more  than  two  feet,  rnd  this  smaller  opening  would  not  have  been  sufficient  to  admit 
of  the  deceased  rolling  off  the  platform  after  she  fell,  and  her  life  would  probably 
have  been  saved. 
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I  am  not  aware  that  any  of  the  railway  companies  that  have  caused  upper  con-  * 
tinuous  foot-boards  to  be  added  to  their  passenger  carriages,  instead  of  iron  or  wooden 
steps  outside  the  carriage  doors,  have  in  any  instance  extended  these  continuous  foot- 
boards to  the  outer  ends  of  the  buffer  castings  at  the  ends  of  the  bodies  of  the 
passenger  carriages  :  but  that  it  is  of  importance  that  this  should  be  done,  in  order 
to  prevent  fisttal  accidents,  is,  I  think,  proved  from  what  has  occurred  in  this  accident : 
and  from  the  inquiries  which  I  have  made,  I  have  reason  to  think  that  a  similar  fat^l 
accident  which  happened  at  the  Blackheath  station  of  this  Company  on  the  27th  April 
1878,  from  a  passenger  falling  on  the  platform  while  running  alongside  a  train  in 
motion,  was  also  due  to  the  passenger  falling  off  the  platform  between  it  and  the 
carriages  through  the  opening  between  the  ends  of  the  continuous  foot-boards  of  two 
adjacent  carriages. 

It  is  therefore,  in  my  opinion,  very  much  to  be  regretted  that  more  consideration 
was  not  given  to  the  question  of  adding  continuous  f oot-boords  to  passenger  carriages 
before  it  was  determined  to  make  them  shorter  than  the  framing  imder  the  bodies 
of  the  carriages,  instead  of  extending  them,  as  far  as  the  outer  ends  of  the  buffer 
castings  at  the  ends  of  these  carriages,  so  as  to  diminish  the  opening  between  the  ends 
of  the  continuous  foot-boards  on  adjacent  carriages.  I  am  not  aware  of  any  reason 
why  this  should  not  have  been  done. 

The  subject  of  the  addition  of  continuous  foot-boards  and  their  length  is  still 
deserving  of  the  serious  consideration  of  the  Directors  and  OflBlcers  of  the  various 
railway  companies  in  the  United  Kingdom,  as  will  be  readily  admitted,  I  am  sure, 
when  I  state  that  about  fifty  persons  lose  their  lives  annually  by  this  class  of  accident, 
in  addition  to  a  very  large  number  who  are  more  or  less  injured. 

Indeed  this  class  of  accident  proves  far  more  fatal  to  human  life  than  the  serious 
accidents  or  collisions  between  trains,  that  occur  in  the  course  of  each  year. 

It  may  be  admitted  that  the  greater  portion  of  these  accidents  are  caused  by  the 
imprudence  or  want  of  caution  of  the  parties  that  suffer:  but  in  the  greater 
portion  of  these  fatal  accidents  I  believe  it  will  be  found  that  they  are  mainly  due, 
as  in  this  instance,  to  the  parties  not  knowing  how  to  get  out  of  a  train  in  motion, 
if  they  choose  to  attempt  it,  in  the  proper  way. 

I  have,  &c. 
The  Secretary,  W.  Yolland, 

(Railway  Dg3artment,)  Colonel. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  17th  August. 


SOUTH-EASTERN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
SiE,  13,  Dawning  Street,  London,  S.W.,  31st  October  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  7th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  took  place  on 
the  3rd  ultimo  at  Waterloo  junction  station  on  the  South-Eastem  Railway. 

In  this  case,  the  11.50  a.m.  up  passenger  train  from  Hastings  to  Charing  Cross 
came  into  collision  with  an  up  train  of  empty  carriages  from  Blackheath  also  to 
Charing  Cross,  which  was  stopping  at  Waterloo  junction  station. 

No  passen^rs  or  servants  of  the  company  were  injured. 

The  damage  to  rolling  stock  was  confined  to  the  fracture  of  a  coupling  in  the  empty 
train. 

Deacription. 

Between  Cannon  Street  West  junction  and  the  east  end  of  Waterloo  junction 
station,  a  distance  of  1,100  yards,  there  are  no  less  than  four  signal  cabins,  viz., 
Cannon  Street  West,  Blackfriars  junction,  Blackfriars,  and  Waterloo  station.  The 
traffic  is  worked  on  the  absolute  block  system^  and  t}\e  block  sections  arQ  necessarily 
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yery  short,  the  distance  between  the  up  home-signals  at  Cannon  Street  West  junction 
and  Bla<5kfriars  junction  being  only  195  yards,  between  those  at  Blackfriars  junction 
and  Blackfriars  577  yards,  and  between  those  at  Blackfriars  and  Waterloo  station 
294  yards.  Each  cabin  is  provided  with  distant-signals  as  well  as  home-signals,  the 
up  distant-signal  for  Waterloo  station  being  247  yards  from  the  up  home-signal. 
Miere  are  two  up  lines  from  Cannon  Street  to  Charing  Cross,  and  this  collision 
occurred  on  the  up  main  line,  the  tail  of  the  empty  train  having  stood  60  yards  inside 
the  Waterloo  station  main  line  up  home-signal,  or  307  yards  inside  the  up  distant- 
signal.    These  signals  can  be  well  seen  by  an  approaching  driver. 


JEhidence. 


1.  Henry  Smartj  signalman  three  years,  1^  years 
in  Waterloo  station  cabin. — ^I  came  on  duty  at  2  p.m., 
working  alternate  weeks  9  hours  and  10  honrs  a  day. 
I  bsTe  six  signal  levers ;  no  point  levers.    I  have  a 
telegraph  boy  to  assist  me  ;  the  next  block  cabins 
are  Waterloo  junction  and  Blackfriars.      We  work 
strict  block  system,  no  two  trains   being  admitted 
into  the  same  section  at  same  time.    The  practice  is 
to  give  '^  line  dear "  for  up  trains  when  we  see  the 
tail  of  the  previous  train  has  passed  the  cabin,  the 
oabiB  being  34  yards  west  of  the  up  home-signal  post. 
In  the  case  of  an  empty  up  train  standing  beyond  the 
cabin,  I  should  keep  ti[ie  next  section  blocked.    The 
same  rule  applies  whether  trains  are  stopping  or  run- 
ning  through.    In  case  an  up  train  is  standing  at  the 
station,  I  should  keep  both  up  home  and  up  distant 
Bignals  at  danger.     I  got  the  signal  for  the  up  empty 
tndii  at  2.13  p.m.,  and  took  my  signals  off  for  it,  but 
it  was  stopped  at  the  station  by  a  train  ahead,  the 
Waterloo  junction  signals  remaining  at  danger.    After 
the  train  had  arrived,  I  put  both  my  signals  to  danger 
at  once,  the  distant  signal  first  and  then  the  home, 
and  gave  "Une  clear"  for  the  empty  train  at  2.16, 
three  minutes  before  the  Hastings  train  was  signalled 
in,  at  2.19 ;  it  having  been  previously  signalled  in 
error  on  the  local  line  at  2.17.     I  first  noticed  the 
Hastings  train  passing  Blackfrairs  box,  where  the 
signals  were  clear  for  it,  coming  on  slowly.     My 
attention  was  then  called  to  a  Greenwich  down  train, 
and  I  did  not  again  see  the  Hastings  train  till  its 
engine  was  passing  my  cabin,  when  I  observed  efforts 
were  being  made  to  stop.    The  speed  of  the  Hastings 
train  was  not  more  than  four  miles  an  hour  when   the 
engine  passed.     The  day  was  bright  and  the  rails  dry. 
The  collision  occuri*ed  at  about  2.25  p.m.,  while  the 
Greenwich  down  train  was  standing  at  the  station ; 
but  the  engine  of  this  train  was  not  so  far  east  as  the 
tail  of  the  empty  train,  and  would  not  hide  it  from  the 
driver  of  the  Hastings  train.     No  wheels  left  the 
rails.    There  was  no  one  in  the  cabin  beside  me  and 
the  telegraph  boy. 

2.  Edwin  Lfidlowy  guard,  3^  years. — ^I  came  from 
BkdLheath  with  a  train  of  13  empty  carriages  for 
Chitting  Cross.  We  came  from  London  Bridge,  with- 
out going  into  Cannon  Street,  on  the  main  up  line.  I 
was  in  the  rear  carriage  of  all,  a  third-class  break 
carriage.  I  was  the  only  guard.  The  train  was  pro- 
Tided  with  the  ordinary  breaks.  The  Waterloo 
station  signals  were  off  for  us,  but  the  junction  signals 
being  at  danger  we  stopped  at  the  platform,  with  the 
rear  carriage  about  five  carriage  lengths  inside  the 
tlUap  signal,  at  about  2.17  or  18  p.m. ;  and  we  were 
ran  into  by  the  Hastings  train  at  2.24  p.m.  I  was  on 
the  seat  of  the  break  compartment  at  the  time.  We 
had  just  got  the  starting  signal  at  the  junction  taken 
off  for  us,  but  the  train  had  not  got  into  motion.  I 
had  not  then  seen  or  heard  the  approach  of  the 
Hastings  train.  There  was  a  Greenwich  down  train 
standing  at  the  platform  when  the  collision  occurred. 
I  was  knocked  off  my  seat,  but  not  hurt,  though  I  was 
in  the  rear  compartnient.  The  coupling  belonging  to 
the  engine  was  broken  ;  the  only  damage  done.  My 
break  was  off  at  the  time.  I  did  not  ask  the  driver 
of  the  Hastings  train  how  he  had  come  to  run  into  us. 
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I  had  not  noticed  whether  the  station  signals  were  at 
danger  to  protect  us. 

3.  John  McAKUeny  driver  24  years  on  the  South- 
Eastem  Railway,  and  previously  on  the  London  and 
North- Western  Railway. — I  joined  the  1 1.50  a.m.  train 
from  Hastings  at  Cannon  Street  with  engine  No.  104, 
a  four-wheel  coupled  tender  engine,  running  engine 
first     There  was  the  usual  hand  break  on  the  six- 
wheeled  tender,  but  no  continuous  breaks  on  the  train, 
which  consisted  of  15  coaches  ahd  two  guards.     We 
left  Cannon  Street  at  2.17,  having  to  stop  at  Waterloo 
junction.     On  approaching  Blackfriars  box  on  the 
main  line  I  found  the  signals  clear,  that  is  the  distant 
signal  and  both  the  home  signals  off,  but  the  distant 
signal  worked    from   Waterloo   station  box  was  at 
danger,  and  also  the  Waterloo  station  box  home-signal 
for  the  main  line ;  I  saw  this  when  I  was  running 
between   Blackfriars  junction  and  Blackfriars  cabin. 
No  change  took  place  in  the  position  of  the  Waterloo 
station  signals,  and  my  intention  was  in  consequence 
to  stop  at  the  Waterloo  station  up  home-signal,  but 
between  Blackfriars  junction  and  Blackfriars  I  found 
(the  speed  being  about  eight  miles  an  hour)  I  could 
not  shut  the  regulator  handle,  which  was  about  half 
way  open,  and  it  remained  in   this  position  up  to 
the  time  of  the  collision.     On  finding  this  I  whistled 
for  the  guard's  break,  just  on  the  Cannon  Street  side 
of  Blackfriars  cabin,  and  again  directly  after  passing 
it.   I  then  reversed  the  engine  about  hdf-way  between 
Blackfriars  and  Waterloo  cabin,  but    the  reversing 
lever  flew  back,  and  I  did  not  get  it  over  again  till  I 
was  at  the  end  of  the  platform,  and  then  the  regulator 
was  still  sticking.     I  had  my  tender  break  applied  on 
first  whistling  for  the  guard's  breaks.     I  had  reduced 
my  speed  to  about  four  miles  an  hour  when  I  struck 
the  tail  of  the  empty  train.    I  should  not  have  wimted 
the  guard's  assistance,  but   for  the  sticking  of    the 
regulator.      I  had    commenced    working    with    the 
engine  at   8  a.m.,   and  had    run    from  Redhill  to 
London ;  after  which  I  had  been  engaged  in  local 
trips.     Nothing  had  up  to  this  time  gone  wrong  with 
the  r^ulator.    I  had  no  trouble  in  opening  it  on  start- 
ing from  Cannon  Street,  and  had  eased  it  a  little  more 
in  running  round  the  curve  near  the  Borough  Market. 
I  reduced  the  steam  to  50  lbs.  from  120  lbs.  before 
taking  the  train  into  Charing  Cross,  but  even  then  I 
could  not  set  the  r^ulator  fully  back.    It  had  never 
worked  peiiectly  right  since  I  had  had  the  eneine.    I 
had  called  the;  attention  of  the  locomotive  foreman 
at  Redhill  to  Uie  r^ulator  about  three  months  since, 
but  its  working  had  not  been  su^^ciently  defective  to 
cause  me  to  make  a  report  of  it.     Alter  reaching 
Charing  Cross  I  put  some  tallow  into  the  feed  pipe, 
and  so  got  it  into  the  boiler,  and  this  made  the  regu- 
lator work  much  easier  afterwards,  and  I  was  able  [to 
take  a  train  down   to  Redhill  the  same  afternoon. 
The  engine  worked  for  four  days  after  this,  and  was 
then  sent  to  Ashf  ord  to  be  examined.   I  was  suspended 
the  day  after  the  collision  and  am  so  stilL    I  have 
never  been  in  any  previous  collision.    I  saw  the  tail 
of  the  empty  train  about  100  yards  from  it.    It  is  not 
the  custom  to  hand  signal  titdns  past  the  Waterloo 
station  home  signals. 
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4.  Moses  Castle^  fireman  with  McMillen  since 
June  1,  previously  emplojed  about  engines,  cleaning, 
Ac. — I  was  alone  with  McMillen  on  the  engine  when 
he  took  the  Hastings  train  from  Cannon  Street.  The 
first  signals  we  had  against  us  were  the  Waterloo 
station  signals.  The  driver  took  hold  of  the  Regulator 
handle  between  the  Blackfriars  junction  and  Black- 
fidars  cabin,  the  speed  being  between  8  or  9  miles  an 
hour.  I  began  putting  on  my  break  at  the  same  place. 
On  passing  Blackfriars  box  the  driver  shouted  to  me 
to  put  on  mj  break.  I  turned  round  to  look  at  him 
and  I  saw  him  having  hold  of  the  regulator,  appearing 
to  be  trying  to  shut  it  It  was  not  quite  shut,  but 
allowed  sufficient  steam  to  be  on  to  keep  the  engine 
moving.  I  saw  him  trying  to  reverse,  but  I  heard 
the  reversing  lever  fiy  back.  After  passing  the 
Blackfriars  box  I  believe  he  whistled  twice  for  the 
guai'd's  breaks.  I  could  have  jumped  off  before  the 
collision,  but  I  did  not,  nor  did  the  drivei-.  The  buffer- 
beam  VTas  not  damaged.  I  have  often  heard  the  driver 
grumbling  when  working  with  the  regulator.  I  did  not 
see  any  means  taken  to  reduce  the  steam  before  going 
into  Charing  Cross.  The  driver  did  something  to  the 
engine,  but  I  don't  know  what,  at  Charing  Cross. 
The  engine  behaved  properly  the  rest  of  the  day.  I 
worked  after  this  four  daj^  with  the  same  engine,  but 
with  different  drivers.  We  never  had  much  difficulty 
with  the  regulator,  but  the  steam  was  always  escaping. 
After  that  it  went  into  the  shops,  and  it  is  now  work- 
ing better  than  it  was  before. 

6.  James  Lawrence^  guard  6J  years. — I  started 
firom  Hastings  in  charge  of  the  i  1.50  a.m.  train ;  it 
consisted  of  ten  carriages,  two  guards  vans,  and  two 
horse  boxes.  We  detached  the  two  horse  boxes  at 
Tunbridge,  and  picked  up  three  carriages  at  Grove 
Park.  Prom  Cannon  Street  I  was  in  the  last  vehicle. 
We  were  10  minutes  late  from  Cannon  Street,  having 
lost  time  at  Tunbridge  and  Grove  Park.  We  had  no 
signals  against  us  after  leaving  Cannon  Street  till  we 
found  the  Waterloo  station  distant  and  home  signals 
at  danger ;  these  I  saw  just  alter  passing  Blackfriars 
junction.  Our  speed  was  then  10  to  12  miles  an  hour. 
I  applied  my  break  at  once.  About  Blackfriars 
junction  I  first  heard  the  break  whistle  and  then 
again  just  before  reaching  the  Waterloo  up  home- 
signal,  when  the  speed  had  been  reduced  to  a  walking 
pace.  On  firet  seeing  the  signals  against  us  I  rang 
the  electric  bell  communicating  with  the  front  guard 
in  the  fourth  vehicle  from  the  engine.  He  answered 
me  at  once,  and  I  could  see  fire  flying  from  his  break 
when  I  was  near  Blackfriars  box.  I  could  do  no  more. 
I  wafi  apprehensive  that  the  driver  would  not  stop,  as 
the  train  was  not  pulling  up  as  it  ought.  The  speed 
was  no  faster  than  usual  when  I  first  saw  the  signals 


at  danger.  I  did  not  see  the  Blackfriars  signalnum 
as  I  passed  the  cabin,  as  I  was  looking  out  on  the  off 
side.  On  reaching  Charing  Cross  the  driver  at  once 
told  me  he  had  baen  unable  to  shut  off  steam.  He 
said  he  thought  he  should  have  stopped  had  he  been 
able  to  reverse  the  first  time.  I  had  felt  the  rebound 
of  the  train,  when  my  van  was  about  opposite  the 
Waterloo  distant  signal.  We  were  neither  of  us 
knocked  down.  I  hardly  felt  the  blow.  No  damage 
was  done  to  my  train.  We  were  only  delayed  six 
minutes.  I  have  often  driven  with  McMillen  before, 
and  have  never  known  him  overrun  any  signals. 

6.  William  HowiCy  locomotive  inspector  about 
three  months,  previously  on  the  Glasgow  and  South- 
western Railway.  —  I  saw  engine  No.  104  on  the 
5th.  The  r^^lator'  was  working  properly,  but  would 
not  completely  shut  off  the  steam.  It  went  into  the 
shops  on  the  9th  for  the  examination  of  the  regulator 
and  handle.  I  have  known  of  cases  of  regulators  sud- 
denly working  stiffly,  the  valve  being  rough.  Tallow 
would  have  tne  effect  of  easing  the  stijfness  of  t^e 
regulator.    McMillen  told  me  he  had  put  some  in. 

7.  John  Ederij  general  foreman  in  the  Ashford 
locomotive  works,  14  years. — Mr.  Sterling  (the  loco- 
motive superintendent)  and  myself  examined  No.  104 
engine  when  it  arrived  at  Ashford  on  the  9th.  The 
dome  was  lifted  off  in  our  presence.  With  the  excep- 
tion  of  a  slight  roughness  on  the  surface  of  the  small 
valve,  which  allowed  of  the  escape  of  a  small  quantity 
of  steam,  the  regulator  and  handle  seemed  to  be  both' 
in  capital  condition.  I  got  the  steam  up  to  120  lbs., 
and  round  the  escape  of  steam  not  sufficient  to  move 
the  engine  with  everything  shut.  The  engine  left  the 
works  in  Januarv  i^r  a  general  overhaul,  and  if 
there  is  any  stickmg  in  the  regulator  it  is  generally 
the  first  day  or  two  after  the  engine  leaves  the  shops. 
In  my  experience  I  have  not  known  a  r^ulator  sud- 
denly  work  badly  without  some  sufficient  cause.  The 
engine  was  sent  back  in  two  days  after  the  sur&ce  oi^ 
the  small  valve  had  been  smoothed. 

8.  Charles  JefferieSy  signalman  four  years  at  Black* 
friars  box. — ^I  was  looking  out  of  my  window  when 
the  Hastings  train  passed.  It  was  going  very  slowly, 
with  steam  shut  off.  I  spoke  to  the  driver,  who  ha^d 
one  hand  on  the  reversing  lever  and  the  other  on  the 
moulding.  He  did  not  appear  to  be  doing  anything. 
The  fireman  was  working  at  his  break.  I  heiard  no 
break  whistle  at  all.  I  thought  the  train  had  hardly 
speed  enough  to  reach  the  Waterloo  home-signals* 
The  guard's  breaks  were  on  as  they  passed  my  cabin. 
I  did  not  know  anything  of  the  collision  till  after  it 
had  happened. 


Concltmon. 

This  collision  between  the  up  Hastings  train  and  a  train  of  empty  carriages  standing 
60  yards  inside  the  up  home-signal  at  Waterloo  junction  station  was  caused  by  the 
inability  of  the  driver  of  the  Hastings  train  to  stop,  as  he  had  fully  intended  to  do,  at 
or  short  of  the  home  signal,  his  excuse  being  that  he  could  not  close  the  regulator 
handle  when  he  tried  to  do  so  before  reaching  Blackfriars  cabin,  and  that  the 
reversing-lever  flew  back  when  he  tried  to  pull  it  over  with  the  steam  slightly  on. 
On  the  engine  being  examined  at  the  Ashford  Works,  a  few  days  after  the  collision,  a 
slight  roughness  was  found  upon  the  surface  of  the  small  valve  of  the  steam-pipe, 
sufficient  to  allow  of  the  escape  of  a  small  quantity  of  steam,  though  of  not  enough  to 
move  the  engine. 

It  is  probable,  I  think,  that  the  driver  may  have  been  approaching  Waterloo 
station  rather  faster  than  he  ought  to  have  done,  and  somewhat  magnified  the  effects 
of  the  slight  defect  that  existed  in  the  working  of  the  regulator.  His  previous 
conduct  during  a  service  of  24  years  appears  to  have  been  very  good. 

The  other  servants  of  the  company  seem  to  have  done  their  duty. 

The  block  sections  on  tliis  part  of  the  line  are  necessarily  very  short,  and  the 
greatest  possible  care  is  consequently  necessary  in  the  working  of  the  traffic ;  and  that 
this  care  is  as  a  rule  exercised  is  shown  by  the  rare  occurrence  of  serious  collisions. 
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This  collisioii  would  not  have  occurred  if  the  driver  of  the  Hastings  train  had  had 
control  of  a  good  continuous  break. 

I  have,  &c., 
The  Secreta^,  C.  S.  Hutchinson, 

(BaQway  Department,)  Major*  General,  B.E. 

Board  of  Trade. 

IVinted  copies  of  the  above  report  were  sent  to  the  Company  on  21st  November. 
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Printed  hj  Oborob  E.  Etxb  and  William  SpoTTiBwooiui» 

Fruiten  to  the  Queen's  most  Excellent  M^estj. 

For  Her  Mijetty'i  Stationery  OiBoe. 


Digitized  by 


Google 


RAILWAY    ACCIDENTS. 


RETURNS 

OP 

ACCIDENTS    AND    CASrALTEES 

AS  REPORTED  TO  THE  BOARD  OF  TRADE  BY  THE  SEVERAL  RAILWAY  COMPANIES 

IN  THE  UNITED  KINGDOM, 

During  the  Tear  ending  31st  December  1878, 

In  pursuance  of  the  Eegulation  of  Railways  Act  (1871),  34  &  35  Vict.  cap.  78 ; 

TOGETHER  WITH 

REPORTS  OF  THE  INSPECTING  OFFICERS  OF  THE 
.RAILWAY  DEPARTMENT    TO   THE   BOARD   OF  TRADE 

UPON 

CERTAIN  ACCIDENTS 
Which  were  inquired  into. 


9tt»tnurf  to  tot^  Houses  of  ^Avliammt  tp  <!Foiittimiili  of  mtv  Maifttit, 

IBth  February  1879. 


;S^ 


LONDON: 

PBINTED  BY  GEOEGE  EDWARD  EYRE  AND  WTLLIAit  SPOTTISWOODE, 

PRINTEBS  TO  THB  QUEENS  MOST  EXCELLENT  IiIAJSSTT. 

FOR  HER  MAJESTY'S  STATIONERY  OFFICE: 


[0.— 2261.]    JPrice6e.9d.  1879. 

Digitized  by 


Google 


TABLE    OF    CONTENTS. 


Pige 
SuioiABY  of  AoojDSNTS  and  Casualties  reported  to  the  Boabd  of  Trade  during  the  Tear 
ending  31st  December  1878      -  -  -  -  -  -  --  -3 

Tables : 

No.  1.  General  Total.— Number  of  Persons  re|)orted  as  killed  or  injured  on  the  Railways  of  the 
United  Kingdom,  distinguishing  between  Passengers,  Servants  of  Railway  Companies,  and 
other  Persons ;  and  distinguishing  abo  in  the  case  of  the  two  former  Classes  between  Accidents 
caused  by  accidents  to  trains,  rolling-stock,  permanent«way,  &c.,  and  Accidents  happening 
otherwise  ..-.-------7 

No.  2.  Number  of  Persons  reported  as  killed  or  injured  in  the  United  Kingdom,  by  the  tra- 
velling of  trains  or  the  movement  of  vehicles  used  exclusively  upon  Railways,  distinguishing 
between  Passengers,  Servants  of  Railway  Companies,  and  other  Persons ;  and  classifying  as 
far  as  practicable  the  Nature  and  Causes  of  the  Accidents  occasioning  the  Death  or  Injury        -        8 

No.  3.  Accidents  to  Trains,  Rolling-Stock,  Permanent- Way,  &c.  on  the  Railways  in  the  United 
Kingdom,  distinguishing  the  different  Classes  of  Accidents,  and  the  Number  of  Passengers  and 
others,  and  of  Servants  of  Railway  Companies^  killed  or  injured  in  each  Class  of  Accident         -        9 

No.  4.  Accidents  to  Trains,  Rolling-Stock,  Permanent- Way,  Ac.  on  the  Railways  in  the  United 
Kingdom,  distinguishing  the  different  Classes  of  Accidents,  the  different  Railways  on  which 
the  same  have  occurred,  and  the  Number  of  Passengers  and  others,  and  of  Servants  of  Railway 
Companies,  killed  or  injured  on  each  Railway  by  those  Accidents  -  -  -      10 

No.  5.  Number  of  Servants  of  Railway  Companies  and  Contractors  reported  as  killed  or 
injured  on  the  Railways  in  the  United  Kingdom,  by  the  travelling  of  trains  or  the  movement 
of  vehicles  used  exclusively  upon  Railways,  distinguishing  the  Number  which  have  occurred 
on  each  Railway  or  System  of  Railway,  and  classifying  as  far  as  practicable  the  Nature  and 
Causes  of  the  Accidents  occasioning  the  Death  or  Injury  -  -  -  -       14 

No.  6.  Table  showing  the  different  occupations  of  Servants  of  Railway  Companies  and  Con- 
tractors who  were  killed  or  injured,  and  classifying  their  injuries  as  far  as  practicable  -       18 

No.  7.  Number  of  Persons  reported  as  having  been  killed  or  injured  whilst  upon  the  Companies' 
premises,  by  accidents  in  which  the  movements  of  vehicles  used  exclusively  upon  Railways  was 
not  concerned,  distinguishing  between  Passengers,  Servants  of  Companies,  and  other  Persons ; 
and  classifying  as  £Eur  as  practicable  the  Nature  and  Causes  of  the  Accidents  occasioning  the 
Death  or  Lijury  -  -  -  -  -  -  -  -19 

No,  8.  Comparative  Table  for  the  years  1876, 1877,  and  1878      -  -  -  -  -      20 

Repobts  on  Accidents  inquibed  into  •  -  -  -  -      21 


Digitized  by 


Google 


Summary  of  Accidents  and  Casualties  which  have  been  reported 
to  the  Board  of  Trade  as  having  occurred  upon  the  Railways  in 
the  United  E^ingdom,  during  the  Year  ending  31st  December 
1878, 


I. — Accidents  to  Trains,  Rolling-Stock,  Permanent- Way,  &c. 
Accidents  to  trains,  rolling-stock,  permanent-way,  &c,  caused  the  death  of  39  persons 
and  injury  to  1,329,  viz. : — 


EiUed. 


Injured. 


Servants  of  companies 


Total 


24 
15 


89 


1,173 
156 


1,329 


During  the  twelve  months  there  were  reported  53  collisions  between  passenger-trains 
or  parts  of  passenger-trains,  by  which  13  passengers  were  killed,  and  452  passengers  and 
14  servants  were  injured ;  98  collisions  between  passenger-trains  and  goods  or  mineral- 
trains,  engines,  &c.,  by  which  6  passengers  and  1  servant  were  killed,  and  537  passengers 
and  38  servants  were  injured ;  28  collisions  between  goods-trains  or  parts  of  goods-trains, 
by  which  5  servants  were  killed,  and  30  were  injured ;  76  cases  of  passenger-trains  or 
parts  of  passenger-trains  leaving  the  rails,  by  which  5  passengers  and  2  servants  were 
killed,  and  106  passengers  and  7  servants  were  injured ;  15  cases  of  goods-trains  or  parts 
of  goods-trains  leaving  the  rails,  by  which  7  servants  were  killed  and  28  were  injured ; 
16  cases  of  trains  or  engines  travelling  in  the  wrong  direction  through  points,  by  which 
13  passengers  and  9  servants  were  injured ;  20  cases  of  trains  running  into  stations  or 
sidings  at  too  high  a  speed,  by  which  41  passengers  and  3  servants  were  injured;  169 
cases  of  trains  running  over  cattle  or  other  obstructions  on  the  line,  by  which  3  passengers 
and  4  servants  were  injured ;  10  cases  of  the  bursting  of  boilers  or  tubes,  &c.  of  engines, 
by  which  14  servants  were  injured ;  5  cases  of  the  failure  of  machinery,  &c.  of  engines,  by 
which  1  servant  was  injured;  the  failure  of  1,034  tyres,  one  of  which  caused  injury  to 
1  servant;  the  failure  of  540  axles,  causing  injury  to  4  passengers  and  4  servants;  l6 
cases  of  the  failure  of  coupling,  causing  injury  to  7  passengers  and  2  servants;  the 
fracture  of  490  rails,  causing  injury  to  8  passengers ;  and  8  accidents  of  a  miscellaneous 
description,  causing  injury  to  2  passengers  and  1  servant* 

There  were  also  reported  57  cases  of  trains  running  through  gates  at  level-crossings ; 
the  failure  of  20  wheels,  the  failure  of  6  tunnels,  bridges,  viaducts,  &c. ;  18  cases  of  the 
flooding  of  portions  of  the  permanent- way ;  19  cases  of  slips  in  cuttings  or  embankments ; 
7  cases  of  fires  in  trains,  and  5  at  stations ;  but  in  none  of  these  was  any  personal  injury 
involved. 

Of  the  1,034  tyres  which  failed,  83  were  engine-tyres,  28  were  tender- tyres,  14  were 
carriage-tyres,  45  were  van-tyres,  and  864  were  wagon-tyres ;  of  the  wagons,  551 
belonged  to  owners  other  than  the  railway  companies ;  783  tyres  were  made  of  iron, 
and  249  of  steel,  whilst  in  2  cases  the  material  was  not  stated ;  65  tyres  were  fastened 
to  their  wheels  by  Gibson's  patent  method,  3  of  which  left  their  wheels  when  they  failed ; 
32  were  fastened  by  Beattie's  patent,  2  of  which  lefl  their  wheels  when  they  failed ;  and 
6  by  Mansell's  patent,  none  of  which  left  their  wheels  when  they  failed;  913  tyres  were 
fastened  to  their  wheels  by  bolts  or  rivets,  J  4  of  which  lefl  their  wheels  when  they  failed ; 
and  1 8  were  secured  by  various  other  methods,  2  of  which  left  their  wheels  when  thev 
failed ;  115  tyres  fractured  at  rivet-holes,  317  in  the  solid,  56  at  the  weld,  and  544  split 
longitudinally  or  bulged,  and  of  2  the  nature  of  the  failure  was  not  stated. 

Of  the  540  axles  which  failed,  287  were  engine-axles,  viz.,  266  crank  or  driving,  and 
21  leading  or  trailing ;  19  were  tender-axles,  3  were  carriage-axles,  221  were  wagon-axles, 
and  10  were  axles  of  salt-vans.  65  wagons  and  the  salt- vans  belonged  to  owners  other 
than  the  railway  companies.  Of  the  crank  or  driving-axles,  204  \^  ere  made  of  iron,  and 
61  of  steel,  and  in  I  case  the  material  was  not  stated ;  the  average  mileage  of  192  of 
the  iron  axles  was  172,917  miles,  and  of  55  of  the  steel  axles  150,763  miles. 

Of  the  490  rails  which  were  found  fractured  in  the  permanent-way,  377  were  double- 
headed,  11  were  single-headed,  15  were  of  Vignoles'  section,  18  were  bridge  rails,  and  the 
form  of  the  remaining  3  was  not  stated ;  283  were  made  of  iron,  and  206  of  steel,  and 
in  1  case  the  material  was  not  stated ;  of  the  double-beaded  rails^  214  had  been  turned^ 

Digitized  by  V:iOOQIC 


K  949.     Wt.  B  1460. 


(     4     ) 

IL — ^ACCIDKNTS     TO     PASSENGERS    FROM     CaUSBS     OTHER     THAN     ACCIDENTS    TO     TWAINS, 

Rollinq-Stock,    Permanent  -  Way,    &c.y    including    Accidents    from    their 

OWN   WANT   OF    CaUTION    OR     MiSCONDUCT ;     AcClDENTS    TO    PERSONS    PASSING    OVER 

Level-Crossings;  Trespassers;  and  Others, 

Of  the  485  persons  killed  and  831  injured  in  this  division,  101  of  the  killed  and  579 
of  the  injured  were  passengers.  Of  the  latter  47  were  killed  and  104  injured  by  falling 
between  carriages  and  platforms ;  14  were  killed  and  355  injured  by  falling  on  to  plat- 
forms, ballast,  &c.,  when  getting  into  or  alighting  from  trains;  30  were  killed  and 
19  injured  whilst  passing  over  the  line  at  stations ;  1  was  killed  and  42  were  injured 
by  the  closing  of  carriage-doors ;  3  were  killed  and  28  were  injured  by  falling  out  of 
carriages  during  the  travelling  of  trains;  and  6  were  killed  and  31  injured  from  other 
causes.  48  persons  were  killed  and  22  injured  whilst  passing  over  the  line  at  level- 
crossings,  viz.,  33  killed  and  17  injured  at  public  level-crossings,  10  killed  and  3  injured 
at  occupation  crossings,  and  5  killed  and  2  injured  at  foot-crossings*  238  persons  were 
killed  and  147  injured  when  trespassing  on  the  railways.  60  persons  conmutted  suicide 
on  railways.  And  of  other  persons  not  specifically  classed,  but  mostly  private  people 
having  business  on  the  Companies'  premises,  38  were  killed  and  83  injured. 


TIL — Accidents  to  Servants  in  the  Employ  of  Railway  Companies  or  Contractors, 

CAUSED     BY    THE   TRAVELLING    OF    TrAINS    OR    THE    MOVEMENT    OF   VEHICLES    USED 
EXCLUSIVELY   UPON   RAILWAYS. 

During  the  twelve  months  there  were  529  servants  of  companies  or  contractors  reported 
as  having  been  killed  and  1,847  injured,*  in  addition  to  those  included  in  Class  I. 
Of  these  44  were  killed  and  313  injured  whilst  coupling  or  imcoupling  vehicles; 
6  were  killed  and  44  injured  by  coming  in  contact,  whilst  riding  on  vehicles  during 
shunting,  with  other  velucles,  &c.,  standing  on  adjacent  lines;  3  were  killed  and  39 
injured  whilst  passing  over  or  standing  upon  buffers  during  shunting;  36  were  killed 
and  208  injured  in  getting  on  or  off,  or  by  falling  off  engines,  wagons,  &c.  during 
shunting;  8  were  killed  and  129  injured  whilst  brealang,  spragging,  or  chocking  wheels ; 
8  were  killed  and  41  injured  whilst  attending  to  ground  points,  marshalling  trains,  &c. ; 
4  were  killed  and  99  injured  whilst  moving  vehicles  by  capstans,  turn-tables,  props,  &c., 
during  shunting,  and  15  were  killed  and  178  injured  by  various  other  accidents  during 
shuntmg  operations  ;  15  were  killed  and  44  injured  by  falling  off  engines,  &c.,  during  the 
travelling  of  trains;  9  were  killed  and  48  injured  by  coming  in  contact  with  over- 
bridges  or  erections  on  the  sides  of  the  line  during  the  travelling  of  trains ;  18  were 
killed  and  43  injured  whilst  getting  on  or  off  engines,  vans,  &c.  during  the  travelling  of 
trains ;  10  were  killed  and  75  injured  whilst  attending  to,  or  by  the  failure  of,  machinery^ 
&c.  of  engines  in  steam ;  86  were  killed  and  126  injured  whilst  working  on  the  permanent- 
way,  sidings,  &c. ;  8  were  killed  and  1  was  injured  whilst  attending  to  gates  at  level- 
crossings;  134  were  killed  and  173  injured  whilst  walking,  crossing,  or  standing  on  the 
line  on  duty;  51  were  killed  and  147  injured  by  being  caught  between  vehicles;  24  were 
killed  and  86  injured  by  falling  or  being  caiight  between  trains  and  platforms,  walls,  &c. ; 
49  were  killed  and  8  injured  whilst  walking,  &c.  on  the  line  on  the  way  home  or  to 
work ;  and  1  was  killed  and  45  were  injured  from  various  other  causes. 

Altogether,  the  numbers  of  persons  killed  and  injured  on  raQways  in  the  United 
Kingdom  in  the  course  of  public  traffic,  during  the  twelve  months  ending  31st  December 
1878,  as  reported  to  the  Board  of  Trade,  were  as  follows : — 


From  accidents  to  trains,  rolling-stock,  permanent-waj,  &c. 

By  accidents  from  other  causes  ... 

Servants  of  companies  or  contractors : 

From  accidents  to  trains,  rolling  stock,  permanent-waj,  &c 

By  accidents  from  other  causes  ... 

Persons  passing  over  raUways  at  level-crossings    - 
Trespassers  (including  suicides)        .         .  .  - 

Other  persons  not  coming  in  above  classification 

Total  .  -  .  . 


EiUed. 

Injnred. 

24 

1,173 

101 

679 

15 

156 

529 

1,847 

48 

22 

298 

147 

38 

88 

1,053 

4,007 

•  For  a  classification  of  the  injuries,  see  Table  No.  6. 
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Note. — In  addition  to  the  above,  the  Railway  Companies  have  reported  to  the  Board  of 
Trade,  in  pursuance  of  the  6th  Section  of  the  Regulation  of  Railways  Act,  1871,  the 
following  accidents  which  occurred  upon  their  premises,  but  in  which  the  movement  of 
vehicles  used  exclusively  upon  railways  was  not  concerned,  namely : — ^2  passengers  killed 
and  80  injured  whilst  ascending  or  descending  steps  at  stations ;  29  injured  by  being 
struck  by  barrows,  falling  over  packages,  &c.  on  station  platforms ;  1  killed  and  33  injured 
by  falling  off  platforms ;  and  3o  injured  from  other  causes.  Of  servants  of  companies  or 
contractors  3  were  killed,  and  419  injured  whilst  loading,  unloading,  or  sheeting  wagons ; 
138  were  injured  whilst  moving  or  carrying  goods  in  warehouses,  &c. ;  4  were  killed  and  92 
injured  whilst  working  at  cranes  or  capstans  ;  3  were  killed  and  135  injured  by  the  falling 
of  wagon-doors,  lamps,  bales  of  goods,  &c. ;  4  were  killed  and  323  injured  by  falling 
off,  or  when  getting  on  or  off,  stationary  engines  or  vehicles;  7  were  killed  and  125 
injured  by  falling  off  platforms,  ladders,  scaffolds,  &c, ;  145  were  injured  by  stumbling 
whilst  walking  on  the  line  or  platforms ;  1  was  killed  and  57  were  injured  whilst  attending 
to  stationary  engines  in  sheds ;  3  were  killed  and  43  injured  by  being  trampled  on  or 
kicked  by  horses ;  1 1  were  killed  and  181  injured  whilst  working  on  the  line  or  in  sidings ; 
and  4  were  killed  and  137  injured  from  various  other  causes.  16  persons  who  were 
transacting  business  on  the  companies'  premises  were  killed  and  77  injured,  making  a 
total  in  this  class  of  accidents  of  59  persons  killed  and  2,050  injured. 

Thus  the  total  numbers  of  personal  accidents  reported  to  the  Board  of  Trade  by 
the  several  railway  companies  during  the  twelve  months,  amount  to  1,112  persons  killed 
and  6,057  injured. 
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TABLE  No.  L 

GENERAL  TOTAL. 

NuiiBBR  of  Pbrsons  reported,  daring  the  Tear  ending  dlst  Deceml)er  1878,  as  Killed  or  Injuked  on  the 
Kailwajs  of  the  ITnitbd  Kingdoh,  distinguishing  between  Passbngbrs,  Skbyants  of  the  Companies  or  ot  Con- 
TRACTOBSy  and  Other  Persons  ;  and  distinguishing  also  in  the  case  of  the  Two  former  Classes  between  Accidents 
caused  by  Accidents  to  Trains,  Bollino-Stock,  Permanent- Way,  kc^  and  Accidents  happening  otherwise. 


BnOLAND  AlTD 

Walks. 


mied. 


Injured. 


Scotland. 


KiUed. 


Injured. 


Irxlamd. 


KiUed. 


Injured. 


Unitbd  KncoDOX. 


Killed. 


Injured. 


Passkngbrs  :— > 

From  accidents  to  trains,  rolling- 
stock,  permanent-waj,  &c 


67  accidents  fh>m  other  causes, 
including  accidents  from  their 
own  want  of  caution,  or  mis- 
conduct -  -  - 


Sbrvants  : — 

From  accidents  to  trains,  rolling- 
stock,  permanent-waj,  &c. 


B7  acddents  irom  other  causes, 
including  accidents  from  their 
own  want  of  caution,  or  mis- 
conduct -  -  . 


Otbbr  Pbbsons  : — 

Whilst  passing  oyer  railways  at 
level-crossings 


Trespassers 
Suicides- 


Miscellaneous,   not   included   in 
either  ot  the  abote 


Total 


20 


90 


12 


448 


41 
195 

48 

36 


890 


927 


527 


115 


1,515 


21 
181 


3,305 


59 


27 


108 


161 


39 


33 


305 


12 


11 


561 


22 


16 


55 


85 


13 


27 


41 


24 


101 


U 


529 


48 


238 


60 


38 


1,053 


1,173 


579 


156 


1,847 


22 


147 


83 


4,007 


JVLB.-— Th9  Board  of  Trade  state  the  cause  of  accident  as  returned  by  the  Companies,  out  do  not  guarantee  or 
otberwise  adopt  the  statem^t,  except  in  cases  where  an  official  inquiry  has  been  held. 
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TABLE  No.  2. 


NuMBEB  of  Pbbsons  reported,  during  the  Year  endiog  31st  December  1878,  as  Ejllbd  or  Injubed  in  the 
Unitkd  Ejnoboh  by  the  Travelling  of  Trains  or  the  Movement  of  Yehiolbs  used  exclosivelj  upon 
Railways,  distinguishing  between  Passengers,  Servants  of  Railway  Companies,  and  Other  Persons,  and 
classifying  as  far  as  practicable  the  Nature  and  Causes  of  the  Accidents  occasioning  the  Death  or  Injury. 


Eholandaitd 
Walba. 

Sootlahd. 

IXBUXD, 

UnITBD  KniGDOK. 

Killed. 

Ixgured. 

Soiled. 

Loured. 

Killed. 

Ixdiired. 

KiUed. 

Injured. 

Passbnobbs:— 

From  accidents  to  trains,  &c,  see  Table 

No.S. 

20 

927 

- 

161 

4 

85 

24 

1,178 

From  falling  between  tndns  and  plat- 

forms            ,           _           -           - 

42 

87 

•8 

14 

2 

8 

47 

104 

From  falling  on  to  the  platform,  ballast, 

&C.  when  getting  into  or  out  of  tnuns- 

IS 

382 

1 

16 

- 

7 

14 

855 

Whilst  crossing  the  line  at  stations 

28 

17 

1 

2 

1 

- 

80 

19 

By  the  closing  of  carria^  doors   - 

1 

42 

- 

- 

-* 

- 

1 

42 

From  ialhng  oat  of  carnages  durmg  the 

traTeUing  of  trains      -            -            - 

2 

20 

- 

5 

1 

8 

8 

98 

By  other  accidents       -            -              - 

4 

29 

2 

2 

- 

- 

6 

81 

Total  -           -           - 
Sbrvakts:— 

From  accidents  to  trains,  &c.,  see  Table 

110 

1,454 

7 

200 

8 

98 

125 

1,752 

No.S.           -            -            .             - 

12 

115 

1 

88 

2 

8 

15 

156 

Whilst  coupling  or  tocoupling  vehicles  - 

86 

282 

5 

72 

8 

9 

44 

818 

By  coming  in  contact  whilst  riding  on 

vehicles  daring  shunting  with  other 

vehicles,  &c.  standing  on  a^acent  lines 

4 

83 

2 

10 

. 

1 

6 

44 

Whilst  passing  over  or  standing  upon 

buffers  daring  shunting 

8 

24 

_ 

15 

> 

~ 

3 

89 

When  getting  on  or  off  or  faJiing  off  en- 

gines, waggons,  &c^  during  shunting - 

25 

165 

9 

40 

2 

8 

86 

208 

Whilst  breaiking,  spragging,  or  chocking 

wheels           -           -            -            - 

7 

109 

m. 

19 

1 

1 

8 

129 

Whilst  attending  to  ground-points,  mar- 

• 

shalling  trains,  &c.        ... 

6 

34 

2 

7 

.. 

. 

8 

41 

Whilst   moving   vehicles   by  capstans, 

turntables,  props,  &c.,  during  shunting 

2 

85 

2 

18 

- 

1 

4 

99 

ti<Hi8,  not  included  in  the  prec^ling    - 

13 

147 

2 

29 

.. 

2 

15 

178 

From  falling  off  engines,  &c.,  during  the 

travelling  of  trains        ... 

14 

85 

1 

9 

- 

- 

15 

44 

or  erections  on  the  sides  of  the  line, 

during  the  travelling  of  trains    - 

9 

87 

• 

10 

. 

1 

9 

48 

When  getting  on  or  off  engines,  vans, 

&c.,  during  the  travelling  of  trains     - 

14 

85 

4 

7 

. 

1 

18 

43 

Whilst  attending  to,  or  by  the  fiiilure  of 

machinery,  &c.  of  engines  in  steam     - 

8 

61 

2 

14 

.. 

.« 

10 

75 

Whilst  worlang  on  the  permanent-way, 

sidings,  &c.        -           -            -        - 

72      . 

111 

8 

13 

6 

2 

86 

126 

Whilst    attending    to    gates    at   level- 

crossings         -           -           -            . 

8 

1 

. 

« 

^ 

„ 

8 

1 

Whilst  walking,  crossing,  or  standing  on 

' 

the  line  on  duty            -             -        - 

119 

152 

10 

20 

5 

1 

134 

178 

From  being  caught  between  vehicles 

42 

137 

6 

8 

8 

2 

51 

147 

From  fEdling  or  being  caoght  between 

trains  and  pUttforms,  walls,  &c 

21 

74 

2 

9 

1 

8 

24 

86 

Whilst  walking,  &o.,  along  the  line  on 

the  way  home  or  to  work 

44 

7 

4 

1 

1 

« 

49 

8 

Miscellaneous     .... 

1 

86 

- 

9 

- 

1 

45 

Total  .  -           -       - 

460 

1,680 

60 

388 

24 

35 

544 

2,003 

Whilst  passing  over  railways  at  level 

crossings            .           -           .         - 

41 

21 

4 

.m 

3 

1 

48 

22 

Trespassers        .           .            -            . 

195 

181 

27 

12 

16 

4 

238 

147 

Suicides     -           -            -           -        . 

48 

— 

9 

_ 

3 

«. 

60 

Miscellaneous    -           -           .           - 

36 

69 

1 

11 

1 

8 

88 

83 

Total      -           -       - 

820 

221 

41 

28 

23 

8 

884 

252 

SUHMABT:— 

Passengers             .            .           .        - 

110 

1,454 

7 

200 

8 

98 

125 

1,752 

8,008 

252 

Servants            -           •           -           . 

460 

1,680 

60 

888 

24 

85 

544 

Other  persons        -           -           -        - 

820 

221 

41 

23 

23 

8 

384 

Total  all  Classes 

890 

3,305 

108 

561 

55 

141 

1,058 

4,007 

Digitized  by 
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TABLE  No.  3. 


AociDSNTS  to  Trains,  Rolling  Stock,  Permanent  Way,  &c.,  reported,  during  the  Year  ending  Slat  December  1878, 
as  having  occurred  on  the  Kail  ways  in  the  United  Kingdom,  distinguishing  the  different  Clares  of  Accident,  and  the 
Number  of  Passengers  and  others,  and  of  Servants  of  Bailwajr  Companies,  Killed  or  Injured  in  each  Class  of  Accident. 


NxncBBB 

oiCasbs.         1 

Ndmbbs  ov  Passbvobbs  avd  Othbbs. 

NVMBBB  OP  Servants. 

— 

and 
Wales. 

Scot- 
land. 

Ire- 
land. 

United 
King- 
dom. 

andVales. 

Scotland. 

Ireland. 

United 
Kingdom. 

Englaud 
andWales. 

Scotland. 

Ireland. 

United 
Kingdom. 

Killed. 

In- 
jured. 

UUed. 

i£ii. 

Ulled. 

A. 

CUIed. 

In- 
jured. 

SiUed. 

In- 
jured. 

^ed. 

In- 

lered. 

Killed. 

In- 
jured. 

^Uled. 

In- 
inred. 

Collisions   between  passenger 
trains  or  parts  of  passenger 
trains            -           -          - 

44 

7 

2 

58 

18 

340 

108 

4 

18 

452 

18 

1 

14 

Collisions    between  passenger 
trains  and  goods  or  mineral 
trains,  engines,  and  vehicles 
standing  foul  of  the  line 

77 

15 

6 

98 

5 

494 

18 

1 

25 

6 

637 

1 

88 

2 

3 

1 

38 

20 

5 

3 

28 

- 

- 

- 

- 

- 

- 

- 

- 

4 

28 

1 

5 

- 

2 

5 

30 

Trains  coming  in  contact  with 
profjections  from  other  trains 
traveUing  on  parallel  Hnes  - 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Passenger  trains  or  parts  of 
passenger  trains  leaving  the 
rails            ... 

50 

16 

10 

76 

2 

45 

» 

10 

8 

51 

5 

106 

« 

7 

^ 

. 

2 

_ 

2 

7 

Goods  trains  or  parts  of  goods 
tnuns,  engines,  &c.  leaving 
theraOs       -           -           - 

11 

2 

2 

15 

_ 

_ 

_ 

„ 

„ 

_ 

« 

« 

7 

13 

_ 

15 

^ 

_ 

7 

28 

Tndns  or  engines  travelling  in 
the  wrong  direction  thwragh 
points            -           -          - 

12 

2 

2 

16 

_ 

13 

„ 

«. 

„ 

. 

_ 

18 

_ 

9 

^ 

_ 

" 

_ 

_ 

9 

Tnins  running  into    stations 
or  sidings    at  too  high    a 
speed           -           -           - 

18 

6 

1 

20 

_ 

22 

_ 

19 

_ 

_ 

41 

^ 

3 

„ 

« 

_ 

_ 

_ 

3 

Trains  running  over  cattle  or 
other  obstructions  on  the  line 

146 

28 

- 

169 

- 

8 

- 

- 

- 

- 

- 

8 

- 

1 

- 

3 

- 

- 

- 

4 

Trains  running  through  gates 
at  level-crossings 

56 

1 

- 

57 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

" 

- 

- 

- 

- 

The    bursting '  of   boilers    or 
tubes,  &C.  of  engines 

7 

1 

2 

10 

- 

- 

- 

- 

- 

- 

- 

- 

- 

10 

- 

4 

- 

- 

- 

14 

The    fiulure     of    machinery, 
springs,  &c.  of  engines 

1 

3 

1 

5 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

The  feilure  of  tyres     - 

957 

58 

19 

1,034 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

1 

»       wheels 

17 

2 

1 

20 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

ff       axles 

450 

73 

17 

540 

- 

4 

- 

- 

- 

- 

- 

4 

- 

1 

- 

8 

- 

- 

- 

4 

„       break  apparatus 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

„         »        couplings 

6 

7 

8 

16 

- 

1 

- 

1 

- 

5 

- 

7 

- 

1 

- 

- 

- 

1 

- 

2 

n        «>Pf.    'wed    in 
woriungmclines 

- 

- 

- 

« 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

^         „        tunnels,  bridges, 
viaducts,  culTcrts,  ^cc 

2 

4 

- 

6 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Broken  nuls    -           -           - 

300 

189 

1 

490 

- 

8 

- 

5 

- 

- 

- 

8 

- 

- 

- 

- 

- 

- 

- 

- 

The    flooding   of   portions   of 
permanent-way 

SKps  in  cuttings  or  embank- 
ments            -            -         - 

Fire  in  trains  -           -           - 

17 

19 
8 

1 
4 

- 

18 

19 

7 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Fire  at  stations,  or  involving 
injury  to  bridges  or  viaducts 

4 

1 

- 

5 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Other  aocidente 

4 

8 

I 

8 

- 

2 

- 

- 

- 

- 

- 

2 

- 

1 

- 

- 

- 

- 

- 

1 

Tc 

»TAL  - 

- 

20 

927 

- 

161 

4 

85 

24 

1,17J 

12 

115 

1 

33 

2 

8 

15 

156 

K949. 
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TABLE  No.  4. 

Accidents  to  Trains,  Rolling  Stock,  Permanent  Way,  &c.  on  the  Railways  in  the  United  Kingdom,  reported 

on  which  the  same  have  occurred,  aiid  the  Number  of  Passengers  and  others,  and  of  Servants 


NAME  OF  COMPANY. 


Col- 
lisions 

between 

pas- 

sen^r 

trains 

or  parts 
of  pas- 
senger 
trainB. 


Col- 
lisions 
l)etween 
pas- 
sen^r 
trains, 
and 
goods 

or 

mineral 

trains, 

engines, 

Ac. 


Col- 
lisions 
between 
goods 
trains 
or  parts 
of  goods 
trains. 


Trains 
coming 

in 
contact 
with  pro- 
jections 
fh)m 
other 
trains 
travel- 
ling on 
parallel 
lines. 


Pas- 
senger 
trains 

or  parts 
of  pas- 
senger 
truns 
leaving 

the  rails. 


Goods 
trains  or 
parts  of 
goods 
trains, 
engines, 

leaving 

the 

.rails. 


Trains  or 
engines 
travel- 
ling in 

the 

vrong 

direction 

through 

points. 


Trains 
running 

into 
stations 

or 
sidings 
at  too 
high  a 
speed. 


Trains 
running 
over 
cattle 
or  other 
obstruc- 
tions on 
the  line. 


Trains 
running 
througfi 
gates  at 
level- 
cross- 
ings. 


The 

The 

bursting  faUure 

of 

of  ma- 

The 

boilers 

chinery. 

faUure 

or  tubes. 

springs. 

oftjres. 

Ac.  of 

Ac  of 

engines. 

engines. 

ENGLAND  and  WALES. 
Ayleebuiy  and  Bnckingham 

Bishops  Castle 

Brecon  and  Merthyr  - 

Cambrian    -  .  - 

Carlisle  Citadel  Station 

Cornwall     -  -  - 

Eestiniog        -  -        - 

Fitmess      -  -  - 

Great  Eastern 

Great  Northern 

Great  Western 

Isle  of  Wight 

Lancashire  and  Yorkshire  - 

London  and  North-Westem 

London  and  North-Westem 
and  Great  Western  Joint 

London  and  Sonth-Westem 

London,  Brighton,  and  South 
Coast      -  -  - 

London,  Chatham,  and  Dover 

Londonderry  (Seaham  to 
Sunderland) 

London,  Tilbory,  and  South- 
end -  -  - 

Manchester  and  Miliord 

Manchester,  Sheffield  and 
Lincolnshiie 

Maryport  and  Carlisle 

Metropolitan 

Metropolitan  and  St.  John's 
Wood      -  -  - 

Metropolitan  District 

Midland      • 

Mid- Wales - 

Monmouthshire 

Northampton  and  Banbury - 

North-Eastem 

North  London 

North  Staffordshire 

North  Wales  Narrow  Grange 

Oldham,  Ashton-under- 
Lyne,  and  Guide  Bridge 
Junction 


Potteries,  Shrewsbury,  and 
North  Wales 

Preston  and  Wyre  - 


5 

12 


13 

28 


6 

11 

1 
1 


22 
3 

27 


18 
18 

1 

1 


1 
17 

1 
38 


Digiti 


30 

1 
13 


ed  by 
1 


Google  "^ 


13 
19 

5 
87 

3 

19 

168 


12 
5 


18 
2 


20 
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TABLE  No.  4. 


daring  the  Year  ending  Slat  December  1878,  distingiuBhing  the  different  Clajsses  of  Accidents,  the  different  Bailwaxs 
of  Bulwaj  Companies,  EnxED  or  Injttbed  on  each  Railway  bj  those  Accidents. 


The 
fkilare 

• 

The                       rpug 

^           The         The       flSSSe     'T                 ""^  ^^ 
Th«     n?S2i    wiSe    ofropet  tanneto.   Broken  _^^^^  ^^ 

File  at 
stations 
orin- 
?ire  In    TolTing 
trains,    injury  to 
bridges 
or  via- 
ducts. 

Other 
acci- 
dents. 

Number 

of  Passengers 

and  others. 

Nuidber 
of  Servants. 

Total 
all  Classes. 

1 

^^   jiiSi.    ^ 

tilled,   ji^.   Killed,   jj^n-^ 

- 

2 

- 

1 

- 

- 

8 

- 

- 

- 

- 

- 

- 

- 

4 

4 

4 

4 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

62 

- 

a 

- 

64 

- 

- 

- 

- 

- 

- 

2 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

S 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

1 

- 

a 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

26 

- 

- 

- 

- 

28 

11 

8 

1 

2 

- 

- 

100 

- 

6 

- 

106 

« 

14 

- 

- 

- 

- 

24 

- 

- 

- 

- 

- 

- 

25 

- 

9 

- 

84 

-i 

81 

- 

- 

- 

- 

81 

3 

7 

1 

- 

1 

- 

45 

1 

6 

1 

51 

22 

« 

a 

- 

20 

- 

- 

• 

2 

- 

- 

26 

1 

18 

1 

39 

- 

52 

- 

1 

- 

- 

- 

2 

8 

- 

- 

2 

- 

104 

I 

22 

1 

126 

-_ 

- 

- 

T» 

- 

- 

4 

- 

- 

- 

- 

- 

2 

15 

- 

9 

2 

24 

- 

9 

- 

- 

- 

- 

80 

- 

1 

- 

- 

- 

- 

9 

- 

- 

- 

9 

^ 

21 

. 

1 

- 

21 

- 

- 

- 

- 

- 

258 

- 

- 

- 

253 

1 

10 

- 

. 

- 

- 

50 

- 

^ 

- 

. 

- 

5 

85 

_ 

1 
1 

5 

86 

1 

- 

22 

1 

- 

- 

- 

- 

10 

- 

- 

- 

- 

- 

- 

12 

1 

5 

1 

17 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

16 

- 

8 

- 

19 

•. 

. 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

5 

- 

- 

- 

5 

. 

- 

- 

1 

- 

- 

4 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

87 

- 

- 

- 

1 

56 

- 

- 

1 

- 

- 

- 

22 

1 

10 

1 

32 

^ 

- 

.. 

- 

- 

- 

- 

-. 

2 

- 

- 

- 

- 

- 

- 

- 

- 

■- 

^ 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

-1  - 

- 

- 

- 

- 

- 

67 

- 

- 

- 

- 

15 

1 

8 

- 

- 

- 

- 

2 

11 

2 

11 

• 

2 

- 

- 

- 

- 

8 

- 

- 

- 

- 

- 

88 

4 

- 

42 

i- 

16 

- 

- 

- 

- 

2 

- 

- 

- 

- 

- 

1 

- 

2 

- 

8 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

. 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

0\( 

^iized 

b]  V3 

oo 

gle 

- 

• 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1     13 

- 

1   - 

13 
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Table  No.  4.^Numb6r  of  Accidents  to  Trains, 


NAME  OP  COMPLY. 

Col- 
lisions 

between 
pas- 
senger 
tr^is 

or  parts 
of  pas- 
senger 
tn£is. 

Col- 
lisions 
between 

pas- 

and 
goods 

or 
mineral 
trains. 

Col- 
lisions 
between 
goods 
trains 
or  parts 
of  goods 
trains. 

Trains 
coming 

in 
contact 
with  pro- 
jections 
ftrom 
other 
trains 
travel- 
ling on 
paraUel 

1 

Pas- 

seuger 
trwis 
or  parts 
of  pas- 

^^ 

Goods 

trains  or 

parts  of 

go9ds 

trains. 

eng.es. 

tl^SS. 

Trains  or 
engines 
travel- 
ling in 

wrong 
direction 
through 

points. 

Trains 
running 

into 
stations 

or 
sidings 
at  too 
higha 
speed. 

Trains 
running 
ovwr 
cattle 
or  other 
obstruc- 
tions on 
the  line. 

Trains 
running 
througfi 
gates  at 

oross- 
ings. 

The 
bursting 

of 

boilers 

or  tubes, 

Ac.  of 

engines. 

The 
fUlore 
of  ma- 
chinery, 

engines. 

The 
faflnre 
of  tyres. 

ENGLAND  and  WALES 
— continued. 

Bhymney 

- 

- 

2 

- 

- 

1 

- 

. 

- 

- 

- 

- 

Severn  and  Wye 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

• 

Sheffield  and  Midland  Com- 

mittee    -           -           - 

- 

^ 

- 

" 

- 

- 

- 

- 

_ 

- 

- 

- 

Somerset  and  Dorset  - 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Sonth-Eastem 

8 

- 

- 

- 

2 

- 

- 

1 

- 

1 

■    - 

- 

- 

TaffVale    - 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

ValeofTowy 

- 

- 

- 

- 

- 

- 

- 

- 

- 

2 

- 

- 

- 

Whitehaven,    Cleator,    and 

Egremont 

- 

— 

- 

" 

- 

- 

- 

- 

- 

- 

- 

- 

» 

Private  Owners 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

551 

Total  England  and*I 
Wales       -           -J 

44 

77 

20 

- 

50 

11 

12 

13 

146 

56 

7 

1 

957 

SCOTLAND. 

Caledonian 

5 

7 

1 

- 

9 

- 

1 

.   4 

6 

1 

- 

- 

40 

City  of  Glasgow  Umon      - 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Glasgow  and  Paisley  Joint 

1 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

Glasgow  and  South-Westem 

- 

3 

1 

- 

- 

- 

- 

- 

1 

- 

- 

- 

5 

Great  North  of  Scotland     - 

- 

- 

- 

- 

1 

- 

1 

- 

1 

- 

1 

2 

2 

Highland    -            -           - 

- 

- 

- 

- 

2 

- 

- 

15 

- 

- 

- 

- 

North  British 

1 

4 

3 

- 

4 

1 

2 

- 

- 

- 

1 

11 

Private  Owners 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Total  Scotland 

7 

15 

5 

- 

16 

2 

2 

6 

28 

1 

1 

8 

58 

IRELAND. 

Ballymena  and  Lame 

- 

- 

- 

- 

2 

- 

- 

- 

- 

- 

- 

- 

- 

Ballymena,  Cushendall,  and 
Red  Bay 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

2 

Belfast  and  County  Down  - 

1 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

Belfiist  and  Northern  Counties 

- 

- 

- 

- 

3 

1 

- 

- 

- 

- 

1 

- 

Cork  and  Bandon 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Cork  and  Macroom 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

" 

Dublin,  Wicklow,  and  Wex- 
ford        -           -           - 

- 

1 

1 

- 

- 

- 

1 

- 

-    ■ 

~ 

. 

. 

— 

Great  Northern .        -        - 

1 

2 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

8 

Great  Southern  and  Western 

- 

- 

2 

- 

1 

- 

- 

- 

- 

- 

- 

- 

2 

Midland  Great  Western      - 

- 

S 

- 

- 

1 

- 

- 

- 

- 

- 

.    - 

- 

12 

Newry  and  Armagh  - 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

Newry,   Warrenpoint,    and 
Rostrevor 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

'- 

Waterford  and  Limerick     - 

- 

1 

- 

- 

- 

1 

- 

- 

- 

- 

2 

- 

- 

Waterford  and  Tramore     - 

- 

- 

- 

- 

- 

- 

1 

- 

~ 

- 

- 

- 

- 

Total  Ireland 

2 

6 

3 

- 

10 

2 

2 

1 

- 

2 

1 

19 

Total  United  Kingdom 

BS 

9B 

aa 

- 

76 

IS 

16 

20 

169 

uign 

87 

zea  Dy 

10 

^'h' 

l,OSft 

(    13    ) 


RolUng  Stock,  Permanent  Way,  &c.— oofUtittiecf. 


The 
failure 

of 
wheds. 

The 
failure 
ofaxks. 

The 
ftOlure 
of  break 

ratus. 

The 
failure 
of  coup- 
lings. 

The 
failure 
of  ropes 
used  in 
working  \ 
incUne?. 

The 
fUlure 

of 
funnels, 
bridges, 
daduoto. 

Broken 
raUs. 

The 
flooding 

,of 
portions 
of  per-   i 
manent 

SUpsin 
cuttings 

or 
nnbank- 
ments. 

Fire  in 
trains.   1 

Fire  at 
itations, 
or  in- 
volving 
[lyuryto 

Other 
aooi- 
dents. 

Number 

of  Passengers 

and  others. 

1 

Number 
of  Servants. 

Total 
aH  Glasses. 

oulverts. 

way. 

ducts. 

1 

Killed.  j^J^    Killed. 

In- 
jured. 

Killed. 

In- 
jund. 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

'- 

- 

1 

8 
2 

1 

8 
2 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

18 

98 

- 

- 

18 

93 

„ 

1 

^ 

M 

^ 

.. 

^ 

^ 

^ 

«, 

. 

. 

» 

_ 

^ 

^ 

^ 

,. 

16 

62 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

17 

450 

- 

6 

- 

2 

spo 

17 

19 

8 

4 

4 

20 

927 

12 

115 

82 

1,042 

42 

8 

95 

4 

1 

51 

2 

58 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

4 

- 

- 

- 

4 

- 

- 

- 

- 

- 

I 

1 

- 

- 

- 

- 

- 

- 

89 

- 

14 

- 

58 

- 

8 

- 

1 

- 

- 

1 

- 

- 

- 

- 

- 

.     - 

4 

- 

2 

- 

6 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

8 

- 

5 

- 

13 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

2 

19 

- 

8 

- 

8 

92 

1 

- 

- 

1 

1 

- 

55 

1 

10 

1 

65 

- 

8 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

2 

78 

- 

7 

- 

4 

189 

1 

- 

4 

I 

8 

- 

161 

1 

88 

l_^ 

194 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

2 

- 

1 

- 

8 

- 

- 

- 

- 

- 

-^ 

1 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

"" 

1 

■" 

- 

• 

- 

- 

- 

- 

■" 

- 

- 

3 

50 

2 

*" 

5 

50 

« 

1 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

1 

15 

- 

2 

1 

17 

- 

4 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1« 

- 

8 

- 

19 

- 

8 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

1 

1 

6 

*- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

2 

— 

1 

- 

8 

^ 

1 

. 

» 

« 

. 

• 

. 

•• 

• 

-.■ 

• 

.. 

~ 

-. 

- 

. 

. 

— 

1 

" 

1 

"" 

"■ 

1       " 

"" 

— 

— 

^^ 

"* 

^ 

■" 

"■ 

^, 

• 

— 

1 

17 

- 

8 

- 

- 

1 

- 

- 

- 

- 

1 

4 

85 

2 

8 

6 

98 

20 

SftO 

- 

16 

- 

6 

%90 

IS          19 

7 

B 

S 

aft 

1,171 

giTiz 

\      IB 

e  a  Dy  ^ 

186 

39 

ltSS9 

B  3 
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TABLE  No.  5.  -  -  - 

jNumbbk  of  Servants  of  Railway  Gohpakibs  and  Contbactobs  reported,  during  the  Year  ending  31st  December  1878, 
ezclnsively  upon  Bailways,  distinguishing  the  Number  which  have  occurred  on  each  Eailwaj  or  System  of  Railway, 


Name  ov  Cokfavt. 

dents  to 

trains,  Ac 

iSM  Table 

No.  4. 

Whilst 
ooupUniror 
unooupfing 

fiyoomins 
in  contact 

whilHt 

riding  on 

vehicles 

during 

shunting 

with  other 

vehicles,  Ac. 

standing 

on  adjacent 

lines. 

Whilst 

passing 

over,  or 

standing 

upon, 

buffers 

during 

shunting. 

When 
getting  on 

or  off,  or 
fldlingofl 

engines, 

shunting. 

WhUst 
breaking, 

or  chocking 
wheels. 

Whilst 

to  ground- 

msTffhftHing 
trains,  Ac 

Whilst 
moving 

vehidesby 
capstans, 

turn-tables, 

during 
shuntiDg. 

By  other 

accidents 

during 

shunting 

operations, 

not  iududed 

in  the 

Kmed. 

In- 
inied. 

^^l^ 

Killed. 

In- 
lured. 

Killed. 

In- 
jured. 

Kilted.|ji™L 

^^iJ^ 

Killed. 

In- 
lured. 

™«l.j^ 

Killed. 

In- 
lured. 

BNOLAND  AND  WALES. 

Brecon  and  Merthyr  -           -           - 

4 

4 

- 

- 

- 

- 

'- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Cfonbrian            .              -              - 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

1 

Carmarthen  and  Cardigan 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

" 

Carlisle  Citadel  Station 

- 

2 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Cheshire  Lines            .           -           - 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

" 

Comirall                    -              -       - 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

2 

- 

- 

- 

- 

- 

- 

Fettimog         ,           -           -           - 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Fumess               -               -               - 

- 

- 

- 

2 

- 

.- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

GreatEastem             -              -       - 

- 

6 

4 

13 

- 

2 

1 

3 

1 

8 

- 

7 

-. 

- 

- 

5 

- 

14 

Great  Northern    -              -              - 

- 

9 

2 

18 

- 

4 

- 

- 

- 

11 

- 

1 

1 

3 

- 

- 

2 

9 

Great  Western 

1 

6 

4 

46 

1' 

5 

1 

7 

5 

29 

3 

14 

- 

4 

- 

7 

1 

12 

TiancashiTe  and  Yorkshire      - 

1 

13 

6 

28 

1 

5 

- 

3 

2 

25 

- 

24 

1 

8 

- 

20 

- 

29 

London  and  North-Westem 

1 

22 

4 

48 

1 

5 

1 

4 

6 

32 

2 

21 

1 

7 

2 

88 

- 

26 

Lond<m  and  Norfli-Westem  and  Great 
Western  Joint        -            -            - 

- 

9 

- 

7 

- 

2 

- 

- 

- 

4 

- 

1 

1 

- 

- 

" 

1 

2 

London  and  South- Western 

- 

- 

1 

1 

- 

- 

- 

- 

2 

- 

- 

- 

1 

- 

— 

- 

- 

London,  Brighton,  and  Sonth  Coast   - 

- 

- 

8 

3 

- 

- 

- 

3 

4 

- 

4 

- 

1 

- 

1 

2 

7 

- 

1 

- 

1 

- 

1 

- 

- 

- 

1 

- 

- 

- 

5 

- 

2 

London,  Tilhury,  and  Sonthend 

- 

1 

- 

- 

- 

~ 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Manchest^,  Sheffield,  and  Lincolnahire 

1 

5 

1 

9 

- 

3 

2 

1 

7 

- 

10 

- 

1 

- 

2 

1 

8 

Maiyport  and  Carlisle 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

MetropoUtan      .           -           -        - 

- 

3 

- 

2 

- 

- 

- 

- 

- 

— 

- 

— 

- 

- 

- 

- 

- 

1 

MetropoUtan  and  St.  John's  Wood     - 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Metropolitan  District  - 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

•  ^ 

- 

- 

- 

- 

- 

- 

- 

Midhind      • 

1 

10 

4 

22 

- 

4 

- 

2 

8 

21 

- 

7 

2 

4 

- 

- 

8 

13 

Midland  and  Great  Western  Joint      - 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

•4 

- 

Monmouthshire  -           -           -        - 

- 

- 

- 

2 

- 

- 

- 

1 

*■ 

2 

- 

8 

- 

- 

- 

- 

- 

- 

North-Bastem 

2 

11 

8 

23 

1 

2 

- 

2 

fi 

14 

1 

10 

- 

8 

- 

7 

3 

22 

North  London    -                       -       - 

- 

4 

- 

- 

- 

- 

- 

- 

- 

.— 

- 

— 

- 

- 

- 

- 

-• 

- 

North  Staffordshire 

- 

2 

2 

- 

- 

- 

- 

- 

- 

— 

- 

- 

- 

- 

- 

- 

- 

- 

North  Union 

- 

- 

1    " 

2 

- 

- 

- 

- 

- 

— 

- 

1    — 

- 

1 

• 

- 

- 

- 

North  Wales  Narrow  Gauge       -       - 

- 

- 

- 

- 

- 

- 

- 

- 

- 

— 

- 

- 

- 

- 

- 

- 

- 

- 

Oldham,     Ashton-mider-Lyne,      and 
Guide  Bridge  Jnncti<m      - 

- 

1 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

" 

Preston  and  Longridge  • 

- 

- 

- 

1 

— 

— 

— 

"■ 

•" 

" 

" 

" 

"" 

~ 

"" 

— 

■• 

— 

Digitized  by 


Google 
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•      -  -  -  TABLE  No.  5. 

as  Killed  or  Injubed  in  the  United  Kingdou  by  the  TsAVKLUNa  of  Tsaims  or  the  Movembmt  of  Vehicles   used 
and  classifying  as  &r  as  practicable  the  Nature  and  Causes  of  the  Accidents  occasioning  the  Death  or  Injury. 


Prom 
falling  off 
enj^cs, 
Ac^  during 
the  travel- 
ling of 
tnSns. 

Bj  coming 
in  contact 
with  over- 
bridges  or 
erections 
on  the  sides 
of  the  line, 
during  the 
trav^ng 
oflaraini. 

When 
gettingon 

OTOH 

engines, 
vans,  Ac 
during  the 
travelling 
of  trains. 

Whilst 

attendSr 

to,  or  by  the 

ftulureof, 

machmery, 

Ac.,  of 
engines  in 

steam. 

Whilst 
working  on 

the 
permanent 

way, 
sidings,  Ac. 

Whihit 
attending 

crossings. 

Whilst 
walking, 
crossing,  or 
standing  on 
the  line 
on  duty. 

From 

being 

«wght 

between 

vehicles. 

Prom 

falling  or 

being 

caught 

between 

trains  and 

platforms, 

walls.  Ac. 

Whilst 
walking,  Ac. 
on  the  line 

on  the 

way  home,  ox 

to  work. 

Mis- 
cellaneouE. 

TciTAL. 

I 

i 

Kmed. 

In- 
jured 

Killed. 

In- 
lured. 

KUled. 

In- 
jured. 

Killed. 

In- 
Jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

KUled. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed 

In- 
jured 

^l^j^ 

KiUed 

In. 
•jured. 

Killed 

In- 
jured. 

- 

- 

- 

1 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

1 

1 

- 

1 
1 

- 

- 

- 

- 

6 

1 

6 

4 

- 

. 

. 

^ 

- 

- 

1 

" 

2 

- 

M 

1 

1 
1 

. 

- 

1 
1 

- 

"* 

- 

- 

2 

1 
2 

2 
2 

5 

1 
6 

1 

2 

- 

- 

1 

- 

1 

- 

3 

14 

2 

- 

3 

10 

- 

7 

- 

5 

2 

- 

- 

5 

19 

101 

- 

3 

- 

2 

1 

1 

1 

4 

8 

- 

- 

10 

5 

2 

9 

— 

3 

1 

- 

- 

1 

26 

91 

- 

7 

2 

9 

1 

8 

2 

11 

20 

2 

- 

21 

28 

6 

20 

1 

15 

8 

2 

- 

9 

66 

259 

3 

4 

- 

5 

- 

4 

1 

24 

7 

- 

- 

8 

19 

5 

25 

- 

7 

2 

2 

- 

6 

34 

258 

2          4 

- 

5 

7 

7 

1 

12 

11 

16 

1 

1 

30 

36 

9 

28 

5 

17 

12 

- 

- 

5 

96 

333 

/ 
1 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

2 

1 

3 

1 

- 

1 

_ 

~ 

1 

6 

33 

I           2 

2 

- 

1 

- 

- 

1 

2 

- 

3 

6 

2 

4 

1 

1 

2 

- 

- 

. 

23 

16 

■     - 

- 

2 

- 

1 

- 

- 

7 

- 

- 

5 

4 

3 

2 

1 

2 

2 

- 

- 

2 

23 

40 

•  - 

2 

*" 

"" 

„ 

_ 

- 

. 

4 

^ 

— 

: 

6 

. 

3 

„ 

I 

- 

- 

- 

2 

7 

26 
2 

1-1- 

- 

1 

- 

8 

- 

- 

8 

1 

- 

- 

3 

5 

2 

2 

- 

6 

- 

- 

- 

- 

12 

65 

^ 

— 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

2 

- 

1 

- 

- 

- 

1 

- 

1 

- 

1 

- 

- 

- 

3 

- 

- 

- 

3 

- 

- 

- 

- 

- 

16 

^ 

— 

- 

- 

- 

- 

- 

- 

~ 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

** 

^ 

- 

- 

- 

- 

- 

-. 

1 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

2 

^ 

5 

1 

3 

- 

3 

- 

- 

9 

13 

1 

- 

19 

15 

5 

23 

4 

4 

6 

3 

- 

- 

58 

154 

— 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

1 

^ 

— 

- 

2 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

-^ 

- 

- 

- 

- 

- 

- 

- 

11 

8 

S 

2 

5 

1 

6 

- 

8 

4 

8 

- 

- 

11 

6 

2 

8 

4 

6 

5 

- 

- 

2 

44 

146 

. 

- 

- 

- 

1 

- 

- 

- 

2 

3 

- 

-- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

3 

7 

1 

— 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

5 

2 

- 

- 

- 

- 

- 

1 

- 

1 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

1 

2 

5 

I 

' 

- 

- 

- 

- 

- 

— 

~ 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

1-1- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

3 

1 

- 

1 

- 

— 

— 

"• 

~ 

— 

"■ 

"" 

■" 

- 

- 

— 

- 

- 

- 

- 

- 

- 

- 

- 

1 

B  4 
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Tart 

j&  No.  6.- 

-Number  of  Servants  reported 

Kami  ot  Comfavt. 

From  aod- 

dentsto 

trains,  &c. 

£^  Table 

No.  4. 

Whilst 
ooupUngor 
unooupUng 

By  coming 
ino(mtae6 

whilst 

riding  on 

^^e^es 

during 

shunting 

with  other 

Tehicles,ftc. 

Btimilinff 

onadiaoent 

lines. 

Whilst 

passing 

over,  or 

standing 

upon 

bufters 

during 

shunting. 

When 
getting  on 
or  off;  or 
filing  off, 
engines. 

AoTouring 
shunting. 

Whilst 
breaking, 

or  chocking 
wheels. 

Whilst 
attending 
togronnd- 

trains,  Ac 

Whilkt 

moTing 

▼ehiclesby 

capstans, 

shunting. 

By  other 

accidents 

during 

shunting 

operations 

not  included 

in  the 

preceding. 

Killed. 

In- 
jured. 

EiUed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In. 
Jured. 

Killed. 

In- 
Juwd. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed. 

In- 
juied. 

Killed. 

In- 
jured. 

BN6LAND  AND  WALES— coiK. 

Freiton  and  Wyre  -           - 

Rhymney       .... 

Rhynmey  and  Great  Western  (Bargoed 
Joint)             .... 

Byde  and  Newport,  and  Cowes  and 
Newport  Joint       -           -           - 

8«TemandWye        .           .           . 

Sheffield  and  Midland  Committee       - 

Somerset  and  Dorset  ... 

Sonth-Bastem    -           -           -       - 

TaffVale        -           .           -           . 

Yarmouth  and  North  Norfolk     - 

1 

8 

2 

1 

1 
2 

1 

- 

- 

- 

- 

- 

1 
2 

1 

1 

1 

1 

- 

1 

. 

- 

- 

1 

Total,  England  and  Wales  - 

13 

115 

86 

232 

4 

88 

8 

24 

25 

165 

7 

109 

6 

34 

2 

85 

18 

147 

SCOTLAND. 

Caledonian     .           -           -           . 

Glasgow  and  Paisley  Joint 

Glasgow  and  South-Westem 

CHasgow,  Barrhead,  and  Kihnamock 
Joint 

« 
Great  North  of  Scotland 

fyighlftiui            .... 

North  British      .           -           •        . 
Sutherland  and  Caithness 

1 

2 

14 
2 

5 

10 

1 

4 

19 

7 

2 
44 

2 

4 

2 

4 

- 

2 
8 

10 

5 

1 
3 

16 
2 

22 

- 

7 
2 

10 

1 
1 

2 
1 

1 

8 

2 

5 
2 

1 
5 

1 
1 

6 
2 
3 

14 

Total,  Scotland 

1 

33 

5 

72 

2 

10 

- 

15 

9 

40 

- 

19 

2 

7 

2 

18 

2 

29 

IBELAND. 
Ballymena  and  Lame 
Bel£a8t  and  Coonty  Down  - 
Belfast  and  Northern  Counties  - 
Coik  and  Macroom     .           -           - 
Dahlia,  Wicklow,  and  Wexford 
Great  Northern  of  Ireland      - 
Great  Southern  and  Western     - 
^dland  Great  Western 
Waterford  and  Limerick 

a 

1 

2 
8 

I 
1 

1 
2 

1 
2 

1 

4 
1 

- 

1 

- 

- 

1 

1 

1 

1 
1 

1 

1 

- 

- 

1 

"* 

2 

ToTAi.,  Ibbland 

2 

8 

8 

9 

- 

1 

- 

- 

2 

8 

1 

1 

- 

- 

- 

1 

- 

2 

Total,  Unitbd  KiNodov 

IS 

1S« 

ft« 

31S 

« 

ft* 

S 

39 

S« 

ao8 

8 

129 

8 

ftl 

« 

99 

16 

178' 

Digitized  by 
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as  Killed  or  Injured,  &c— <;i>M/mMed[. 


Prom 
telUngoff 

ftOL,aurJbig 
the  travel- 
ling of 
tniiis. 

Byoomtog 

with  over- 
bridges  or 

on  the  sides 
of  the  line, 
during  the 
traveDhig 
of  trains. 

When 
gettingon 

or  off 
engines, 
vans,ftOn 
during  the 
travelling 
of  trains. 

Whilst 

attending 

to.  or  by  the 

fkUureof, 

machinery, 

Ac,  of 
engines  in 

steam. 

Whilst 
working  on 

the 
permanent 

way, 
sidings,  &c. 

Whilst 
attending 
to  gates  at 

level 
crossings. 

Whilst 

walking, 

crossing,  or 

standing  on 

the  line 

on  duty. 

Prom 

being 

caught 

between 

▼diides. 

Prom 
fkllingor          Whilst 
being        walking,  fto., 
caught        on  the  line 
between          on  the 
trains  and    wv  home  or 
platforms,        to  work, 
walls,  fto. 

Mis- 
cellaneous. 

Total. 

Killed. 

In- 
jored. 

KiUed. 

In- 
jured. 

Killed. 

In- 
fnred. 

Killed. 

In-   1 
hired.  ^ 

Killed.  J 

In-   1 
ured.^ 

■ 
'^i»>«d.j,J^Killed.|3„^fcll^                                                                            ] 

EUlkd. 

In- 

lored. 

1 

1 

1 

I 

- 

- 

1 

1 

- 

- 

5 

1 
2 

- 

- 

8 

8 
1 

1 
2 

1 
1 

1 
1 

2 

2 

1 

- 

1 

- 

2 

1 

2 

14 

8 

1 
3 

2 

2 
2 

2 

12 

6 

1 

14 

85 

9 

87 

14 

85 

8 

61 

72 

111 

8 

1 

119 

152 

42 

187 

21 

74 

44 

7 

1 

88 

460 

1,680 

I 

S 

1 

5 

- 

5 

1 

1 
1 

2 

2 

1 

I 

2 

1 

4 

1 
1 

2 

12 

4 

1 

8 

9 

4 

- 

- 

5 
5 

6 

1 
2 

11 

8 
3 

4 
2 

2 

1 
1 

2 

1 

6 

2 

1 

1 

1 

- 

4 
1 

4 

25 
5 

1 
29 

101 
19 
80 

2 

12 

1 

172 

1 

1 

9 

- 

10 

4 

7 

2 

14 

8 

13 

- 

- 

10 

20 

6 

8 

2 

9 

4 

1 

- 

9 

60 

838 

- 

- 

- 

1 

- 

1 

- 

- 

I 

1 
1 

8 

I 
1 

! 

- 

8 
2 

1 

2 

1 

1 
1 

1 

1 
1 
1 

1 

- 

- 

- 

1 

2 
2 

8 

4 
6 

1 

1 
1 
5 

2 

8 

10 

8 

- 

- 

- 

1 

- 

' 

- 

- 

6 

2 

- 

- 

5 

1 

3 

2 

1 

8 

1 

- 

- 

- 

24 

35 

16 

ft« 

9 

«8 

" 

«3 

10 

76 

•« 

ia« 

• 

1 

"* 

173 

61 

"' 

a« 

•« 

M 

• 

1 

ft6 

6«« 

a,oos 

K949. 
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TABLE  No.  6. 

Table  showing  the  different  Occupations  of  Sebvants  of  Railway  CIokpanies  and  Contbactobs  who  were  Killed  and 
iNJintBD  daring  the  Year  ending  31st  December  1878,  and  classifying  their  Injitribs  as  &r  as  practicable. 


FnMi^aras.   | 

Crashes. 

Unspedfled  Injuries  to 

Pi^aL 

1 

Dis- 
loca- 
tions, 

Scalds. 

Sprains. 
Cuts. 

or 
Bruises. 

ScTere. 

Shaken. 

Slight 

Mis- 
cella- 
neous 

0&AB8  OT  SlEYIOB. 

Legs 

or 
Arms. 

Feet 

or 

Hands. 

Toes 

or 

nngers. 

Legs 

or 
Arms. 

GoDw- 

bones 

or  Ribs. 

Legs 

or 

Aims. 

Feet 

or 

Hands. 

Body. 

Head. 

Body. 

Legs 

or 

Arms. 

Feet 

or 

Hands. 

Total 
In- 
jured. 

Breaksmoi   and 
Goods-gnBids 

47 

10 

8 

8 

15 

8 

4 

22 

60 

28 

„ 

122 

7 

10 

81 

8 

21 

25 

28 

1 

396 

Capstanmen 

i 

- 

- 

- 

1 

- 

- 

- 

2 

1 

- 

3 

- 

- 

1 

- 

1 

2 

- 

12 

Carmen    - 

i 

1 

- 

- 

1 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

3 

CarHage-cleaners 

9 

- 

- 

1 

- 

2 

- 

- 

4 

4 

- 

4 

1 

1 

1 

1 

1 

- 

- 

21 

Carriage  or  Wag- 
gon examiners 

3 

8 

- 

- 

- 

- 

- 

- 

- 

1 

- 

3 

- 

- 

- 

- 

- 

- 

8 

Checkers 

1 

- 

- 

- 

- 

2 

- 

- 

2 

2 

- 

1 

- 

- 

- 

- 

- 

- 

- 

8 

Checkers,  Cham- 
boys,  and  Slip- 
pers     -        . 

5 

_ 

^ 

2 

8 

. 

^ 

8 

7 

1 

„ 

8 

„ 

^ 

2 

_ 

1 

4 

. 

33 

Clerks      - 

7 

1 

- 

- 

1 

- 

- 

- 

8 

- 

- 

2 

- 

- 

- 

- 

2 

- 

- 

9 

Engine-cleaners 

iS 

- 

1 

1 

1 

- 

- 

1 

9 

1 

- 

5 

1 

- 

1 

- 

2 

8 

1 

28 

Engme-driyers  - 

i9 

1 

8 

2 

6 

- 

1 

2 

4 

8 

11 

86 

14 

14 

9 

8 

4 

4 

2 

130 

Firemen    - 

S4 

4 

8 

2 

3 

5 

- 

8 

9 

6 

12 

44 

16 

15 

23 

15 

5 

12 

2 

185 

iS 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

3 

Greasers  - 

7 

- 

- 

1 

- 

- 

- 

- 

2 

2 

- 

- 

1 

- 

- 

- 

- 

1 

- 

7 

Guards,       Pas- 
senger 

^ 

- 

- 

- 

4 

- 

- 

- 

1 

4 

- 

22 

7 

17 

6 

5 

1 

- 

- 

71 

Hone-driyers    - 

i6 

- 

- 

2 

5 

1 

1 

1 

11 

13 

- 

10 

5 

2 

1 

- 

2 

5 

1 

64 

Inspectors 

S 

- 

- 

- 

1 

1 

- 

- 

3 

2 

- 

8 

1 

2 

4 

- 

1 

- 

- 

18 

Labourers 

58? 

2 

- 

- 

2 

- 

- 

2 

6 

2 

- 

17 

3 

7 

9 

3 

8 

- 

1 

60 

Lampmen 

3 

- 

1 

- 

- 

- 

- 

- 

1 

1 

- 

2 

- 

- 

1 

2 

1 

1 

1 

12 

Loaders        and 
Sheeters 

S 

- 

- 

- 

- 

1 

- 

- 

1 

8 

- 

2 

- 

1 

- 

- 

- 

- 

1 

- 

9 

Mechanics 

2S 

- 

- 

- 

4 

- 

- 

1 

- 

1 

- 

6 

1 

- 

1 

1 

8 

8 

- 

- 

21 

Messengers 

i 

- 

- 

- 

- 

1 

- 

1 

1 

1 

- 

2 

1 

- 

- 

1 

- 

- 

- 

- 

8 

Number-takers  - 

3 

- 

- 

2 

1 

- 

- 

- 

3 

8 

- 

1 

1 

1 

1 

- 

- 

1 

1 

- 

15 

Permanent  -  way 
Men      - 

inr 

6 

- 

2 

9 

4 

1 

8 

10 

7 

- 

88 

15 

14 

21 

13 

7 

12 

8 

- 

170 

Pointsmen 

a 

- 

- 

- 

2 

- 

1 

1 

7 

- 

- 

7 

- 

3 

2 

- 

2 

1 

- 

- 

26 

PoUcemen 

- 

- 

- 

- 

- 

- 

- 

2 

- 

- 

- 

1 

- 

- 

1 

- 

- 

- 

- 

4 

Porters  - 

63 

2 

5 

16 

7 

8 

8 

47 

85 

- 

99 

19 

14 

26 

11 

14 

22 

16 

1 

353 

Shunters 

4S 

4 

1 

12 

8 

1 

12 

82 

15 

- 

44 

11 

8 

19 

7 

4 

16 

19 

1 

213 

Signal-fitters     - 

s 

- 

1 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

3 

Signalmen 

i3 

- 

- 

- 

2 

- 

1 

2 

1 

- 

18 

- 

- 

1 

- 

1 

1 

- 

24 

Station  Masters 

3 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

- 

1 

- 

1 

- 

1 

- 

6 

Ticket-collectors 

2 

- 

- 

1 

- 

- 

- 

- 

"" 

- 

- 

- 

- 

- 

1 

- 

1 

- 

5 

Watchmen 

5 

- 

- 

- 

- 

- 

- 

- 

- 

2 

- 

- 

- 

- 

- 

1 

- 

4 

Tardsmen 

3 

- 

2 

4 

- 

1 

1 

8 

1 

- 

12 

- 

- 

2 

- 

1 

1 

- 

31 

Miscellaneous   - 

6 

- 

- 

- 

1 

- 

- 

1 

- 

- 

2 

1 

2 

1 

1 

4 

2 

- 

18 

CoDtraetors'  Ser- 
vants. 

i3 

- 

- 

4 

- 

- 

1 

1 

4 

- 

6 

2 

1 

2 

1 

1 

1 

- 

- 

25 

Total   - 

344 

47 

17 

82 

96 

88 

18 

72 

222 

187 

28 

521 

113 

111 

165 

80 

79 

119 

107 

11 

2,008 
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TABLE  No.  7. 

Number  of  Pbbsoks  xeported  dirniig  the  Y^r  ending  31st  December  1878,  as  having  been  Killed  or  Injured, 
whilst  upon  the  Companies'  Premises,  by  Accidents  in  which  the  Movement  of  Vehicles  used  exclusively  upon 
.  Railways  ^as  not  ooncerfied,  distinguishing  hetween  Passengers,  Servants  o^<  Ckmipanies,  and  bther  Persons,  and 
classifying,  as  for  as  practicable,  the  Nature  and  Causes  of  the  Accidents  occasionihg  the  Death  or  Injury. 


England  and 

SOOTLAHS. 

Ibbland. 

Unitbd  Kingdom. 

Killed. 

Injured. 

Emed. 

InjaTed. 

EUled. 

Injm^d. 

Killed. 

Iqjnred. 

Passengers  : — 

Whilst  ascending  or  descending  steps  at 
stations  -            -            -            -        - 

2 

80 

— 

— 

— 

— 

2 

80 

By  being  struck  by  barrows,  by  falling  over 
packages,  &c  on  station  piatforms 

— 

27 

— 

1 

— 

1 

•^ 

29 

From  Ming  off  platforms  -            -        - 

1 

32 

— 

1 

— 

— 

1 

33 

By  other  accidents          ... 

— 

36 

— 

— 

— 

— 

— 

36 

Total      - 

3 

175 

— 

2 

— 

1 

3 

178 

Servants  :— 

Whilst   loading,   unloading,  or   sheeting 
waggons  -           -            -            -        - 

3 

898 

— 

19 

— 

2 

3 

419 

Whilst   moving   or   carrying    goods    in 
warehouses,  Ac*           -            -            - 

— 

188 

1 

— 

— 

— 

— 

138 

Whilst  working  at  cranes  or  capstans 

4 

89 

— 

3 

— 

— 

4 

92 

By  the  M\mg  of  waggon-doors,  lamps, 
bales  of  goods,  &e.       -            .            • 

3 

126 

— 

8 

— 

1 

3 

135 

From  falling  off,  or  when  getting  on  or 
off,  stationary  engines  or  vehicles 

2 

282 

2 

36 

— 

5 

4 

323 

From    falling    off    platforms,    ladders, 

' 

121 

— 

4 

.-. 

— 

7 

125 

By  stumbling  whilst  walking  on  the  line 
or  platforms        -            -            -        - 

142 

•^ 

2 

— 

1 

— 

145 

Whilst  attending  to  stationary  engines  in 
sheds  -            -            -            -            - 

1 

56 

■■" 

1 

^^ 

— . 

1 

57 

By  being  trampled  on  or  kicked  by  horses 

2 

43 

1 

— 

— 

— 

3 

43 

Whilst  working  on  the  line  or  in  sidings 

9 

175 

2 

6 

— 

— 

11 

181 

Miscellaneous         -           -            -        - 

8 

180 

1 

7 

— 

— 

4 

137 

Total  - 

34 

1,700 

6 

86 

— 

9 

40 

1,795 

Persons  on  Business  at  Stations 

12 

72 

4 

1 

4 

— 

1 

16 

77 

Suicmart: — 

Passengers            -            .           -          . 

3 

175 

— 

2 

— 

1 

3 

178 

Servants            .... 

34 

1,700 

6 

86 

— 

9 

40 

1,795 

Persons  on  business  at  stations 

12 

72 

4 

4 

— 

1 

16 

77 

Total  all  Classes     - 

49 

1,947 

10 

92 

— 

11 

59 

2,060 

0  2 
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REPORTS  TO  THE  BOARD  OF  TRADE  UPON  ACCIDENTS  INQUIRED 
INTO  BY  THE  INSPECTING  OPFICERS  OP  THE  RAILWAY  DEPART- 
MENT. 


Page 
Bbutast  and  County  Down  : 

Major- General  Hntchinson's  report  on  a  collision 
that  occurred  on  29th  Ootoher,  at  ITewtownards, 
between  a  passenger  train  and  a  mixed  passenger 
and  goods  train  ...  -      23 

Belfast  and  Northbrn  CoiTNTiBa : 

Major-€reneral  Hntchinson's  report  on  an  accident 
that  occurred  on  28rd  December,  near  Carrick- ' 
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BELFAST  AND  COUNTY  DOWN  RAILWAY* 

Board  of  Tjade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  London,  S.W.,  30th  November  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  11th  instant,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred 
on  the  29th  ultimo,  at  Newtownards,  on  the  Belfast  and  County  Down  Railway. 

In  this  case  the  7.20  p.m.  up  passenger  train  from  Donaghadee  for  Belfast,  due 
at  Newtownards  at  7.41  p.m.,  came  into  collision  with  the  6.30  p.m.  down  train 
ftx)m  Belfast  for  Donaghadee,  due  at  Newtownards  (where  it  crosses  the  up  passenger 
train)  at  7.14  p.m.  lie  down  train  was  a  mixed  passenger  and  goods  train  as  far  as 
Newtownards,  and  thence  to  Donaghadee  only  a  goods  train. 

Two  passengers  in  the  up  traia  complained  at  the  time  of  having  been  shaken,  but 
nothing  has  since  been  heard  of  them. 

The  guard  of  the  up  train  was  also  shaken. 

The  front  buffers  of  each  engine  and  the  headstock  of  one  were  damaged,  and  the 
body  of  one  carriage  was  shifted  on  its  frame. 

No  vehicles  were  thrown  off  the  rails. 

Descrijption. 

The  Belfast  and  County  Down  Railway  is  a  single  line  worked  with  the  train  staff 
and  ticket,  Newtownards  being  a  staff  station  and  passing  place.  Although  there  is 
a  loop  line  at  this  station,  there  is  only  one  platform,  viz.,  on  the  up  loop  liae,  and 
consequently  the  first  train  to  arrive  of  two  trains  (which  have  to  cross)  has,  after 
discharging  its  passengers,  to  either  draw  ahead  from  the  platform  and  set  back  into 
the  loop  line,  or  vice  versS». 

The  station  is  provided  with  home  and  distant  signals  not  interlocked  with  the 
points.  The  only  signals  to  which  it  is  necessary  here  to  refer  are  the  up  distant 
and  up  home  signals.  The  up  distant  signal  is  placed  on  a  high  post,  and  this  is  again 
on  the  top  of  the  side  of  a  deep  cutting.  It  is  first  visible  about  half  a  mile  off,  after 
which  it  is  lost  sight  of  for  a  short  distance,  and  is  190  yards  distant  from  the  loop 
points  at  the  down  end  of  the  station ;  the  up  home-signal  is  on  the  platform  380 
yards  from  the  up  distant-signal,  and  visible  for  about  340  yards.  The  collision 
occurred  on  the  single  line  126  yards  inside  the  up-distant  signal,  65  yards  outside 
the  loop  points,  through  which  the  mixed  train  was  about  to  set  back.  The  line 
falls  from  Donaghadee  towards  Newtownards  on  a  gradient  of  1  in  100,  is  flatter  through 
the  station,  after  which  it  again  falls  on  the  same  gradient  towards  Belfast.  Owing 
to  a  curve,  a  cutting  and  an  over-bridge,  the  view  of  the  entrance  to  the  down  end 
of  the  station  is  very  limited.  In  the  present  case  it  was  not  possible  for  the  driver 
of  the  up  train  to  see  the  engine  of  the  down  train  for  a  greater  distance  than  about 
140  yards. 

M)idence. 

1.  John  Gay  nor  J  station*  master  at  Newtownards  wards  came  the  collision.     I  got  up  to  the  spot  at 

two  years,  previously  11  years  at  Comber  in  the  same  once.     There  were  no  wheels  off  the  rails.     I  looked 

position. — I  was  on  duty  when  the  down  mixed  train  at  the  distant-signal  at  once,  and  underneath  it,  and 

arrived  at  7.40  p.m.     It  discharged  its   passengers  some  perches  beyond  it  (about  16  or  20  yards),  it 

and  then  drew  ahead  to  set  back  through  the  far  showed  a  red  light,  but  beyond  this  for  some  distance 

points  into  the  loop   line  to  allow  of  the  up  train  further    it    showed  a  white  light.      The  driver  of 

passing.     Nothing  had   been   heard  here,  either  by'  the  up  train  said  it  had  been  an  ^'  all  right "  signal.    It 

telegraph  or  whistling  of  the  up  train  when  the  down  occasionally  happens  that  this  up  train  is  stopped  on 

train  left  the  platform.     The  line  is  worked  with  the  account  of  the  shunting  of  the  down  train.     I  had 

staff  and  ticket,  this  being  a  staff  station.     The  up  told  the  guard  of  the  train  to  get  it  into  the  loop 


signals  were  at  danger  to  protect  the  down  train  by  the  points  at  the  Belfast  end  of  the  station,  but  he 

when  it  drew  out.    The  night  was  misty,  and  I  could  disobeyed  my  orders.     I  was  on  the  platform  when 

not   see  the  back  light  of  the  distant-signal,  but  I  the  train  went  ahead,  and  I  sent  porter   Quinliven 

know  the  lever  was  in  the  position  of  danger,  as  I  to  try  and  stop  the  driver,  but  he  could  not  overtake 

was   standing  beside    it.      It  had    been  last   taken  him ;  and  as  he  could  not  be  stopped,  I  went  up  to 

off  to  admit  the  5.5   p.m.  train  from  Donaghadee.  the    signal    levers  which  were   in    the   position   of 

Beside  being  misty,  it  was  snowing,  and  blowing  hard,  danger.     It  was  more  difficult  to  get  the  train  into 

Before  the  collision  I  heard  the  engine  of  the  down  the  loop  by  the  points  at  the  Belfast  end  than  by 

train  giving  the  alarm  whistle,  and  immediately  after-  those  at  the  other  end,  on  account  of  the  gradient. 

G  4 


Digitized  by 


Google 


(    24    ) 


The  guard  told  me  afterwards  he  did  not  understand 
me,  aiid  he  was  not  sure  whether  he  told  the  driver 
to  come  hack  or  go  ahead.  The  driver  said  the 
guard  gave  him  a  signal  to  go  ahead.  The  collision 
occurred  about  7.40,  just  as  the  up  train  was  due. 

2.  John  Rice,  porter  nearly  17  years  at  New- 
townards. — I  put  the  up  distant-signal  to  danger  after 
the  arrival  of  the  up  train  at  5.30.  To  my  knowledge 
it  was  never  altered  after  this.  I  saw  the  back  light 
of  this  signal  shortly  before  the  arrival  of  the  7.20 
up  train,  and  though  it  was  very  dim  I  took  it  for 
green,  showing  that  it  was  at  danger,  but  it  was  very 
dim  and  I  might  have  been  mistaken.  I  heard  the 
station-master  give  orders  about  unlocking  the  points 
at  the  Belfast  end  of  the  loop  to  get  the  goods  train 
in  that  way.  I  saw  the  train  going  a  head,  and  saw 
Qninliven  running  his  best  to  overtake  the  driver. 
I  seldom  remember  the  7.20  up  train  having  been 
stopped  in  this  way. 

3.  John  QtdnUven^  porter  at  Newtownards  four 
years. — ^The  station-master  told  me  that  the  6.30  train 
was  to  shunt  through  the  points  at  the  Comber  end, 
and  to  see  that  the  points  were  ready.  I  placed  a 
man  at  these  points.  On  the  train  starting  to  go 
towards  Donaghadee  the  station-master  told  me  to 
run  after  the  driver  and  bring  him  back,  but  he  was 
going  too  fast,  and  I  could  not  overtake  him,  though 
I  ran  to  the  end  of  the  platform.  The  points  at  the 
Donaghadee  end  of  the  station  were  unlocked  and 
attended  to  by  Porter  Kerlin. 

4.  Richard  Kirkham,  driver  16  years. — I  started 
from  Belfast  with  the  6.30  p.m.  mixed  train  for  New- 
townards to  proceed  thence  as  a  goods  train  to 
Donaghadee.  We  left  at  6.54  p.m.,  the  goods  waggons 
not  being  ready.  We  last  stopped  at  Comber  and, 
left  it  with  a  load  of  10  waggons  next  the  engine, 
and  two  carriages  and  a  third-class  break  behind  the 
waggons.  We  reached  Newtownards  at  7.40.  We 
stopped  at  the  platform  to  discharge  the  passengers, 
and  then  I  got  a  signal  to  go  ahead  from  the  goods 
guard,  both  by  his  lamp  and  by  word  of  mouth,  and 
1  accordingly  proceeded  as  far  as  the  over-bridge, 
having,  on  passing  the  points,  been  told  by  Porter 
Kerlin  that  the  up  passenger  train  was  whistling. 
I  consequently  stopped  as  soon  as  I  could,  and  at  once 
set  back,  and  was  on  the  move  when  the  other  engine 
ran  into  mine.  My  speed  was  about  three  or  four 
miles  an  hour ;  that  of  the  other  ^ain  faster.  On 
seeing  the  other  train,  I  was  afraid  it  was  coming 
too  fast,  and  whistled  to  draw  the  driver's  attention. 
We  neither  of  us  jumped  off.  I  was  a  little  hurt  in 
the  thigh,  but  was  not  off  duty.  I  did  not  notice 
what  the  back  light  of  the  distant-signal  was  showing. 
The  night  was  wild,  sleeting,  and  blowing.  I  knew 
the  up  passenger  train  was  due,  but  it  did  not  strike 
me  it  was  dangerous  to  run  out  in  the  face  of  it. 
On  previous  occasions  I  have  always  gone  forward 
and  backed  through  the  points,  but  have  never  been 
so  late  as  this  at  other  times.  I  should  not  have  had 
any  difficulty  in  setting  back  and  going  into  the 
siding  through  the  points  at  the  Comber  end  had  the 
guard  instructed  me  to  do  so,  and  I  performed  this 
operation  after  the  collision  without  any  particular 
difficulty.  I  noticed  no  man  standing  at  the  Comber 
end  of  the  loop  when  I  came  in.  The  same  night, 
on  my  return  to  Newtownards  from  Donaghadee,  the 
lamp  of  the  distant-signal  was  showing  *'  all  right," 
and  the  arm  was  down.  After  finishing  the  shunting, 
and  hearing  from  Mr.  Gkiynor  that  the  distant-signal 
wao  not  working  properly,  I  took  him  on  the  engine 
some  distance  to  the  Donaghadee  side  of  the  distant- 
signal,  which  was  off  when  we  passed  it  going  down. 
I  then,  as  agreed  with  the  signalman,  whistled  for  it 
to  be  turned  to  danger,  and  we  could  then  just 
discern  it  showing  a  little  red,  but  more  white,  and 
on  coming  closer  to  it  it  showed  all  white,  al- 
though the  arm  was  properly  at  danger.  I  did  not 
find  out  the  cause  of  it.    I  have  been  stopped  by  this 


signal  on  previous  occasions,  and  have  always  known 
it  to  work  properly.  My  engine  had  on  a  white  head 
light  and  my  mate  held  out  a  red  gauge  glass  lamp 
against  the  incoming  train. 

5.  Thomas  Morrow^  guard  seven  years. — I  was  in 
charge  of  the  6.30  p.m.  mixed  train  from  Belfast. 
We  left  at  6.54,  having  been  detained  by  various  causes. 
We  left  Comber  at  7.28,  29  minutes  late,  with  a  load 
of  10  waggons  and  three  carriages.  We  reached 
Newtownards  at  7.41,  27  minutes  late,  and  took 
about  two  minutes  to  discharge  passengers.  The 
station-master  told  me  to  hurry  and  get  the  main-line 
clear,  but  without  telling  me  whether  to  go  forwards 
or  backwards,  the  practice  being  to  go  forward  and 
set  back.  I  knew  the  passenger  train  was  due,  but 
it  did  not  strike  me  it  was  dangerous  to  go  forward, 
thinking  that  the  distant-signal  would  protect  my 
train.  I  shouted  to  the  driver  **  right,"  but  gave 
him  no  signal  with  the  hand-lamp,  which  was  not  in 
my  hand  at  the  time.  I  saw  no  one  run  after  the 
driver  to  try  and  stop  him.  When  the  collision 
happened  I  was  in  the  van.  It  was  a  slight  shock. 
We  were  setting  back  at  the  time,  but  had  not  got 
over  the  points.  We  afterwards  got  into  the  loop  by 
the  points  at  the  Comber  end.  The  station-master 
was  standing  beside  me  when  I  shouted  to  the  driver 
•*  right."  The  points  at  the  Comber  end  of  the 
stations  are  used  with  this  train  almost  every  night 
for  the  engine  to  run  round  its  train. 

6.  Joseph  HulsCj  driver  seven  years  with  the 
Belfast  and  County  Down  Kailway. — ^I  started  from 
Donaghadee  with  the  7.20  p.m.  up  passenger  train  for 
Belfast.  The  train  consisted  of  engine  and  tender, 
running  engine  first,  three  carriages  and  a  van.  We 
last  stopped  at  Groomsport  Road  station,  and  left  it 
at  about  7.32,  two  minutes  late,  it  being  4^  miles 
thence  to  Newtownards.  The  night  was  very  coarse ; 
the  wind  blowing  about  north-east,  with  snow  and  sleet. 
On  first  sighting  the  distant-signal,  more  than  a  quarter 
of  a  mile  off,  it  was  showing  a  clear  white  light.  My 
steam  was  shut  off,  and  had  been  so  for  about  1-^  miles 
back  from  the  station,  and  my  speed  was  not  more 
than  15  miles  an  hour.  I  kept  the  signal  in  view  till 
I  came  to  it,  and  it  continued  to  show  clear  all  the 
way.  On  passing  it  the  speed  did  not  exceed  seven 
miles  an  hour,  and  I  then  saw  the  smoke  and  heard 
the  beat  of  an  engine,  upon  which  I  reversed  my 
engine,  opened  the  regulator,  and  whistled  for  the 
breaks.  I  saw  no  head  light  on  the  engine,  but  when 
about  20  yards  from  it,  I  got  a  red  hand-light  from 
the  footplate.  I  heard  no  whistle  from  the  other 
engine.  The  speed  on  collision  was  about  six  miles 
an  hour.  We  were  neither  of  us  hurt,  nor  did  we 
jump  off.  No  wheels  left  the  rails.  Two  or  three 
minutes  after  the  collision,  on  looking  back  at  the 
signal  from  the  bridge,  I  saw  the  back  light  showing 
white,  and  called  my  guard's  attention  to  this.  I  told 
the  station-master  that  the  distant-signal  was  standing 
at  **  all  right."  I  have  frequently  run  this  train  for 
the  last  seven  years,  but  during  the  last  18  months 
have  never  been  stopped  outside  Newtownards  by  the 
6.30  down  train. 

7.  James  Conway ,  guard  12  years. — I  started  from 
Donaghadee  about  7.21,  a  minute  late,  with  the  up 
passenger  train  for  Belfast.  It  consisted  of  a  van  and 
three  carriages.  We  lost  two  minutes  up  to  Grooms- 
port,  the  rails  being  slippery,  and  left  it  three  minutes 
late.  I  put  my  break  on  before  the  driver  whistled 
for  the  signals  at  Newtownards,  about  a  mile  from  the 
station,  and  took  it  off  as  soon  as  the  speed  was 
reduced  to  about  fiyre,  miles  an  hour,  about  100  or  150 
yards  outside  the  distant-signal.  I  did  not  see  the 
distant-signal  myself,  but  hearing  the  driver  give  the 
usual  signal-whistle,  and  then  cease  whistling,  I  knew 
all  was  right.  On  hearing  the  break-whistie  given 
from  the  engine  just  by  the  overbridge,  I  concluded 
something  was  wrong,  or  the  home-signal  at  danger, 
and  I  in  consequence  at  once  applied  my  break,  and 
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got   it   on   two  or  three   turns   when    the  collision  would  show  outside  the  spectacle ;  that  he  accordingly 

occurred,  the   speed  being  then   very  slow.     I  was  came  up  from  Donaghadee  by  the  7.20  p.m.  train* 

knocked  down,  but  not  hurt  so  as  to  have  to  leave  duty,  and  on  coming  in  sight  of  the  signal  he  found  that 

After  the  collision  the  driver  drew  my  attention  to  it  showed  a  bright  white  light ;  that  he  then  lost  sight 

the  back  light  of  the  distant-signal  from  near  the  of  it,   and   that  on   its  again   coming  into  view  it 

bridge,  and  I  saw  it  was  showing  a  clear  white  light,  was  white,  and  about  200  yards  from  it  a  dull  white, 

It  is  a  good  while  ago  since  I  was  stopped  by  this  and    then   again,    when  nearer  to    it,   white ;    that 

signal.  he  then  stood  at  the  signal  and  saw  that  the  arm  was 

standing  at  danger,  which  he  had  arranged  should  be 

The  general  manager  informed  me  that  on  the  the  ca^e ;  that  it  was  then  taken  off  in  answer  to  the 

day  following  that  of  the  collision  he  went   down  engine-driver    whistling ;    that    he    then    suggested 

to  Newtownards  by  daylight,  and  it  occurred  to  him,  having  the  spectacle  enlarged, 
while  looking  at  the  d^tant-signal,  that  the  light 

Qonclu8ion. 

This  coUision, — in  which  an  up  passenger  train  consisting  of  engine,  tender, 
three  carriages,  and  a  hreak-van  ran  into  a  down  mixed  train  consisting  of  engine, 
tender,  10  waggons,  two  carriages,  and  a  break  carriage,  on  the  single  line  on  the 
down  side  of  Newtownards  station,  as  the  down  train  was  to  set  back  on  the  loop- 
line  to  make  room  for  the  up  train, — ^was  due  primarily  ijo  the  up  distant-signal  failing 
to  show  a  red  light  to  the  driver  of  the  up  train  as  he  approached  it. 

There  is  no  reason  to  doubt  but  that  this  signal  was  properly  at  danger  so  far  as 
the  position  of  the  signal-arm  was  concerned,  but  owing,  first,  to  the  red  glass  of 
the  spectacle  having  been  too  small  as  regarded  the  bull's-eye  of  the  signal-lamp ; 
secondly,  to  the  lamp  not  having  been  raised  quite  as  high  as  it  ought  to  have  been ; 
and  thirdly,  to  there  having  been  an  unnecessarily  large  space  between  the  spectacle 
and  face  of  the  bull's-eye,  the  light  showed  white  to  the  driver  as  he  approached  and 
came  up  to  it.  The  trial  of  this  signal  by  the  general  manager  on  the  evening 
following  the  collision  satisfactorily  proved  the  existence  of  the  above  defects.  They 
would,  no  doubt,  have  been  discovered  long  since,  but  it  so  happened  that  the  evening 
of  the  collision  was  the  first  time  for  a  considerable  period  during  darkness  that  the 
signal  had  had  to  be  kept  at  danger  against  an  incoming  train.  The  spectacle  has 
now  been  enlarged,  and  the  lamp  chain  shortened ;  and  it  will  also  be  desirable  to 
decrease  the  distance  between  the  spectacle  and  the  bull's-eye. 

Notwithstanding  the  defect  in  the  distant-signal,  the  collision  would  not  have 
happened  had  the  mixed  train  been  shunted  in  a  proper  instead  of  an  improper 
manner.  At  the  very  time  the  up  train  was  due,  it  was  highly  imprudent  to  have 
moved  this  train  out  on  the  single  line  on  the  down  side  of  the  station  previously  to 
setting  it  back  into  the  loop-line ;  and  there  was  nothing  whatever  to  have  prevented  it 
having  been  backed  towards  Belfast,  and  then  drawn  into  the  loop  by  the  points  at 
the  up  end  of  the  station. 

The  station-master  informed  me  that  this  latter  had  been  his  intention  and  that  he 
had  so  instructed  the  goods  guard.  This  is  however  denied  by  the  goods  guard,  and 
I  think  it  probable  that  the  idea  of  danger  only  struck  the  station-master  when  he 
heard  the  approach  of  the  up  train,  and  tried  too  late  to  have  the  down  train  stopped. 
Had  he  really  intended  the  down  train  to  set  back,  he  should  have  himself  informed 
the  driver  what  to  do. 

Again,  the  collision  would  have  been  prevented,  had  Newtownards  been  properly 
arranged  as  a  passing  place  with  a  second  platform  for  the  down  loop-line.  This 
provision  is  all  tiie  more  necessary  in  consequence  of  the  falling  gradient  towards 
Belfast ;  and  runaway  points  should  be  put  in  at  the  Belfast  end  of  the  down  loop-line 
to  intercept  any  vehicles  that  might  break  away  from  a  train  starting  from  or  shunting 
on  this  line.  I  trust  that  the  occurrence  of  this  collision  may  le^  the  directors  to 
order,  without  delay,  the  construction  of  this  second  platform. 

I  have,  &c.. 
The  Secretary,  0.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Major-Generaly  U.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  21st  December. 
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BELFAST  AND  NORTHERN  COUNTIES  RAILWAY. 

Board  of  Trade  (Railway  Department), 
Sir,  13,  Downing  Street,  London,  S.W. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  order  of  the  31st  December,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  the  accident  which  occurred 
on  the  23rd  December,  near  Carrickfergus  station,  on  the  Belfast  and  Northern 
Counties  Railway. 

In  this  case  a  portion  (consisting  of  four  passenger  carriages,  of  which  the  rear 
vehicle  was  a  third-class  break-carriage  with  a  guard  in  charge  of  it)  of  the  7.40  a.m. 
mixed  passenger  and  goods  train  from  Carrickfergus  to  Belfast,  ran  back  from  Duncrue 
siding  (1^  miles  from  Carrickfergus  station) — where  the  engine,  tender,  a  goods  break- 
van,  and  two  waggons  had  been  uncoupled  from  the  rear  of  the  train — ^and  was  not 
stopped  until  it  had  run  through  the  station,  and  for  nearly  f  of  a  mile  beyond  it. 

No  personal  injuries  were  sustained,  nor  was  there  any  damage  done  to  rolling 
stock. 

DeacrvptUm. 

The  line  from  Carrickfergus  junction  to  Lame  is  single,  worked  with  the  staff  and 
ticket,  and  also,  from  Carrickfergus  junction  to  Carrickfergus,  on  the  block  system. 
Duncrue  siding,  1^  miles  on  the  Belfast  side  of  Carrickfergus  station,  is  situated  on  a 
gradient  of  1  in  87,  falling  towards  Carrickfergus  for  84i^  chains.  This  is  succeeded 
by  36^  chains  of  level  through  Carrickfergus  station,  by  falling  gradients  of  1  in  91 
and  1  in  151  for  14  and  37^  chains  respectively ;  the  gradient  then  changes  to  a 
rising  one  of  1  in  693,  at  7  chains  from  the  commencement  of  which  the  carriages 
were  brought  to  rest.  There  is  a  curve  near  Duncrue,  after  which  the  line  is  nearly 
straight. 

The  break-carriage  weighed  about  10\  tons,  there  being  break  blocks  on  four  out  of 
the  six  wheels.  The  three  other  carriages  weighed  about  24  tons,  so  that  on  the 
runaway  vehicles  there  was  available  break-power  of  rather  more  than  ^th  the  total 
weight  of  the  vehicles. 

The  entrance  to  the  siding  at  Duncrue  is  by  facing  points  to  trains  coming  from 
Belfast.  At  the  time  of  the  accident  there  was  not  accommodation  to  put  the  whole 
train  into  a  siding  while  the  waggons  in  front  were  being  detached.  This  has  since 
been  provided,  and  no  shunting  is  now  permitted  until  the  whole  train  has  been  placed 
in  a  siding. 

The  weather  was  very  severe,  with  jQrost  and  snow,  at  the  time  of  the  accident. 

Evidence. 

1.  George  Cameroriy  11  months  breaksman. — ^I  was  I  had  no  sprags  in  mj  break  compartment,  but  there 
in  charge  of  the  7.40.  a.m.  mixed  train  from  Carrick-  were  some  in  the  goods  break-van.  The  speed  had 
fergus  to  Belfast.  The  carriages  had  been  standing  increased  between  Duncrue  and  the  over-bridge  south 
in  Carrickfergus  from  Saturday  night  to  Monday  of  Carrickfergus  to  about  six  miles  an  hour,  and  this 
morning,  23rd.  When  I  joined  the  train  it  was  again  decreased  at  the  goods  yard  facing-points  to 
made  up  ready  to  start,  and  consisted  of  goods  break,  three  or  four  miles  an  hour ;  there  was  an  engine- 
two  waggons  of  brick  for  Duncrue  siding,  and  four  driver  and  the  pointsman  standing  near  the  points. 
caiTiages,  a  break-carriage  being  at  the  rear.  We  The  speed  through  Carrickfergus  station  was  about 
started  punctually  at  7.40.  with  a  ticket.  I  rode  in  three  miles  an  hour,  and  it  auerwards  increased  to 
the  rear  break  compartment,  in  which  there  was  also  about  four  miles,  and  it  then  gradually  decreased  till 
a  second  class  season  ticket  holder,  who  had  come  we  stopped.  I  was  able  to  get  my  break  slightly 
late  into  the  station.  My  break  was  off  when  I  joined  tighter  on  as  we  proceeded,  but  not  much.  The 
the  train,  and  I  had  no  occasion  to  use  it  before  season  ticket  holder  had  jumped  out  when  we  stopped 
reaching  Duncrue.  We  stopped  in  the  proper  place,  at  Duncrue,  to  get  into  a  carriage,  but  seeing  the 
and  1  put  my  break  on  hard,  and  having  done  so  I  train  move  off  he  did  not  do  so.  I  think  there  were 
opened  the  break  door  to  go  forward  to  uncouple,  but  nearly  12  inches  of  snow  on  the  ground.  I  did  not 
saw  the  pointsman  going  to  do  so,  and  therefore  did  take  the  time  at  Duncrue,  nor  when  we  stopped  after 
not  get  out.  Directly  alter  this  the  driver  slacked  to  running  back.  The  engine  had  followed  us  along,  and 
ease  the  couplings,  which  just  moved  the  van,  at  the  coupled  on  as  soon  as  we  had  stopped.  There  were 
same  time  the  pointsman  uncoupled.  It  was  not  a  no  efforts  made  to  stop  us  at  Duncrue.  The  goods 
hard  push.  The  van  continued  moving  backwards,  and  van  was  usually  placed  at  the  front  of  the  carriages, 
I  continued  at  the  break  handle,  keeping  the  breaks  but  on  this  occasion,  to  save  a  shunt  at  Carrickfergus, 
hard  on.  I  do  not  think  the  wheels  skidded,  as  there  it  had  been  put  next  the  engine.  I  should  not  have 
must  have  been  frozen  snow  between  the  blocks  and  had  time  at  J^ncrue  to  leave  my  van  and  go  to  the 
the  wheels.  I  had  noticed  something  of  this  before  goods  break  for  sprags  and  get  back, 
starting,  but  did  not  think  it  of  much  consequence. 
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2.  WUUam  Allen^  driver  13  years. — I  made  up  the  was  not  more  than  four  miles  an  hour.  I  could  then 
train  before  leaving  Carrickfergus  on  the  morning  of  have  jumped  up  I  think.  I  did  not  do  anything  to  stop 
the  23rd  December.  The  carriages  had  been  stand-  tiiem.  I  might  have  thrown  a  chain  or  rope  across 
ing  since  Saturday  in  an  open  siding.  I  could  not  the  rails,  but  I  was  afraid  of  throwing  a  carriage  off. 
say  why  the  goods  break  had  been  put  next  the  engine  I  did  not  notice  that  the  wheels  of  the  break-carriage 
instead  of  behind  the  waggons.  We  started  at  7.40,  were  skidding.  The  guard  was  looking  out  of  the 
and  stopped  first  at  Duncrue.  The  pointsman  there  window.  I  shouted  to  him  that  he  was  all  right, 
went  to  uncouple  the  waggons  from  the  carriages,  and  and  that  they  would  stop  a  little  below  the  station, 
called  me  back  to  slack  the  coupling.    I  reversed  and  I  believe  the  break  was  on. 

slacked  the  break,  but  do  not  think  I  put  on  steam  to 

do  so.     I  then  drew  up  to  clear  the  waggons  of  the         4.  Philip   Trainor^  head  porter   at  Carrickfergus 

siding  points,  and  was  setting  back  when  I  observed  station  about  one  year. — I  saw  the  triun  made  up  on 

the  carriages  moving  off.     I  called  to  the  pointsman  the  morning  of  the  .accident.    It  was  not  a  regular 

to  uncouple  as  soon  as  possible,  as  the  carriages  were  practice  to  send  a  goods  break-van  with   the  train, 

running  back.     He  did  so,  and  I  at  once  went  out  of  The  goods  van  and  the  waggons  had  bee  n  brought 

the   siding  with    the  br^^  van  and    followed    the  in  from  Belfast  the  same  morning,  and  it  would  have 

carriages  down,  keeping  about  20  yards  from  them,  required  a  shunt  to  get  the  break-van  to  the  north  end 

There  was  no  attempt  made  to  overtake  and  couple  of  the  waggons.     A  regular  van  had  run  with  the 

on  to  the  carriages  from  the  bre«Jt-van,  as  I  thought  train   up    to    the    previous  Friday.     The  runaway 

it  was   impracticable.      The    carriages  were   80  or  carriages  ran  through  the  station  at  about  four  miles 

90  yards  off  when  we  began  to  follow  them  down,  an  hour.     I  tried  to  stop  them  by  putting  snow  on 

The  speed  never  exceeded  six  miles  an  hour.  the  raQs.     One  passenger  jumped  out. 

3.  T}tomas  Donnelly y  pointsman  three  years,  in  5.  cTawi^^Jfci^rfow,  pointsman  12  years  at  Duncrue 
charge  of  the  facing-points  at  the  Belfast  end  of  siding. — ^I  remember  the  7.40  train  arriving  on  the 
Carrickfergus  station. — I  was  at  the  points  when  the  morning  of  the  accident.  I  called  the  engine  back  to 
carriages  ran  back  on  the  morning  of  the  23rd.  I  ease  the  coupHng,  which  was  a  screw  one.  It  came 
thought  it  was  better  to  let  them  run  along  the  main  back  quite  easy.  I  followed  the  waggons  up  to  the 
line,  knowing  there  was  nothing  due  from  Larne  for  siding  points.  I  did  not  see  the  carriages  run  away, 
an  hour  and  a  half,  and  seeing  by  their  speed  that  and  I  could  not  go  after  them,  being  otherwise  occu- 
they  would  not  run  far.    Their  speed  at  my  points  pied  with  the  waggons. 

CancltfMon. 

This  run-back,  for  nearly  two  and  a  quarter  miles,  of  the  passenger  portion  (consistiog 
of  four  carriages,  of  which  the  rear  one  had  a  break  compartment  with  a  guard  riding 
in  it,)  of  the  7.40  a.m.  mixed  train  from  Carrickfergus  to  Belfast,  was  no  doubt  owing 
to  the  inability  of  the  break  to  hold  the  carriages  on  the  gradient  of  1  in  87,  when  they 
received  a  slight  push  back  to  enable  the  waggons  to  be  detached  at  Duncrue.  The 
break  would,  under  ordinary  circumstances,  have  been  quite  sufficient  to  have  held 
the  train,  but  owing  to  snow  having  been  frozen  between  the  blocks  and  the  wheels 
while  the  carriages  were  standing  exposed  to  the  weather  on  Sunday,  the  blocks  had, 
till  the  snow  was  melted  off  them,  lost  their  bite,  and  this,  combined  with  the  slippery 
state  of  the  rails,  accoimts  for  the  carriages  running  back  in  the  way  they  did.  The 
speed  of  the  carriages  at  the  foot  of  the  incline  of  1  in  87  must  have  far  exceeded  the 
stated  speed,  six  miles  an  hour,  or  they  would  never  have  run  for  nearly  half  a  mile 
over  the  horizontal  portion  on  which  they  then  entered. 

There  was  carelessness  on  the  part  both  of  the  head  porter  at  Carrickfergus  and  of  the 
guard  in  not  having  seen  that  the  blocks  of  the  break-carriage  were  in  proper  working 
order  before  starting  for  BeKast,  and  there  was  further  negligence  on  the  part  of  the 
head  porter  in  not  having  had  the  goods  break-van  placed  behind  the  waggons  instead 
of  in  front  of  them. 

There  appears  to  have  been  no  great  activity  displayed  by  any  of  the  Company*s 
servants  in  endeavouring  to  stop  the  runaway  carriages.  These  men  were  probably 
influenced  by  the  knowledge  that  they  would  soon  stop  of  themselves,  and  that  there 
was  nothing  coming  to  meet  them  from  the  Lame  direction. 

The  arrangements  at  Dimcrue,  although  no  doubt  much  improved  as  regards  what 
they  must  have  been  when  this  accident  occiured,  are  not  what  the  Board  of  Trade 
would  now  sanction  in  the  case  of  sidings  on  inclines.  A  loop  line  should  be  put  in, 
with  runaway  points  at  the  Carrickfergus  end  of  the  ascending  line,  above  which 
runaway  points  all  trains  should  be  brought  before  any  shunting  is  commenced. 

I  have,  &c.. 
The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department,)  Major-^Qeneral  B.K 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company. 


Digitized  by  v:iOOQIC 


(    28    ) 


BRECON  AND  MERTHYR  TYDVIL  JUNCTION  RAILWAY. 

Sib,  13,  Downing  Street,  24th  December  1878. 

In  compliance  with  the  instructions  contained  in  the  Order  of  the  4th  inst., 
I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the  result  of  my 
inquiry  into  the  circumstances  which  attended  the  total  wrecking  of  a  mixed  mineral 
and  goods  train,  over  which  the  men  in  charge  lost  all  control,  while  descending  a 
long  incline  between  Torpantau  and  Talybont  stations,  on  the  Brecon  and  Merthyr 
Tydvil  Junction  Railway,  on  the  2nd  inst. 

The  train  in  question  belonged  to  the  Brecon  and  Merthyr  Tydvil  Junction  Railway 
Company,  and  consisted  of  two  beavy  tank  engines  in  front,  22  waggons  loaded  with 
coal,  three  waggons  loaded  with  goods,  11  empties,  a  break- van  at  the  rear  of  the 
waggons,  with  the  guard  and  breaksman,  and  a  third  tank  engine,  which  was  attached 
to  the  train  behind  the  break- van.  The  three  tank  engines  were  running  with  their 
funnels  in  front. 

The  engine-drivers  of  the  two  front  engines  and  the  firemen  of  the  second  and  third 
engines  were  killed  ;  the  fireman  of  the  leading  engine  was  very  seriously  injured ;  and 
the  rest  of  the  servants  with  the  train,  viz.,  the  engine-driver  of  the  last  engine, 
and  the  guard  and  breaksman,  who  were  travelling  in  the  break-van,  were  cut  and 
bruised. 

The  Brecon  and  Merthyr  Tydvil  Jimction  Railway  between  Brecon  and  Merthyr 
is  a  single  line.  The  accident  occurred  between  Torpantau  and  Talybont  stations. 
Torpantau  is  about  7^  miles  from  Talybont.  The  gradient  for  the  first  300  yards 
from  Torpantau  rises  1  in  198  to  the  south  end  of  a  tunnel ;  it  then  falls  1  in  68 
through  the  tunnel,  which  is  about  600  yards  long ;  and  from  the  north  end  of  the 
tunnel  it  falls  on  a  gradient  of  about  1  in  39  to  within  a  quarter  of  a  mile  of  Talybont 
station,  except  one  short  piece  about  seven  chains  long,  which  is  about  four  miles 
down  the  incline,  where  the  gradient  is  only  1  in  60. 

Talybont  station  is  at  the  foot  of  the  incUne,  and  the  line  from  Talybont  rises  again 
on  a  gradient  of  1  in  40  towards  Brecon. 

The  permanent  way  between  Torpantau  and  Talybont  is  in  good  order. 

The  Company's  printed  rules  for  mineral  trains  running  between  Torpantau  and 
Talybont  are,  that  a  train  shall  consist  of  12  loaded  or  20  empty  waggons  to  an  engine, 
but  there  is  no  rule  to  prevent  several  engines  and  loads  being  put  together  in  one 
train. 

All  goods  trains  leaving  Pant,  and  going  northwards,  are  ordered  to  stop  at  the 
north  end  of  Torpantau  tunnel,  to  pin  down  breaks  before  proceeding  down  the  rest  of 
the  incline  towards  Talybont. 

The  railway  is  worked  on  the  block  telegraph  system ;  one  of  the  servants  in  charge 
of  the  train  being  given  a  written  order  to  start  when  the  signalman  has  got  **  line 
clear.'* 

The  evidence  is  as  follows  : — 

Richard  Jones, — I  am  a  waggon  inspector  at  Pontsti-  train  in  question  arrived  irom  Fontsticill  at  9  p.m. 

cill  junction.     On  the  2nd  December  I  examined  all  and   left   at  9.11   p.m.     I   saw  Richard  Davies,  the 

the  waggons  of  the  train  that  met  with  the  accident,  and  breaksman,  who  came  into  my  box.     He  said  it  was 

ascertained  that  they  were  in  a  good  state  for  running,  good  time,  9  o'clock ;  and  asked  me  if  1  had  a  drop 

and  had  good  breaks.     1  have  been  waggon  inspector  of  clear  water,  as  he  had  been  eating  bread  and  cheese, 

for  two  years  and  four  months.     I  saw  the  eight  men  and  was  thirsty.     He  was  quite  sober  at  the  time, 

belonging  to  the  train  that  met  with  the  accident  just  1  also  saw  Thomas  Fury,  the  fireman  of  one  of  tho 

before  they  left,  at  8.47  p.m.,  and  believe  they  were  engines.     He  was  on  the  "  Severn  "  engine,  which  was 

all  sober.     I  did   not  examine  the  train  as   it  was  the  last  engine  on  the  train,  and  I  went  down  to  him. 

formed  to  go  out,  but  I  examined  the  waggons  as  they  He  had  his  overcoat  on,  and  I  said  it  was  very  cold, 

came  into  Fontsticill  at  different  times.  He  replied  that  the  best  place  was  in  the  box  (mean- 

John  Graham.-1  am  clerk  to  the  traffic  manager  in.R  the  signal-box)  such  weather  as  this.     On  that 

of  the  Brecon   and  Merthyr  Eailwaj.    Theltate-  nght  the  signdman  at  Talybont  did  not  give  me  h^^ 

.    _!,•  u   T   !.«„« l;i^   ;=   .„    „«i,.-„^™„t«  clear  for  that  train  until  1  had  called  hmi  for  Ihree 

ment    which   I  have    compiled  is  an    approximate  ^.  ^     ^  j         than  usual  that  night, 

statement  showmg  the  number  of  waggons  m  the  team  j  ^  ^  ««• 

in  question,  and  the  weicht  of  each  wacgon.     There     _^    ^.  *i.    v     r      *u     x    •     ^  ^^    «ti 

^  oo  1  J      J^-4.1.       1  *!.  1  A         was  the  authority  for  the  tram  to  proceed.     When 

were  22  waggons  laden  with  coal,  three  waffffons  laden     ..     /s  -j  lu     x    •  •  i  x-        t     ',    ** 

with  goods7and  eleven  empty  waggons,  ^d  a  break-  ^'J'^  *  f   •    .•  *"'°-r' '"  S*"^  *'™«'  ^  '>''"1«'- 

van,  Sgether  with  three  engineCweighing  in  the  ^"^  »•""  *°  be  jesting,  as  it  was  very  kte. 

aggregate  397  tons  4  cwt.,  the  waggons  laden  and  j^^^  Cunningham.-l  am  a  traffic  inspector  in 

empty  weighing  278  tons  2  cwt.  ^^^  ^^^.^^  ^^  the  Br^n  and  Merthyr  RaU^y  Com- 

Edwin  Brain. — I  am  signalman  at  Torpantau,  and  pany.     On  the  night  of  2nd  December  I  was  in  my 

was  on  duty  on  the  night  when  the  accident  occurred,  house    at  Talybont,  when    my  daughter  drew    my 

I  produce  my  Line  Clear  Book.     It  shows  that  the  attention    to    the    accident.      I    immediately    went 
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towards  the  spot,  and  when  1  got  to  the  engines  I 
pulled  out  mj  watch,  and  saw  it  was  9.35  p.m.  That 
would  be  about  two  minutes  after  my  daughter  called 
me.  I  inquired  of  some  persons  that  I  met  whether 
they  had  seen  any  of  our  men,  and  was  told  that  one 
had  been  taken  dead  to  the  White  Hart  Inn.  I  found 
afterwards  that  three  other  men  had  been  killed.  I  at 
once  telegraphed  to  the  traffic  manager  at  Brecon, 
telling  him  we  had  had  a  fearful  accident  close  to 
Talybont,  and  for  him  to  bring  down  medical  assis- 
tance with  all  speed.  I  again  went  to  the  scene  of 
the  accident  and  saw  one  man  taken  out  of  the  wreck. 
It  was  Joseph  Thomas,  who  was  found  close  by  the 
fire-box  of  his  engine,  the  "  Hercules."  I  then  went 
to  the  White  Hart,  and  inquired  about  the  injured 
men,  Thomas  Meyrick,  guard,  Bichard  Davies, 
breaksman,  Jos.  Davies,  fireman,  and  James  Bevan, 
engine-driver.  At  11  o'clock  a  special  engine  and 
train  bringing  Mr.  Henshaw,  the  traffic  manager,  Mr. 
Thompson,  the  secretary,  and  I  believe  two  medical  men 
and  other  men,  to  render  assistance.  Goods  trains  are 
allowed  50  minutes  to  come  down  from  Torpantau  tb 
Talybont,  the  distance  being  about  six  miles.  I  might 
have  seen  two  or  three  ttains  within  a  month,  which 
have  run  past  the  station  at  Talybont.  I  have  no 
recollection  of  a  passenger  train  running  wild  in  that 
way.  The  reason  trains  run  wild  is  that  proper 
precautions  are  not  taken  by  the  men  to  pin  down 
their  breaks  at  the  proper  time,  and,  secondly,  the 
engine-drivers  keeping  their  steam  on  till  they  get  to 
too  high  a  speed.  In  snowy  weather  it  is  very  diffi- 
cult to  come  down,  and  great  precautions  ai'e  to  be 
taken  ;  but  on  the  occasion  of  the  accident  there  was 
no  snow.  The  instructions  provide  that  every  waggon 
must  have  a  break  in  good  order,  and  the  breaks  ought 
to  be  put  down  [on  all  waggons.  The  maximum  load 
is  12  loaded  waggons  to  each  engine,  or  20  empty 
waggons.  The  rule  is  to  have  one  break-van  to  each 
train.  We  depend  upon  the  breaks  on  the  waggons 
principally.  1  should  consider  it  a  waste  of  power  to 
have  more  than  one  break-van.  On  this  occasion 
there  were  three  engines  to  the  train  and  one  break- 
van.  That  is  the  rule  when  there  are  three  engines. 
The  maximum  speed  of  goods  trains  between  Tor- 
pantan  and  Talybont  is  laid  down  in  the  rules  as 
10  miles  an  hour.  It  is  the  speed  on  all  our  heavy 
gradients.  The  regulation  as  to  putting  on  the  breaks 
is  as  follows :  Trains  coming  from  Pant  must  stop  at 
the  north  end  of  Torpantau  tunnel  in  order  to 
have  the  breaks  put  down.  It  also  provides  that  a 
waggon  with  an  imperfect  break  must  be  left  behind. 
The  process  of  putting  on  the  breaks  would  be  to  put 
down  some  of  the  breaks  at  the  south  end  of  the 
Torpantau  tunnel,  and  come  slowly  through  the 
tunnel,  stopping  at  the  north  end,  and  pinning  all 
waggon  brei^s  down  tightly.  Then  the  guard  gives 
the  signal  for  the  train  to  start,  either  by  hand  or 
verbal,  and  at  night  showing  a  white  light  with  his 
hand  lamp.  I  have  been  with  those  trains  hundreds 
of  times,  and  never  had  a  wild  run  when  those  pre- 
cautions were  taken.  The  guard  of  the  train  is  the 
man  who  is  responsible  for  carrying  out  the  regula- 
tions in  regai'd  to  pinning  down  the  breaks.  My 
experience  at  this  part  extends  over  nearly  15  years. 
Men  have  been  fined  in  consequence  of  those  cases 
of  running  away,  as  they  were  suspected  of  not.  having 
put  down  their  breaks  properly.  It  could  not  have 
been  ascertained  whether  the  breaks  had  been  pro- 
perly pinned  down  on  the  train  in  question.  Trains 
are  not  allowed  to  leave  Torpantau  or  Talyllyn  for 
Talybont  at  one  and  the  same  time,  or  not  tUl  one 
train  is  brought  to  a  stand  at  Talybont.  Some  of  the 
men  had  been  on  duty  for  16  hours.  The  reason  the 
train  was  late  that  night  at  Torpantau  was  that  a 
special  order  came  to  Cefn  station  for  500  tons  of  coal 
urgently  wanted  at  Birkenhead,  and  those  engines  and 
men  had  to  work  the  coal  from  Cyfartha  works  to 
Dowlais  Top,  where  we  handed  it  over  to  the  London 
and  North-western  Railway  Company.  There  is  a 
special  order  that  when  three  engines  are  used,  two 
are  to  be  front  and  one  behind.     My  opinion  is  that 


the  train  in  question  was  not  stopped  at  the  north  end 
of  the  tunnel,  and  that  the  breads  were  not  i)roperly 
pinned  down  as  prescribed  by  the  regulations.  I 
further  think  that  if  portions  of  the  engine  (I  believe 
the  leading  one)  had  not  given  way,  the  train  would 
not  have  got  off  the  rails.  The  guards  are  under  my 
supervision,  but,  should  anything  occur  that  I  do  not 
feel  myself  competent  to  deal  with  after  investigating 
it,  the  whole  of  the  facts  are  placed  before  the  traffic 
manager.  Frequently  I  have  advised  that  fines 
should  be  inflicted,  and  in  nearly  every  case  they  have 
been  carried  out.  I  do  not  dismiss  a  man,  but  I  do 
suspend  one  if  I  think  proper,  until  it  is  settled  by 
the  traffic  manager.  To  my  knowledge  the  trains 
do  not  now  run  wild  more  than  usual. 

Thomas  Meyrick, — I  am  a  goods  guard  in  the  service 
of  the  Brecon  and  Merthyr  Railway  Company.  I  was 
on  the  train  that  met  with  the  accident.  I  arrived  at 
Torpantau  about  nine  o'clock  that  night,  and  started 
about  9.10  p.m.  After  one  of  the  engines  had  taken 
water,  I  believe  it  was  the  fireman  Joseph  Davies  said, 
"  Are  you  right,  Tom  ?  "  I  replied  "  All  right,"  and 
we  started  away.  I  pinned  down  as  many  breaks  as 
possible  on  my  side.  When  we  had  entered  the 
tunnel  the  last  engine  whistled,  and  when  we  got  to 
the  north  end  I  told  my  mate  to  look  after  the  van 
break,  and  I  got  out  and  rode  on  the  waggons  half- 
way down  the  incline  to  put  down  the  breaks  of  some 
of  the  waggons  next  to  the  van.  I  went  back  to  the 
van  when  near  the  plantation,  which  is  half-way  down 
the  bank.  The  van  then  began  to  roll,  and  the  train 
was  gaining  speed,  I  thought.  The  next  thing  I  re- 
collected is  being  iu  bed  at  the  **  White  Hart."  We 
are  supposed,  according  to  the  instructions,  to  stop 
at  the  north  end  of  the  tunnel,  but  we  did  not  do  so. 
When  we  came  out  of  the  north  end  of  the  tunnel, 
the  breaksman,  my  mate,  showed  a  red  light  to  stop 
to  the  front  engines,  upon  which  were  Joseph  Thomas 
and  Thomas  Williams  as  drivers.  But  they  did  not 
stop.  I  put  some  of  the  breaks  down  as  we  were 
travelling.  The  speed  increased  most  rapidly  after 
passing  the  fir  plantation.  I  do  not  remember  speak- 
ing to  my  mate  after  returning  to  the  van.  I  am 
quite  sure  there  was  not  one  man  on  the  train  under 
the  influence  of  drink.  It  was  not  a  heavy  train. 
The  tunnel  was  full  of  steam  as  we  went  through. 
If  we  think  we  have  enough  bi*eaks  down  we  do  not 
give  the  signal  to  stop,  but  when  we  have  three 
engines  on  we  generally  do  so.  We  went  sharply 
through  the  tunnel.  Every  break  ought  to  be  put 
down,  but  we  do  not  always  do  so.  I  have  only  once 
in  two  years  run  wild  so  far  as  the  river  bridge  at 
Talybont.  I  did  not  hear  the  front  men  whistle  for 
the  breaks  to  be  put  on ;  but  I  heard  Bevan,  the  driver 
of  the  engine  behind  the  train,  whistling  for  breaks  in 
the  tunnel.  I  was  breaksman  for  15  or  16  months, 
but  I  do  not  remember  running  wild  during  that 
time.  I  have  been  fined  for  coming  on  duty  late,^ 
but  for  no  other  cause.  I  believe  the  train  was  going 
too  fast  at  the  north  end  of  the  tunnel  to  enable  the 
drivers  to  stop.  From  the  tunnel  down  to  the  plan- 
tation fire  and  smoke  proceeded  from  the  breaks.     I 

came  on  duty  ^.t  4.30  a.m. {Recalled,)  I  did  not 

give  the  signal  to  start  to  any  of  the  drivers.  When 
I  said  "  AU  right,"  I  had  not  pinned  down  any  breaks ; 
I  had  only  dropped  them,  ready  to  be  pinned  down 
after  the  train  started.  I  did  not  speak  to  my  breaks- 
man,  who  was  on  the  other  side  of  the  train,  as  to 
whether  he  was  ready  before  we  started.  I  do  not 
know  how  many  breaks  I  had  pinned  down.  I  pinned 
down  two,  but  I  would  not  say  1  pinned  down 
ten.  I  had  my  break-stick  in  my  hand.  I  should 
have  pinned  down  all  the  breaks  if  I  possibly  could, 
but  the  train  was  going  too  sharp,  and  got  into  the 
tunnel.  I  was  standing  about  six  waggons  from  the 
engine  when  we  started,  and  the  breaks  of  those  six 
waggons  were  not  taken  out  of  the  notches.  The 
drivers  were  then  ready  to  start,  and  I  gave  them 
"  all  right,"  expecting  to  finish  pinning  down  the  breaks 
at  the  north  end  of  the  tunnel.     I  carried  all  my 
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victuals  with  me  for  the  day,  and  I  ate  none  that  day 
except  what  I  carried  in  my  van.  I  shall  have  been 
a  guard  two  years  next  month.  I  was  22  years  old 
last  June.  My  pay  is  228.  per  week,  and  I  work  from 
5  a.m.  to  8  p.m.  on  one  day,  and  from  4  a.m.  to 
12.10  p.m.  the  other.  There  is  one  extra  man,  who 
acts  as  relief  man  to  six  of  us,  to  equalize  the  hours. 
My  time-table  and  time-book  were  lost  in  the  smash. 
The  driver  of  the  leading  engine  was  with  me  from 
middle  day,  and  I  am  sure  he  did  not  go  to  a  tavern. 
The  last  place  where  he  could  have  gone  to  one  was 
at  Cefii,  and  we  left  there  at  6.30  p.m. 

Richard  Davies^ — ^I  am  a  breaksman  in  the  service 
of  the  Brecon  and  Merthyr  Railway  Company.  I 
have  been  breaksman  since  January  last.  I  was  riding 
in  the  same  van  as  the  guard  Meyrick.  I  believe  all 
of  us  on  the  train  were  quite  sober.  I  got  out  of  the 
break-van  as  soon  as  the  train  stopped  at  Torpantan, 
and  walked  along  the  side  of  tbe  train,  throwing  down 
the  breaks  ready  for  pinning  when  we  started.  That 
was  opposite  the  signal-box.  I  went  into  the  box,  and 
asked  the  signalman  for  a  drop  of  water.  I  did  not 
get  any  water,  and  returned  to  the  train  walking  along 
to  the  "  Atlas "  engine  for  my  break-stick.  The 
"  Atlas  "  was  the  front  engine  next  the  train.  Joseph 
Davies,  the  fireman  of  the  first  engine,  then  spoke  to 
me  about  shunting  at  Talyllyn.  I  then  got  off 
the  engine,  and  Joseph  Davies  called  out  to  me, 
"Is  the  pass  right,  Richard?"  I  said  I  did  not 
know  ;  but,  turning  round,  I  saw  the  signal  was  off, 
and  said  the  pass  was  sure  to  be  right.  I  heard  a 
voice  call  out,  "  Are  you  right,  Tom  Meyrick  ?"  I  did 
not  hear  the  reply,  for  the  engine  was  blowing  off. 
With  that  they  opened  the  whistles  and  started,  and 
I  began  pinning  down  the  breaks,  standing  on  the 
ground  and  putting  ,them  down  as  they  passed  me. 
Just  at  the  mouth  of  the  tunnel  the  train  was  going 
too  sharp,  and  I  missed  the  last  three  waggons.  I  did 
not  tell  the  guard.  Shortly  afterwards  in  tbe  tunnel, 
I  found  them  going  too  sharp,  and  gave  the  last  driver 
a  green  light.  Jle  was  next  to  our  van.  I  also  applied 
my  break  in  the  van.  The  rear  driver  opened  his 
whistle  in  answer  to  my  signal,  and  kept  it  open 
through  the  remainder  of  the  tunnel.  He  gave  three 
sharp  whistles,  which  is  the  usual  signal  for  the.breaks. 
I  could  see  nothing  in  the  tunnel  because  of  the  steam 
from  the  front  engines.  I  do  not  recollect  speaking 
to  Meyrick.  We  were  going  very  sharp  through  the 
tunnel ;  I  believe  it  was  because  the  front  engines  had 
too  much  steam  on.  The  rear  engine  had  shut  off  steam 
and  put  on  the  breaks,  and  I  could  feel  it  holding  back. 
On  coming  out  of  the  tunnel  I  gave  a  red  signal.  It 
was  not  foggy  or  dark  that  night.  The  front  engines 
had  shut  off  steam,  but  I  could  not  hear  any  whistles 
from  those  engines  calling  for  the  breaks.  I  could 
see  the  front  engines  at  that  time,  but  could  not  see 
any  steam  from  the  whistle.  Meyrick  then  went  outside, 
♦  and  told  me  to  look  after  the  van.  He  returned  when  we 
got  to  the  plantation.  I  do  not  think  we  spoke.  We  were 
gaining  speed  rather  fast,  but  I  did  not  feel  any 
danger  then.  I  felt  a  bit  of  a  jerk  about  a  mile  and  a 
half  or  two  miles  from  Talybont,  as  though  it  had 
passed  over  something.  I  then  slackened  my  van- 
break,  and  seeing  them  go  on  again  all  right  I  applied 
the  break  again  tight.  Just  above  Talybont  I  felt 
there  was  something  wrong.  There  was  a  lot  of  dust 
and  smoke  about.  Sparks  were  fiying  from  the  bi'eaks 
all  the  way  down.  I  slackened  my  break  a  second 
time  just  by  Talybont,  and  caught  hold  of  the  door- 
post and  siU  of  the  van  near  the  distant-signal.  Just 
then  the  van  went  to  pieces  over  our  heads.  We 
were  just  then  past  the  bridge  where  the  wreck  lies. 
I  got  a  blow  on  the  side  of  my  head.  I  went  down 
the  embankment,  and  walked  away.  The  guard  might 
have  reported  that  the  drivers  did  not  stop  at  the 
north  end  of  the  tunnel  if  there  had  been  no  accident. 
I  came  on  duty  at  4.30  ajn.  and  was  due  home  at  5.40 
p.m.  I  believe  that  if  steam  had  been  shut  off,  and  the 
breaks  of  the  front  engines  had  been  put  down,  we 
feihould  have  stopped  at  the  mouth  of  the  tunnel.    I  do 


not  remember  a  heavy  train  omitting  to  stop  at  that 
mouth  of  the  tunneL  I  only  remember  one  runaway 
in  the  twelve  months  that  I  have  been  breaksman.  It 
is  our  practice  to  stop  at  the  north  end  of  the  tunnel 
except  with  light  trains. 

(Recalled.)  If  possible  we  put  down  all  the  breaks 
before  we  get  into  the  tunnel  at  Torpantau,  and  at 
the  other  end  we  press  them  down  harder.  I  was 
quite  ready  and  waiting  for  the  train  to  start  that 
night.  Joseph  Davies,  the  fireman  of  the  leading 
engine,  asked  me  if  I  was  right.  I  have  been  a  breaks- 
man  since  last  January.  We  always  stop  at  the  north 
end  of  the  tunnel,  particularly  by  night.  I  never 
missed  stopping  there  before  the  night  in  question.  I 
saw  the  fireman  of  the  last  engine  in  motion  for 
hooking  off,  as  we  were  running  down  the  bank,  but 
he  did  not  unhook  his  engine.  I  saw  him  last  just 
before  the  accident  took  place.  I  did  not  see  any  steam 
put  on  on  the  last  engine  in  order  to  ease  the  coupling, 
nor  did  I  feel  any  bump  from  the  engine.  I  felt  about 
two  jerks  of  the  van  between  the  plantation  and 
Talybont.  I  would  have  put  down  the  three 
breaks  that  I  left  at  Torpantau,  if  I  could  have  done 
so.  I  heard  the  front  engine  whistle  before  we  left 
Torpantau,  but  I  cannot  say  for  certain  that  I  heard  the 
last  engine  whistle,  because  the  ftx)nt  engine  was 
blowing  off  steam.  I  do  not  believe  the  front  engine 
whistled  for  us  to  stop,  either  in  the  tunnel  or  after 
we  came  out,  but  I  heard  the  last  engine  whistling. 
The  driver  of  the  second  engine  had  been  working 
with  me  that  day.  I  do  not  think  he  had  been  to  a 
tavern  that  day.  After  1.20  p.m.  he  had  no  time  to 
do  so.  I  held  the  red  light  to  the  front  engine  for 
half  a  mile  after  we  came  out  of  the  tunnel.  I  showed 
it  both  sides  according  to  the  curves.  I  held  out  the 
red  light  before  Meyrick  left  the  van.  I  never  saw 
drink  kept  on  the  engines. 

James  Bevan. — ^I  am  an  engine-driver  in  the  service 
of  the  Brecon  and  Merthyr  Railway  Company.  On 
the  2nd  December  I  reached  Torpantau  at  9.0  p.m. 
We  stopped  there  from  10  to  15  minutes,  waiting  for 
the  front  engine  to  take  water.  I  was  driving  the 
**  Severn,"  which  was  the  rear  engine.  We  started 
on  a  signal  from  the  two  front  engines,  and  I  whistled 
that  1  was  ready.  Before  I  got  to  the  tunnel  I 
found  the  train  was  going  too  is&t,  and  I  shut  off 
the  steam  to  allow  the  guards  time  to  pin  the  breaks 
down.  On  entering  the  south  end  of  the  tunnel  I 
told  the  fireman  to  put  the  break  on,  as  I  thought 
the  guards  had  not  got  sufficient  breaks  on.  Before 
I  came  out  of  the  tunnel  I  whistled  for  the  van  break, 
and  a  green  light  was  shown  me  from  the  van.  I 
did  not  know  what  to  make  of  it.  When  we  got 
out  at  the  north  end  of  the  tunnel  I  blew  the  whistle 
again  for  the  front  driver  to  stop  the  train.  They 
did  not  answer  in  any  way,  as  far  as  I  could  telL 
We  stop  at  the  north  end  of  the  tunnel  when  we 
get  an  order  from  the  guard.  We  generally  stop, 
but  it  depends  upon  the  kind  of  train ;  we  stop  to 
have  the  breaks  pinned  down.  The  train  was  gaining 
speed  all  the  time.  I  did  not  feel  any  alarm  until 
we  reached  the  Talybont  side  of  the  plantation.  The 
train  was  then  going  at  a  great  speed.  My  break 
was  on  tight,  and  I  could  do  no  more.  I  said  to  the 
fireman,  ^'  Tom,  go  round  and  hook  us  off.  We  might 
''  have  a  chance  of  saving  ourselves  and  the  guards 
"  if  anything  should  happen."  That  was  about  two 
miles  from  Talybont.  The  fireman  went  to  try  to 
unhook,  but  did  not  do  it.  I  did  not  see  him  again. 
My  engine  was  running  quite  steadily  for  the  speed. 
I  then  lost  consciousness  until  I  found  myself  in 
the  road.  I  had  some  cuts  on  my  face,  a^d  some 
bruises  on  my  body  and  legs.  I  got  up  and  went 
on  to  the  bank,  and  shut  the  regulator  of  my  engine, 
as  the  blow  had  thrown  it  open.  I  knew  it  was  open 
by  the  steam  coming  out  of  the  taps  at  the  front  of 
the  engine.  I  considered  the  train  was  running  wild 
after  leaving  the  tunnel.  I  have  been  an  engine-driver 
nine  years,  and  have  had  two  wild  runs  during  that 
time,  but  none  during  the  last  12  months.    My  impres- 
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sion  is  that  the  two  front  drivers  gave  the  engines  too 
much  start  at  Torpantau.  I  cannot  say  whe&er  they 
had  their  breaks  down.  I  am  satisfied  that  no  one 
on  the  train  was  worse  for  drink.  If  the  leading 
men  had  not  started  so  &8t,  and  had  put  down  their 
breaks,  they  might  have  stopped  at  the  north  end  of 
the  tnnnel  to  pin  down  the  breaks. 

(/2«?a//edl)— We  stop  at  the  north  end  of  the 
tunnel  when  we  get  the  red  light.  If  I  am  on  the 
front  engine  I  look  out  for  a  signal  from  the  guard 
to  stop  at  the  north  end  of  the  tunnel.  The  driver 
would  know  what  breaks  there  were  on  the  train, 
and  whether  it  would  be  necessary  to  stop  at  the 
north  end.  If  I  am  working  a  train  myself  I  decide 
whether  we  should  stop  at  the  north  end  of  the 
tunnel.  We  would  be  800  yards  outside  the  tunnel 
before  we  could  see  the  signal  to  stop  from  the  guard, 
and  then  we  should  be  three  or  four  train  lengths 
before  we  came  to  a  stand.  I  know  the  rule  which 
says  that  goods  trains  must  stop  outside  the  north 
end  of  Torpantau  tunnel.  It  would  be  impossible  to 
start  a  train  when  all  the  breaks  were  pinned  down. 
I  know  the  last  break  should  be  put  down  after  the 
train  has  started.  I  have  been  on  a  wild  train  about 
three  times  in  the  15  years  I  have  been  in  the  service 
of  the  CJompany.  Those  were  in  snowy  weather.  I 
once  ran  wild  with  only  one  engine  on,  and  then  we 
had  a  train  of  22  waggons  laden  with  coal.  I  do  not 
think  a  train  of  12  lo^ed  waggons  would  run  away 
with  me.  I  have  not  reported  tiie  occasions  when  I 
have  run  wild. 

Morgan  Prosser, — ^I  am  a  ganger  on  the  Brecon 
and  Merthyr  Railway,  living  at  Aber.  I  heard  the 
train  coming  down  when  I  was  in  my  own  house,  and 
told  my  wife  it  was  a  wild  run.     I  expected  to  see  it 

fo  through  the  station,  as  I  have  scores  of  times.  Then 
heard  the  crash.  I  and  my  men  went  down  to 
Talybont.  We  saw  pieces  of  the  engines,  and  left  them 
on  the  line.  I  never  heard  so  long  a  train  rush  down 
80  quickly.  My  belief  is,  that  something  was  dragged 
into  the  four-foot  between  the  two  bridges.  That  was 
the  first  sign  of  anything  wrong,  and  it  was  about  30 
yards  from  the  crash.  I  have  been  on  the  line  15 
years,  and  14  years  on  this  length.  I  have  seen  a 
train  go  three  miles  in  three  minutes  on  my  length. 
That  was  some  years  ago,  and  in  snowy  weather.  On 
the  Saturday  morning  previous  to  the  accident  a  train 
ran  wild  to  beyond  the  Llansaintfraed  bridge.  It  was 
a  short  train,  with  one  engine  and  one  van,  and  driven 
by  Joseph  Thomas,  the  same  man  as  drove  the  front 
engine  in  the  train  that  met  with  the  accident.  I  do 
not  remember  when  the  runaway  before  that  oc- 
curred. 1  have  seen  a  case  where  a  train  with  two 
engines  has  run  away.  It  has  been  mostly  long  trains 
that  I  have  seen  run  wild. 

Thomas  CfKeefe, — I  am  an  excise  officer  at  Taly- 
bont. When  near  the  bridge  where  the  accident 
occurred  I  heard  the  train  approaching  at  a  furious 
pace.  I  stood  until  both  engines  had  passed  the 
bridge.  It  was  about  half- past  nine  o'clock.  Before 
they  came  to  the  bridge  there  were  sparks  of  fire 
issuing  from  the  engines,  and  I  recommended  my 
.  companion  to  nm,  as  I  thought  the  trucks  were  on 
fire.  He  did  not  run,  and  was  knocked  down.  I  have 
been  here  about  three  months,  and  during  that  time  I 
had  not  noticed  a'runaway  train  before. 

John  Williams. — ^I  am  landlord  of  the  *' White  * 
Hart "  Inn.  About  half -past  nine  o'clock  I  heard  a 
fast  train  coming  down,  and  before  I  got  outside 
everything  was  quiet,  except  the  last  engine  blowing 
off.  I  went  to  the  spot.  A  portion  of  the  van  was 
on  fire,  and  I  moved  the  guard  away  from  it.  I  have 
been  in  Talybont  five  years.  Sometimes,  not  often,  I 
have  heard  unusually  fast  trains.  Four  years  ago  I 
heard  a  fast  train,  when  there  was  a  heavy  fall  of 
snow. 

fFiiliam  East. — I  am  a  gardener  at  Graig-las.  I 
was  within  30  yards  of  the  scene  of  the  accident 
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when  it  happened.  I  heard  a  great  noise,  but  it  was 
quickly  over.  I  saw  the  bridge  in  the  act  of  falling. 
I  have  lived  here  three  years,  and  during  that  time  I 
have  repeatedly  heard  ^d  trains.  I  call  it  a  wild 
train  when  it  does  not  stop  at  the  station.  I  have 
seen  them  run  as  far  as  the  Eock  Cottage,  and  that 
fr^nently.  I  never  saw  a  passenger  train  do  so.  I 
have  seen  trains  run  wild  as  far  as  Llansaintfraed 
.  bridge,  at  least  once  a  month,  I  am  sure.  They  have 
sometimes  two  engines  and  sometimes  three^  and  I 
have  seen  them  with  only  one. 

Joseph  Davies. — I  am  a  fireman  in  the  service  of 
the  Brecon  and  Merthyr  Railway  Company.  I  feel  I 
am  able  to  give  evidence.  I  remember  the  2nd  De- 
cember, but  1  do  not  remember  exactly  the  time  we 
arrived  at  Torpantau.  We  took  water  for  the  engines 
there.  I'he  signal  was  dropped,  and  I  asked  Davies 
(the  breaksman)  if  the  pass  was  ail  right.  "  The 
signal  is  dropped,"  he  said  ;  "  it  is  sure  to  be  all  right." 
I  was  on  the  front  engine,  the  "Hercules."  We 
whistled  up  to  have  the  signals  from  the  last  engine, 
to  ask  if  they  were  right.  I  do  not  recollect  their 
whistling  back.  We  started  then.  We  were  the  other 
side  of  tlie  tunnel  (south  side).  We  came  into  the 
tunnel,  and  kept  on  steam  until  half  the  train  was  in 
the  tunnel.  I  remember  coming  to  this  (north)  side 
of  the  tunnel,  but  did  not  stop,  because  we  could  not. 
I  had  my  break  on  tight,  but  could  not  stop  the  train. 
We  opened  the  whistle  for  the  others  to  stop,  but  they 
did  not  Joseph  Thomas  was  my  driver.  Joseph 
Thomas  said  to  me,  "  Joe,  do  you  see  anybody  your 
side  giving  signals  ?"  I  said  "  No."  **  Well,"  he  said, 
**  there  is  something  not  right."  We  kept  on ;  the 
train  had  overpowered  us.  I  never  spoke  to  him  or 
he  to  mo  afterwards.  I  remember  going  down  the 
bank  all  the  way.  I  looked  back,  and  saw  we  were  all 
together.  The  ^engine  was  rolling ;  we  were  coming 
very  fast,  and  the  fire  was  flying  out  of  the  chimney. 
We  came  near  the  bridge.  I  felt  a  crash,  and  felt  as 
if  the  engine  jumped  up  in  the  air.  I  found  myself 
on  my  head,  and  the  scalding  water  coming  over  me. 
I  began  struggling.  I  did  not  know  where  I  was.  I 
struggled  and  got  free.  I  felt  the  air  reviving  me, 
imd  I  jumped,  but  did  not  know  wliere.  I  got  against 
some  railings,  and  went  down  on  my  knees,  and  thanked 
Grod  that  I  was  safe.  I  am  sure  we  could  not  stop 
when  we  got  out  of  the  tunnel.  My  driver  tried  to 
stop.  I  heard  no  whistling  from  the  other  engines, 
lify  driver  gave  two  short  whistles  on  coming  out  of 
the  tunnel  as  a  signal  for  the  drivers  behind  to  stop. 
I  do  not  recollect  that  my  driver  reversed  his  engine. 
I  do  not  recollect  that  there  was  any  snow  or  frost 
upon  the  rails.  I  think  both  of  the  engines  were  on 
the  rails  till  we  got  over  or  on  the  bridge  at  Talybont. 
I  do  not  know  that  any  waggons  were  off  the  rails 
before  the  crash.  My  driver  must  have  had  the  signal 
from  the  last  engine  before  he  started  from  Torpantau, 
but  I  did  not  hear  it ;  the  signal  is  a  crow  given  by 
the  whistle.  I  had  been  firing  for  Joseph  Thomas  1 8 
or  19  months.  We  have  come  from  Torpantau  with- 
out stopping  at  the  north  end  of  the  tunnel.  We  ran 
past  the  Talybont  station  as  far  as  the  Rock  Cottage 
the  week  before  the  accident,  and  that  was  with  one 
engine  on.  I  had  to  hold  fast  to  the  engine  in  coming 
down  the  bank  that  night.  I  think  we  had  our  supper 
on  the  engine  at  Cefn.  We  began  work  at  3  o'clock 
in  the  morning,  and  we  ought  to  have  finished  at  5 
o'clock  that  night,  but  we  had  extra  work  to  do, 
because  of  some  coals  being  wanted  immediately  at 
Birkenhead.  1  believe  the  breaks  were  down  on  the 
trucks  when  we  left  Torpantau.  Our  steam  was  shut 
off  when  half  the  train  had  got  into  the  tunnel,  but  the 
engine  behind  us  kept  on  steam  a  little  longer.  All 
the  breaks  are  supposed  to  be  put  down  before  we 
start  from  Torpantau.  I  have  only  had  one  wild  run 
during  the  five  years  I  have  been  in  the  service.  We 
have  run  as  far  as  the  Usk  bridge  many  times.  We 
stop  at  the  north  end  of  the  tunnel  to  pin  down  the 
breaks  tighter. 
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Mr,  C.  H.  Thomas, — 1  urn  resident  engineer  on  the 
Brecon  and  Merthyr  Railway.  The  line  from  Tor- 
pantan  signal-box  is  on  a  rising  gradient  of  1  in  198 
to  the  mouth  of  the  tunnel  (south  end),  1  in  68  falling 
through  the  tunnel,  then  a  gradient  of  1  in  39  falling 
for  about  6^  miles  to  Talybont  station,  with  the 
exception  of  a  small  distance  of  seven  chains  midway 
where  the  gradient  is  I  in  60.  On  examining  the 
line  after  the  accident  I  found  nothing  wrong  except 
close  to  the  bridge  where  the  accident  happened. 
At  a  point  1,708  yards  on  the  Torpantau  side  of  the 
scene  of  the  accident,  south  of  the  canal  bridge,  1 
found  the  connecting  rod  of  the  second  engine, 
"  Atlas,"  lying  between  the  rails.  At  a  short  distance 
in  the  direction  of  Talybont  I  found  some  brasses  in 
the  four-foot,  being  parts  of  one  of  the  engines.  I 
did  not  then  find  anything  further  until  I  came  to  a 
point  637  yards  south  of  the  canal  bridge,  where  1 
found  a  portion  of  a  connecting  strap,  a  broken  tap, 
the  connecting  rod  of  the  front  engine  "  Hercules," 
and  within  a  distance  of  about  200  yards  further  I 
found  about  a  dozen  pieces  of  the  working  gear  of  the 
engines.  Then  at  a  point  about  20  yards  south  of  the 
canal  bridge  I  found  a  rail  had  been  broken  in  two 
places,  and  also  on  the  canal  bridge  found  another  rail 
broken.  The  breaks  are  quite  fresh,  and  I  have  no 
doubt  the  rails  were  broken  by  the  shock  of  the  acci- 
dent. They  were  both  iron  rails,  rolled  in  1871.  At 
a  point  a  few  yards  north  of  the  first  broken  rail  I 
found  traces  of  a  truck  having  left  the  rails.  North 
of  the  canal  bridge  the  permanent-way  was  completely 
broken  up,  and  the  east  girder  of  the  bridge  over  the 
road  was  knocked  out  of  position,  and  a  considerable 
portion  of  the  north  abutment  and  wing  of  the  bridge 
destroyed.  Immediately  on  the  other  side  of  the 
bridge  the  whole  train  was  a  complete  wreck.  The 
curve  at  the  place  where  the  accident  occurred  has  a 
radius  of  22  chains,  and  the  superelevation  is 
A\  inches.  The  superelevation  would  be  regulated 
for  a  speed  of  about  40  miles  an  hour.  I  examined 
the  railway  the  morning  after  the  accident,  and  found 
it  true  to  gauge,  but  in  about  two  places  knocked 
slightly  out  of  line,  caused  by  the  oscillation  of  the 
runaway  train.  I  have  never  heard  any  complaints  of 
the  rails  in  the  tunnel  being  particularly  slippery  in 
certain  weather,  so  as  to  render  trains  unmanageable. 
I  believe  the  rail  was  broken  by  the  shock  caused  by 
the  front  part  of  the  train  being  suddenly  brought  to 
a  stand.  This  rail,  though  broken,  did  not  leave  its 
position.  1  should  think  the  speed  of  the  runaway 
train  was  over  60  miles  an  hour.  I  should  think  the 
impetus  of  the  train  carried  it  ofi*  the  curve.  From 
the  place  where  the  train  started,  at  the  south  end  of 
the  tunnel,  to  the  spot  where  it  ran  off  the  rails,  is 
6|  miles.  The  embankment  down  which  the  train 
fell  is  about  16  feet  high  at  that  place. 

Mr,  Charles  Long, — I  am  the  locomotive  superin- 
tendent of  the  Brecon  and  Merthyr  Railway  Com- 
pany. The  "  Hercules,"  the  leading  engine  of  the 
train,  was  a  six-wheel  coupled-saddle  tank  engine, 
with  break-blocks  on  all  wheels;  and  she  weighed, 
with  full  tank,  37  tons.  It  was  in  good  order,  and 
only  turned  out  of  the  shops  in  December.  The 
break-blocks  and  the  whole  of  the  break-gear  were  in 
good  order.  The  "  Atlas "  was  turned  out  of  the 
shops  in  October  last,  having  undergone  thorough 
repair,  including  a  new  set  of  steel  tyres.  The  weight 
was  36  tons  2  cwt.  'ITiere  were  breaks  in  good  oi5er 
on  all  the  wheels.  The  "  Severn,"  the  rear  engine, 
was  turned  out  of  the  shops  in  September  1876. 
The  weight  was  35  tons  13  cwt.  The  break-blocks 
were  all  equally  good.  We  are  very  particular  in 
regard  to  the  state  of  the  break-blocks.  From  the 
evidence  I  have  heard,  and  the  examination  I  have 
made  of  the  engines  since  the  accident  occurred,  I 
think  that  the  men  discovered  on  this  (Talybont)  side 
of  the  plantation  that  tliey  had  utterly  lost  all  control 
of  the  train,  and  that  they  felt  something  was  going 
to  happen ;  and  I  imagine  that  they  had  all  done  what 
they  could  with  their  breaks,  and,  as  an  extra 
precaatioDf  these  men  had  reversed  their  engines.   At 


the  speed  they  are  said  to  have  been  travelling  (over 
60  miles  an  hour),  the  machinery  must  have  been 
moving  at  600  revolutions  a  minute;  and  reversing  at 
such  velocity,  something  was  almost  certain  to  give 
way.  The  machinery  would  be  apt  to  give  way  at 
300  revolutions.  In  our  practical  experience  of  all 
railways,  it  is  very  common  occurrence  for  the  very 
details  to  give  way  which  gave  way  in  this  case,  even 
without  a  wild  run  or  without  reversing ;  and  those 
parts  ai'e  exatnined  closely  once  a  week,  in  addition  to 
the  driver's  examination  eVery  morning.  The  details 
referred  to  are  the  connecting-rod  straps  and  keys. 
The  giving  way  of  those  details  would  have  no  ten- 
dency to  throw  the  engine  off  the  road,  unless  they 
interfered  with  the  wheels,  which  does  not  appear  to 
have  happened.  My  opinion  is  that  the  train  left 
the  rails  owing  to  the  high  velocity  at  which  it  ap- 
proached the  curve  at  the  place  where  the  accident 
occurred.  There  is  a  mark  of  a  truck  wheel  on  the 
permanent  way.  It  must  have  been  a  light  wheel, 
from  the  mark  on  the  sleeper.  Had  it  not  been  for 
the  curve,  the  train  would  have  continued  its  way  in 
safety.  It  was  the  left-hand  connecting-rod  strap 
that  gave  way,  and  the  front  cylinder  cover  in  each  case 
was  broken.  The  drivers  are  allowed  half  an  hour 
every  morning  for  examining  their  engines,  and  the 
engines  are  examined  at  night  by  a  competent  fore- 
man. We  have  a  day-book  for  entering  reports  re- 
specting the  engines.  There  is  a  separate  book  for 
each  engine.  The  giving  way  of  the  parts  of  the 
engine  ro fenced  to  had  nothing  to  do  with  the 
accident. 

Francis  Taylor, — I  am  locomotive  foreman  of  the 
Brecon  section,  to  which  the  engines  concerned  in 
the  accident  belonged.  The  engines  came  into  the 
shed  on  Saturday  night  previous  to  the  accident. 
Nothing  was  reported  by  the  drivers  as  wanting  to  be 
done  to  the  engines.  I  saw  the  engines  at  work  on 
Saturday,  and  they  were  then  in  thorough  working 
order. 

Mr,  Alfred  Henshaw, — ^I  am  traffic  manager  of  the 
Brecon  and  Merthyr  Railway.  We  have  taken  pre- 
cautions against  two  trains  fouling  one  another  at 
Talybont,  by  providing  in  our  regulations  that  no  train 
shall  leave  Torpantau  for  Talybont  when  a  train  is 
on  the  road  from  Talyllyn  to  Talybont,  and  the 
reverse  way  the  same.  In  regard  to  the  examination 
of  waggons,  we  have  six  men  stationed  at  different 
points  on  the  line  for  that  purpose,  two  being  at 
Pontsticill  junction.  The  positive  Instructions  are 
that  all  waggons  that  are  found  defective  are  to  be 
shunted  off,  and  the  numbers  reported.  In  regard  to 
trains  running  wild,  the  instructions  to  the  men  at 
Talybont  are  that  if 'a  train  runs  over  the  Usk  bridge, 
the  circumstance  is  to  be  reported  to  me.  But  if  it 
stops  short  of  that  point,  I  do  not  think  it  sufficiently 
serious  to  be  reported  to  me.  I  have  had  two  cases 
reported  in  two  years,  and  they  were  thoroughly 
investigated.  The  train  which  ran  wild  on  the 
Saturday  previous  to  the  accident  had  12  loaded 
waggons,  and  left  Torpantau  at  7.5  a.m.,  and  reached 
Talybont  at  7.54  a.m. ;  so  it  was  49  minutes  working 
down  to  Talybont.  I  took  the  times  from  the  block 
books.  The  train  that  met  with  the  accident  covered 
the  distance,  as  fiar  as  we  can  ascertain,  in  22  minutes. 
It  was  not  reported  to  me  that  a  train  ran  wild 
through  Talybont  station  on  the  day  of  the  accident. 
One  wild  run  occurred  in  September,  and  I  took  it 
up  strongly.  The  men  took  the  trucks  away  with 
bad  breaks,  and  I  strongly  censured  thenu  A  gen- 
tleman of  this  neighbourhood  told  me  that  the  trains 
ran  very  sharp,  and  I  cautioned  the  men.  It  is  the 
duty  of  the  stationmaster  and  others  in  charge  of 
Talybont  station  to  report  cases  of  wild  runs.  The 
Usk  bridge  is  about  400  yards  from  the  Talybont 
station,  and  Kock  Cottage  about  half  a  mile. 

Mr,  Alfred  Crawshay. — I  have  lived  in  this  neigh- 
bourhood about  ^\Q  years.  I  have  seen  ti-ains  run 
wild,  I  should  think,  about'  20  or  30  times  in  12 
months.  I  have  seen  them  pretty  often  run  as  far  as 
Bock  Cottage.  ^rs\c> 
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The  train  in  question  arrived  at  Torpantau  from  Pontsticill  at  9  p.m.  on  the  night  of  the 
accident.  The  engine-drivers  took  water }  the  guard  and  breaksman  were  engaged  on 
each  side  of  the  train  in  putting  down  breaks ;  and  the  signalman  stationed  at  Tor- 
pantau, having  got  "line  clear  '*  from  Talybont,  gave  the  ticket  authorising  the  train 
to  start,  to  the  fireman  of  the  last  engine ;  and  the  train  left  Torpantau  at  9.11  p.m. 

Erom  the  evidence  it  appears  that  the  breaksman  put  down  and  pinned  all  except 
three  waggon  breaks  on  his  side  of  the  train ;  that  the  guard  let  down  all  the  breaks 
on  his  side  except  the  six  next  to  the  engine,  but  he  stated  that  he  could  only  pin 
down  a  few  in  consequence  of  the  train  starting  away  into  the  tunnel  at  too  great 
speed.  He  had  given  the  men  on  the  leading  engine  the  signal  to  start.  He 
expected  that  the  train  would  stop  at  the  north  end  of  the  tunnel,  in  accordance 
with  the  printed  instructions,  and  he  intended  then  to  put  down  more  breaks; 
but  the  tram  did  not  stop  at  the  north  end  of  the  tunnel ;  and  as  the  guard 
thought  that  it  was  going  too  fast,  and  that  the  drivers  could  not  stop,  he  left 
his  van,  and  went  out  on  the  waggons  nearest  to  his  van  to  try  and  pin  down  some 
more  breaks ;  but  the  train  was  gaining  speed  rapidly,  and  he  returned  to  his  van. 
The  breaksman  had  not  pinned  the  breaks  down  tightly  at  his  side,  as  he  intended  to 
do  so  when  the  train  stopped  at  the  north  end  of  the  tunnel. 

About  five  miles  down  the  incline,  two  connecting-rods  and  other  parts  of  the 
working  gear  of  the  engines  were  found  strewn  on  and  about  the  line  for  a  distance  of 
about  16  chains.  The  breakage  of  the  working  gear  appears  to  have  been  caused  by 
the  engine-drivers  of  the  leading  engines  reversing  their  engines  while  travelling  at. 
very  high  speed.  The  working  gear  connected  with  the  left-hand  cylinders  of  the  two 
leading  engines  gave  way,  and  the  cylinder  covers  were  broken. 

The  train  pursued  its  headlong  course,  at  a  speed  estimated  as  being  60  miles  an 
hour,  towards  Talybont ;  and  after  the  leading  engines  passed  over  a  canal  and  a  road 
bridge,  which  are  about  20  yards  apart,  and  about  a  quarter  of  a  mile  south  of 
Talybont  station,  they  left  the  rails  and  fell  over  the  bank,  dragging  the  whole  of  the 
tram  after  them.  The  bank  at  this  spot  is  about  16  feet  high,  and  the  curve  of  the 
railway,  which  is  the  sharpest  curve  on  the  incline,  has  a  radius  of  22  chains.  The 
train  went  off  the  rails  on  the  outside  of  the  curve.  The  engine  at  the  tail  of  the 
train  just  cleared  the  second  bridge,  which  was  the  one  over  the  road,  and  came  to  a 
stand  on  the  north  abutment  wall,  of  which  it  knocked  down  about  six  feet.  The 
wooden  platform  of  this  bridge  was  destroyed,  and  the  girder  at  the  east  side  was 
considerably  damaged,  and  fell  over  into  the  road  below.  The  girder  of  the  canal 
bridge  at  the  same  side  of  the  line  was  also  slightly  damaged,  and  two  rails  at  the  west 
side  of  the  line  were  broken.  One  of  these  rails  was  about  20  yards  south  of  the  canal 
bridge.  It  was  broken  into  three  pieces,  but  remained  in  its  place  in  the  chairs,  and 
the  second  rail  was  on  the  bridge.  The  permanent  way  over  both  bridges,  and  for 
about  60  yards  north  of  them,  was  completely  broken  up.  There  was  a  light  mark  of 
the  flange  of  a  wheel  on  a  few  of  the  sleepers  at  the  south  side  of  the  canal  bridge, 
which  was,  no  doubt,  caused  by  one  of  the  waggons  being  jerked  off  the  rails  when 
the  two  leading  engines  fell  over  the  bank.  The  marked  sleepers  were  between  the 
first  broken  rail  and  the  tjanal  bridge.  The  rail  was  probably  broken  from  the  same 
cause. 

The  two  leading  engines  buried  themselves  in  the  clay  at  the  foot  of  the  bank 
about  50  yards  north  of  the  road  bridge.  The  waggons  were  broken  to  pieces,  and 
formed  one  confused  mass  between  the  engines  and  the  road  bridge. 

The  van  in  which  the  guard  and  breaksmen  were  riding,  and  the  engine  at  the 
tail  of  the  train,  were  also  considerably  damaged.  The  fireman  of  this  engine,  who 
was  killed,  had  gone  on  to  the  front  footplate  to  try  and  imcouple  the  engine  from  the 
break-van,  when  his  engine-driver  found  that  he  had  no  power  of  checking  the 
speed  of  the  train. 

The  Brecon  and  Merthyr  Tydvil  Junction  Railway  is  a  line  of  heavy  gradients,  and 
the  incline  on  which  the  accident  happened  is  one  of  the  severest  in  the  kingdom,  and 
requires  the  most  careful  attention  in  working. 

The  rule  as  regards  the  size  of  the  trains,  and  their  stopping  at  the  nolih  end  of  the 
tunnel  to  pin  down  breaks,  is  good,  as  far  as  it  goes ;  but  I  consider  that  it  would 
be  better,  if  a  train  was  limited  to  10  loaded  waggons,  and  the  loads  of  two  or 
three  engines  should  not  be  put  together  in  one  train,  as  the  men  in  charge  cannot 
be  certain  of  working  in  unison,  and  the  several  parts  of  the  material  of  the  train 
become  dangerously  strained. 

The  servants  of  the  Company  appear  to  have  been  in  the  habit  of  not  paying  much 
attention  to  the  rule  desiring  them  to  stop  at  the  north  end  of  the  tunnel.    They 
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sometimes  have  done  eo^  eqd  at  other  times  not.  ^  TJhose  rj^^eUiiig  m .  th^  re^  part  of 
the  train  do  not  even  appear  to  have  known  wten  the  epgine^drivers  in  front  of  the 
trjain  intended  to  stop  or  not. 

The  method  of  working  this  part  of  the  Brecon  and  Merthyr  Tydvil  Railway  by 
means  of  the  block  telegraph  alone  is  not  safe,  and  it  should  be  supplem^ited  by  the 
train  staff  and  ticket  system. 

There  is  a  good  deal  of  discrepancy  in  the  evidence  as  to  the  number  of  runa^way 
trains,  commonly  called  "  wild  runs,"  which  have  taken  place  oipi  this  section  of .  the 
railway ;  and  I  am  inclined  to  believe  that  a  good  many  have  taken  place  from  time 
to  time,  though  fortunately  unattended  with  injury  to  the  servants  in  charge  of  the 
trains,  and  consequently  they  have  been  kept  from  the  knowledge  of  the  manager  of 
tixe  railway. 

The  runaway  or  "  wild  run  "  above  reported  on  appears  to  have  been  caused  by 
the  engine-drivers  of  the  two  leading  engines  of  the  train  having  started  from  Tor- 
pantau  at  such  speed  that  they  could  not  control  their  train,  "nie  speed  at  which 
they  started  their  engines  prevented  the  guard  from  pinning  down  as  many  waggon 
breaks  as  he  intended,  and  the  drivers  themselves  appear  to  have  been  unalde  to  stop 
the  train  at  the  north  end  of  the  tunnel,  which  was  less  than  half  a  mile  from  where 
they  started. 

The  train  was  about  22  minutes  in  travelling  the  seven  miles  from  Torpantau  tp 
the  spot  where  it  was  wrecked.  The  great  strain  on  the  permanent  way,  caused  by 
the  heavy  tank  engines  running  at  great  speed  round  the  22-chaiQ  curve,  eith^  burst 
the  rails,  or  caused  the  engines  to  mount  the  outer  rail  of  the  curve,  and  then  to  run 
down  the  embankment,  and  drag  the  whole  train  after  them. 

I  have,  &c.. 

The  Secretary,  F.  H.  Rich, 

(Railway  Department,)  Colonely  B.E. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Ck>mpany  on  the  9th  January. 


CALEDONIAN  RAILWAY. 


IB,  Aberdeen,  Ist  November  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
cjompliance  with"  the  instructions  contained  in  your  Minute  of  the  8th  ultimo,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  the  accident  which 
occurred  on  the  6th  ultimo,  at  Ferryhill  junction,  near  Aberdeen,  on  the  Caledonian 
Railwav. 

In  this  case,  as  the  8.40  a.m.  down  passenger  train  from  Stonehaven  to  Aberdeen 
was  passing  over  the  crossing  of  an  engine  shed  siding  with  the  main  down  line  at 
Ferryhill  jimction,  the  proper  off  leading  wheels  of  the  tender,  and  the  proper  oft 
driving  and  leading  wheels  of  the  engine  (which  was  running  tender  first),  dropped  off 
the  left  rail,  followed  by  the  left  wheels  of  the  whole  of  the  12  vehicles  composing 
the  train.  The  tender  and  engine  wheels  remounted  the  rail,  and  were  stopped  in 
about  120  yards  from  the  crossing  point,  the  whole  of  the  train  remaimng  coupled 
together. 

No  passengers  or  servants  of  the  Company  were  injured. 

The  damage  to  rolling  stock  was  very  slight,  the  cost  of  repairs  amounting  only  to  3/. 

In  the  perman^at  way  64  chairs  were  broken,  one  rail  was  bent,  and  11  sleepers 
had  to  be  renewed. 

Descriptum. 

At  Ferryhill  junction,  about  three  quarters  of  a  mile  from  Aberdeen,  the  Deeside 
Railway  joins  the  Scottish  North-Eastem  Railway.  The  signal-cabin  is  about  150 
yards  south  of  the  junction  points,  and  40  yards  south  of  the  signal  cabin ;  an  engine 
shed  siding  joins  the  main  down  line  with  trailing  points.  T3ie  right  rail  of  this  siding 
crosses  the  left  rail  of  the  main  down  line  29  yards  south  of  these  points,  and  it  was 
at  this  crossing  that  any  wheels  first  left  the  rails.  The  crossing  is  of  the  usual 
description,  with  a  chair  under  the  crossing  point;  the  guard  rail  opposite  the  crossing 
is  15  feet  long,  extending  seveh  feet  to  the  north  of  the  crossing  point,  and  eight  feet 
to  tlie  south  of  it.    The  ihain  line  curves  to  the  east  with  a  radius  of  20  chains,  and 
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the  super  elevation  of  the  outer  or  west  rail  is  about  four  inches.  The  line  fells  north- 
wards on  a  gradient  of  1  in  270,  The  gauge  is  correct,  and  is  stated  to  have  been  so 
when  the  accident  occurred.  There  is  nothing  specially  calling  for  remark  in  the 
nature  of  the  permanent  way,  except  that  the  chairs  at  the  crossing  are  rather  narrow 
in  their  seat^  being  (mly  four  inches  wide. 

Eoidence. 


1.  William  Thomson^  Bignalmau  tliree  years. — I 
came  on  duty  at  FetryhiU  janctiouat  &a.in.on  the 
5th  October,  The  8.40  a.nu  train  was  sigiialled  to  me 
from  Cove,  8  minutes  late.  I  was  able  to  give  it  a 
clejir  rbad,  and  it  approached  my  cabin  with  the 
signals  off  for  it.     I  was  looking  at  it  as  it  approaohed 

jthe  ^b$n^  and  the  first  th^ng  I  nptic^  wfui  a.cairiBge 
tnick^off  the  rails,  next  but  one  to  the  en^fie,. which 
was  at  this  time  about  20  .yards  frona  the  cabin,  I 
held  up  my  hand  to  the  driver,  and  I  think  we  both 
noticed  what  had  happened  at.  about  the  same  time. 
His  sUam  >waa  oSiy  a&d  he  had  his  break  put  on  at 
once.  The  speed  was  about  6  to  8  mUes  an  hour.  He 
had  to  stop  at  Ihe  tii^eti  platfom^  .about  ^  of  a  mile 
further  on.      All  the   vehicles  behind  the  carriage 

.  truck  then  left  the  rails.  When  the  train  stopped, 
the  centre  of  it  was  about  opposite  the  ~ cabin;-  Ibew" 
no  wheels  over  the  left  rail.  The  accident  occurred 
at  9.28.  The  crossing  had  been  laat  passed  over  by 
&n  engine  going  &om  the  sheds  to  Aberdeen,  about 
10  minutes  before  the  train.  Nothing  had  been  off 
the  rails  at  this  orpssi^g-  siQpe  I  havQ ,  known  the 
place.  ;  ,  ,      . 

2.  Alexandet  itfStr^. driver  six  years. — I  left  Stone- 
haven punctually  at  8,40  a.m.  with  a  train  (from  Cove) 
consistmgof  nine,  carriages,  two  fish  trucks,  and  a  break- 
Tan.  My  engine  wa$  a  4-coupled  one,  with  the  driving 
and  trailing  wheels  coupled,  and  a  4^wheeled  tender. 
I  was  running  tender  first,  because  there  is  no  engine 
tnmtable  at  Stonehaven.  I  had  last  stopped  at  Cove, 
and  had  next  to  stop  at  the  ticket  platform.  I  had 
been  slacked  by  signal,  but  not  stopped,  at  Craiginches, 
about  ^  mile  from  the  junction.  The  signals  were  off 
for  me  at  the  junction,  and  I  was  running  past  it  at 
about  10  miles  an  hour,  when  I  felt  the  engine  give 
a  hieave  on  the  left  side,  as  it  passed  the  crossing  of 
the  engine-shed  siding.  My  steam  was  shut  on  at 
the  time.  I  put  my  reversing  lever  from  backward  to 
forward  gear,  and  then  at  once  back  again,  my 
object  being  not  to  stop  too  suddenly.  I  did  not  put 
steam  on.  I  had  my  tender  break  put  on  when  I 
first  felt  the  jerk.  The  engine,  I  think,  got  on  the 
rails  again  after  one  revolution  of  the  wheels,  and 
remiuhed  on  them,  as  well  as  the  tender  wheels,  till  we 
stopped.  The  trailing  wheels  of  the  tender  never  left 
the  rails,  and  I  do  not  think  the  trailing  wheels  of  the 
•i%me  did  either,  there  being  no  marks  on  them  ;  but 
there  were  marks  on  the  leading  and  driving  proper 
right  wheels.  All  the  other  vehicles  left  the  rails. 
The  third  vehicle  from  the  engine  had  its  left  wheal 
about  18  inches  from  the  left  rail,  which  was  bent  out- 
wards^ and  ih&  other  vehicles  leere  in  a  somewhat  similar 
position.  On  going  back,  I  found  the  left  crossing  chair 
at  the  point  broken,  and  two  others  north  of  It  also 
•broken.  I  did  not  observe  the  opposite  check  rail. 
The  left  check  rail  was  pushed  outwards,  the  chairs 
being  broken.  Fireman  William  Grassie  was  alone 
with  me  on  the  engine.  I  have  sometimes  felt  slight 
jolting  in  passing  the  spot,  but  nothing  to  call  for 
speeifd  remark. 

3.  William  Grassie,  fireman  18  months. — ^My  bi^eak 
was  slightly  on  when  I  felt  the  engine  drop,  and  I  did 
not  apply  it  at  aU  hard  till  we  stopped.    I  did  not 


see  the  driver  alter  the  reversing  lever.     Otherwise  I 
agree  with  his  evidence. 

4.  James  Shepherfi^  guard  three  years. — I  left  Stone- 
haven punctually  at  8.40  a.m.,  and  from  Cove  the  train 
cobsisted  of  a  carriage  truck,  fish  van,  four  third-class 
carriages,  a  break  carriage,  one  first-class,  one  third- 
class,  one  composite,  one  third-cl^ss,  and  a  break-van, 
12  vehicles  in  all.  I  was  the  only  guard  with  the  train, 
riding  in  the  rear  van.  Our  speed  on  approaching 
Ferry  hill  junction  was  about  six  miles  an  hour.  I 
wa9  looking  forwards  for  si^ais^  voA  observed  the  fish 
van  begin  to  oscillate,  followed  by  the  rest  of  the 
carriages.  This  was  between  the  pointe  and  the  cabin. 
I  applied  my  break,  and  the  train  came  to  a  stand 
with  my  van  near  about  the  crossing.  The  right  front 
-wheel  of  the  van  was  across  the  right  rails,  and  the 
right  rear  wheel  on  the  right  rails.  The  front  wheels 
of  my  van  were  forther  from  the  rails  than  those  of 
any  other  vehicle.  No  passengers  complained  to  me 
of  being  hurt.  I  was  not  thrown  down.  The  accident 
occurred  at  9.27,  about  seven  minutes  late ;  we  had  lost 
time  principally  in  running,  owing  to  slippery  rails. 

5.  John  Duthicj  foreman  platelayer  eight  years, 
'from  Ferryhill  up  distant-signal  for  two  miles  south- 
ward.— I  had  last  worked  at  the  crossing  a  few  weeks 
before  the  accident.  The  work  consisted  in  pack- 
ing up  the  sleepers  which  had  been  renewed  about 
12  months  since.  I  got  to  the  crossing  about  20 
minutes  after  the  accident.  The  point-chair  was  the 
first  one  broken,  and  then  the  next  chair  north.  The 
breaks  looked  fresh.  There  was  very  little  the  matter 
with  the  right  rail,  but  the  left  rail  from  the  crossing 
northward  was  pushed  outwards;  the  greatest  spread- 
ing of  the  gauge  being  about  a  foot.  There  is  about 
four  inches  cant  to  this  curve.  I  could  not  tell  how 
the  accident  had  happened.  None  of  these  crossing 
churs  had  been  broken  before  to  my  recollection. 
There  was  no  disturbance  at  all  to  the  check  rail 
opposite  the  crossing.    The  keys  wei-e  all  good. 

6.  Thomas  Milyie,  locomotive  foreman  at  Aberdeen. 
— ^I  reached  the  spot  about  three  minutes  after  the 
accident.  The  right  wheels  were  all  on  the  right  rail, 
except  the  right  leading  wheel  of  the  van,  which  had 
crossed  the  right  rail,  and  the  right  leading  wheel  of 
the  fourth  vehicle,  which  was  also  over  the  right  rail ; 
the  rear  right  wheel  was  on  the  rail.  All  the  couplings 
had  held  good.  The  rear  van  was  not  more  than 
three  yards  north  of  the  crossing.  All  the  wheels  of 
the  engine  and  tender  were  on  the  rails.  The  proper 
right  leading  wheel  of  the  tender,  and  the  proper  driving 
and  leading  wheels  of  the  engine,  had  marks  on  the 
face  of  the  tyres,  leading  me  to  believe  that  they  had 
been  down  inside  the  IdFt  rail,  but  not  on  the  ballast. 
The  firet  broken  chair  was  under  the  crossing-point, 
and  the  next  one  north  of  that  was  also  broken,  and 
the  wing  rail  turned  over.  The  left  rail  was  standing 
upright,  but  pushed  outwards,  the  chairs  being,  some 
brbken,  and  in  others  the  spikes  diawn.  The  check 
rail  opposite  the  crossing  was  not- disturbed.  I  did 
not  notice  any  keys  loose  or  deficient.  The  engine 
referred  to  by  the  signalman  was  only  recently  out  of 
the  shop. 


Conclusion. 

*'  The  cause  of  this  accident  is  aomewhat  obscure,  but  Tvas  most  likely  due  to  the 
sole  of  the  chair  under  the  point  of  the  crossing  of  the  east  rail  of  the  engine  shed- 
siding  and  the  west  fail  of  ^e  main  down  line,  boring  been  broken  by  the  passage 
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of  some  previous  engine  from  the  shed,  without  the  fracture  having  been  observed. 
The  fracture  of  this  chair  allowed  an  undue  pressure  to  be  brought  upon  the  next 
chair  north,  which  then  probably  broke  in  the  sole ;  this  allowed  some  of  the  left 
wheels  of  the  tender  and  engine  to  force  the  rail  outwards,  and  drop  inside  it  for  a 
short  distance,  after  which  they  appear  to  have  again  got  on  the  left  rail.  The  west 
rail  at  the  crossing  having  been  thus  disturbed,  the  left  wheels  of  the  vehicle  next 
the  tender  dropped  inside  it,  and,  not  being  able  to  regain  it,  must  have  burst  the 
rails  all  along,  in  some  cases  breaking  the  chairs,  and  in  others  drawing  the  spikes. 
The  curious  points  are  that  the  right  wheels  should  have,  in  almost  all  the  vehicles, 
remained  on  the  east  rail,  which  was  the  inner  rail  of  the  curve ;  that  the  west  rail 
should  have  been  displaced  to  the  extent  of  a  foot  (as  it  is  stated  to  have  been) ;  and 
that  the  check  rail  should  not  have  been  disturbed. 

The  engine  had  been  last  repaired  in  March  last,  when  all  its  tyres  had  been  turned 
up.    The  tender  tyres  are,  however,  a  good  deal  worn,  and  want  again  turning  up. 

I  have,  &c.. 

The  Secretary,  C.  8.  Hutchinson, 

Bailway  Department,  Board  of  Trade.  Major-Qeneral  ILJS. 

Frinted  copies  of  the  above  report  were  sent  to  the  Company  on  the  2l8t  December  1878. 


CALEDONIAN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
13,  Downing  Street,  London,  S.W., 
SiK,  25th  January  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  16th  ultimo,  the  result 
of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the  14th  ultimo,  near 
Wemyss  Bay  junction,  on  the  Caledonian  Railway. 

In  this  case,  the  7.45  a.m.  down  passenger  train  from  Glasgow  to  Greenock, 
consisting  of  engine  and  tender,  break-van,  one  second-class,  two  first-class,  and  four 
third-class  carriages,  and  a.  third-class  carriage  with  break-compartment  in  rear,  was 
brought  to  a  stand  with  the  tail  of  the  train  about  270  yards  outside  the  down  home- 
signal  at  Wemyss  Bay  junction,  and  while  so  standing  in  a  dense  fog,  was  run 
into  from  behind  by  the  Greenock  portion  of  the  down  limited  mail,  6.40  a.m.  from 
Coatbridge,  consisting  of  engine  and  tender,  one  carriage,  and  one  break-van. 

Thirteen  passengers  and  one  servant  of  the  Company  are  stated  to  have  complained 
of  being  injured. 

No  damage  was  done  to  the  permanent  way,  but  the  rear  carriage  of  the  7.45  a.m. 
train  was  broken  up,  and  some  buffer  castings  damaged  throughout  this  train. 

The  funnel  of  the  engine  of  the  mail  train  was  knocked  off,  and  the  buffer^beam 
broken. 

Nothing  left  the  rails  except  the  trailing  wheels  of  the  rear  vehicle  in  the  7.46  a.m. 
train. 

Description. 

Wemyss  Bay  junction  is  about  36  chains  west  of  Port  Glasgow  station,  on  the 
Glasgow  and  Greenock  section  of  the  Caledonian  Railway.  It  is  protected  by  the 
usual  signals,  the  down  distant  being  640  yards,  and  the  down  home-signal  96  yards, 
on  the  Port  Glasgow  side  of  the  junction. 

The  line  is  straight  for  nearly  the  whole  distance  from  the  distant-signal  to  the 
jimction,  and  is  level. 

The  point  of  collision  was  on  the  down  line,  about  half-way  between  the  two 
signals,  and  about  420  yards  west  of  Port  Glasgow. 

The  line  is  worked  on  the  block  system,  with  semaphore  block  telegraph  instru- 
ments, and  a  code  of  rules  and  signals,  of  which  the  following  apply  to  this  case : — 

Rules  for  Working  the  Block  Telegraph. 

1.  The  semaphore  arm  on  the  block  telegraph  instrument  is  to  stand  at  **  danger,** 
and  is  to  be  lowered  only  by  the  signalman  in  the  box  in  advance^  in  acknowledg- 
ment of  the  advice  of  the  *'  preparatory  signal  '*  of  an  approaching  train. 
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2.  No  signal  is  to  be  considered  complete  until  the  proper  acknowledgment  of  it 
has  been  received.  Should  the  signalman  in  the  box  to  which  the  signal  has  been 
sent  not  reply,  the  signal  is  to  be  repeated  at  short  intervals  until  the  acknowledgment 
is  obtained. 

3.  No  signal  is  to  be  cancelled  until  after  it  has  been  acknowledged. 

4.  All  signals  are  to  be  given  slowly  and  distmctli/,  the  plungers  being  pressed  well 
home.  Should  an  indistinct  signal  be  received,  the  "  repeat "  signal  is  to  be  given, 
when  the  sending  signalman  will  repeat  the  last  signal  given  by  him. 


Code  of  Signalli/ng. 

'Preparatory  Signal. — ^To  be" 
sent  to  the  box  in  advam^e 
when  a  train  is  ready  to 
commence  its  journey ;  also 
to  be  sent  to  the  box  in 
advance  when  the  signal- 
man in  the  rear  has  sig- 
nalled a  train  or  empty 
engine  as  having  passed  his 
box. 

Block  Signal. — ^To  be  sent  to  the  box  in  advance 
when  the  train  or  empty  engine  has  passed 
the  signal  box. 

Mepeat  Signal. — ^To  be  sent  when  an  indistinct 
signal  has  been  received. 

The  ^M  a.m.  train  was  fitted  throughout  with 


Advice. 


Acknowledgment. 


^•Passenger  train,    3  beats  on  bell    If  the  line  is  clear, 

or  gong.  lower  the  arm. 


Raise  the  arm  to 

*^  danger." 
Bepeat    the    last 
signal  sent. 
"Westinghouse  break. 


Evidence. 


John  Lymej  driver  12  years,  states  :  On  the  14th 
December  I  was  driver  of  the  7.45  a.m.  down  pas- 
senger train  from  Bridge  Street,  Glasgow,  to  Greenock, 
consisting  of  engine  and  tender,  and  nine  vehicles, 
all  fitted  with  Westinghouse  break.  We  left  Port 
Glasgow  at  8.37  a.m.,  six  minntes  late,  and  found  the 
distant-signal  from  Wemyss  Bay  junction  at  "  danger." 
It  was  a  very  thick  morning,  and  I  did  not  see  it  till 
close  on  it.  I  sounded  my  whistle  at  once.  I  was 
running  about  eight  miles  an  hour  at  the  time.  I 
passed  the  distant-signal  at  "  danger,"  and  never  saw 
it  dropped.  I  could  not  see  the  hdme-signaL  When 
about  half-way  between  the  distant  and  home  signal  I 
applied  the  break.  I  put  it  on  slightly,  so  as  to  check 
speed  in  case  I  found  the  home-signal  at  "  danger." 
There  was  about  40  lbs.  pressure.  The  break  went 
on  and  pulled  up  the  train.  I  sent  my  mate  back 
to  tell  the  ^uard,  because  I  could  not  get  the  break 
to  come  ofl^  About  two  minutes  after  this  the 
collision  took  place.  I  was  leaning  over  the  side  of 
the  engine,  and  I  was  knocked  off,  but  not  hurt 
The  train  was  driven  ahead  about  an  engine's  length. 
My  engine  is  a  four-wheel  coupled  engine,  with 
driving  and  trailing  wheels  coupled.  There  are 
break-blocks  on  the  driving-wheels  worked  separately 
from  the  train  break.  There  is  one  block  to  each 
of  the  four  tender  wheels  worked  with  the  train 
break.  My  engine  break  was  not  on.  My  break 
had  been  working  all  right  from  Glasgow  to  Houston. 
We  then  found  that  it  was  impossible  to  keep  up  the 
pressure,  which  had  been  up  to  100  lbs.  on  leaving 
Glasgow,  and  on  reaching  Port  Glasgow  my  mate 
screwed  up  the  nut  on  the  pipe  leading  from  the  pump 
to  the  main  reservoir,  ^ter  the  accident  this  nut 
was  found  to  be  cracked,  and  therefore  the  pump 
could  not  bring  off  the  break.  I  did  not  run  over  any 
fog  signals. 

George  Walker^  fireman  six  years,  states :  The 
driver's  evidence  is  coirect.  I  went  back  when  we 
were  stopped,  and  told  the  guard  that  the  breaks  were 
on,  and  would  not  come  off,  and  I  then  went  under 
the  carriages  to  turn  the  cocks  and  release  the  breaks. 

E 


I  had  turned  one  off,  and  had  come  out  from  under 
the  carriage,  when  the  collision  occurred. 

Christopher  Downie,  passenger  guard  four  years, 
states :  On  the  14th  December  I  was  guard  of  the 
7.45  a.m.  down  passenger  train  from  Glasgow  to 
Greenock.  The  train  was  made  up  as  follows:— 
Engine  and  tender,  break-van,  one  second-class,  two 
first-class,  four  third-class  carriages,  and  third-class 
carriage  with  break-compartment  in  rear.  I  was 
riding  in  the  rear  break-compartment.  We  left  Port 
Glasgow  at  8.37  a.m.,  six  minutes  late.  I  saw  the 
Wemyss  Bay  junction  down  distant-signal  at  **  danger" 
as  we  passed  it,  and  heard  the  driver  whistling.  At 
about  200  or  300  yards  past  the  signal  we  stopped. 
I  felt  the  driver  try  to  start  the  train  two  or  three 
times,  but  he  couldn't  succeed.  I  couldn't  hear 
whether  his  pump  was  going.  I  could  see  by  the 
guage  in  my  van  that  the  break  was  on,  I  got  out 
and  went  forward  to  see  what  was  wrong.  I  met 
the  fireman  coming  back,  and  he  told  me  that  the 
break  wouldn't  come  off.  He  was  then  getting  under 
the  train  to  disconnect  the  breaks.  I  was  on  my  way 
back  to  the  van,  to  make  preparations  for  going 
back  to  protect  the  train,  when  the  collision  occmred. 
The  train  which  ran  into  us  must  have  been  running 
nearly  16  miles  an  hour.  It  smashed  the  rear  vehicle, 
and  damaged  some  of  the  buffer  castings  throughout 
the  train.  No  vehicle  was  thrown  off  the  rails,  except 
one  trailing  wheel  of  the  rear  vehicle,  which  was  off. 
The  only  person  in  this  caiTiage  was  a  servant  of  the 
Company.  He  was  slightly  hurt.  No  passengers 
complained  of  being  hurt  at  the  time.  There  was 
so  much  fog  that  the  train  which  ran  into  us  was  not 
visible  for  over  a  carriage  length.  My  tail  -and  side 
lamps  were  lighted.    T  didn't  see  any  fogmen. 

George  Callauy  driver  17  years,  states:  On  the 
14th  December  I  was  driving  the  Greenock  portion 
of  the  down  limited  mail  from  Coatbridge,  consisting 
of  engine  and  tender,  one  carriage,  and  one  break -van. 
We  left  Coatbridge  at  7.27  a.m.,  47  minutes  late, 
and  Port  Glasgow  at  7.42  a.m.,  6 1  minutes  late .  The 
morning  was  very  foggy,  and  I  was  running  cautiously. 
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The  down  starting-Bignal  at  Port  Glasgow,  and  the 
down  distant-signal  from  Wemyss  Bay  junction  were 
both  off  for  me.  I  ran  past  the  latter  signal  at  about 
six  miles  an  hour,  and  had  increased  speed  to  perhaps 
12  miles  an  hour,  when  I  saw  the  top  of  a  carriage 
on  the  line  in  front  of  me.  I  turned  off  steam  and 
reversed  my  engine,  and  called  to  my  mate  to  put  on 
the  break.  There  was  no  time  to  get  the  breik  on, 
but  I  had  just  got  back  steam  when  we  ran  into  the 
train  ahead  of  us.  I  dcm't  think  I  saw  it  above  six 
or  eight  yards.  Both  I  and  my  mate  stuck  to  the 
engine,  and  were  not  knocked  down.  We  ran  through 
the  rear  carriage  of  the  train,  and  the  funnel  of  my 
engine  was  knocked  off,  and  the  buffer  beam  broken. 
There  were  only  three  or  four  passengers  in  my  train, 
and  I  don't  think  any  were  hurt.  The  only  breaks 
in  my  tmin  were  hand- breaks  on  tender  and  break-van. 

David  Wilson^  passenger  guard  eight  years,  states  : 
I  was  guard  to  tlie  Greenock  portion  of  the  limited 
mail  on  the  14tli  December.  I  did  not  know  of  any- 
thing being  -wrong  till  the  collision  occurred.  I  at 
once  went  back  to  protect  the  train.  No  passengers 
in  my  train  complained  of  being  hurt. 

John  Waters,  signalman  three  weeks,  and  three 
months  under  previous  training,  states  :  I  have  been 
all  my  life  employed  on  railways,  until  I  met  with  an 
accideitt  Avhen  goods  guard.  On  the  14th  December 
1 878  I  came  on  duty  at  Port  Glasgow  station  signal- 
box  at  7.50  a.m.,  for  a  12  hours  shift.  I  gave  the 
"  preparatoiy  "  signal  to  Wemyss  Bay  junction  for  the 
7.45  a.m.  down  passenger- train  at  8.32  a.m.  The 
signalman  at  Wemyss  Bay  junction  immediately 
answered  by  lowering  the  semaphore  signal  in  my  box, 
which  rings  one  beat  on  the  bell.  I  gave  the  second 
"  preparatory  "  for  it  when  I  had  got  the  block  signal 
for  it  from  Port  Glasgow  goods  cabin.  This  -train 
aiTived  at  8.36  a.m.  and  left  at  8.37  a.m.  As  soon  as 
it  had  left  I  gave  the  block-signal,  two  beats  on  the 
gong.  The  reply  to  this  should  have  been  the  raising 
of  the  semaphore-arm  to  "danger"  with  one  ring.  I  had 
turned  to  my  desk  to  book  the  train,  and  cannot  say 
that  1  heard  any  ring,  nor  did  I  see  the  semaphore 


arm  m^ed  to  ^<  danger."  I  had  received  warnjng  of  the 
mail  at  8.36  a.m.,  and  as  soon  as  I  had  booked  the 
7.45  a.m.  down  train  1  booked  the  "  preparatory  "  for 
the  mail,  to  save  time.  This  train  arrived  at  8.40. 
I  sent  on  the  "  preparatory  "  signal  for  it  as  soon  as  I 
had  booked  it  at  8.37.  In  reply  I  got  eight  beats  on 
the  bell  for  "  repeat  last  signal."  By  that  time  I  had  got 
the  block-signal  for  the  mail  from  Port  Glasgow 
goods,  showing  it  had  left.  I  gave  three  beats  on  to 
Wemyss  Bay  junction,  the  second  **  preparatory"  forthe 
mail,  in  answer  to  the  eight  beats.  I  got  no  reply  to 
that,  but  on  looking  at  the  dial  I  saw  the  semaphore- 
arm  was  lowered.  I  did  not  hear  the  bell,  but  I  took 
that  as  showing  that  the  line  was  clear.  The  mail 
arrived  at  8.40  a.m.  I  let  it  go  on  at  8.41,  and  sent 
on  the  block-signal  at  8.41.  This  signal  was  properly 
acknowledged.  The  reason  I  thought  the  line  was 
clear,  on  seeing  the  semaphore-arm  down,  although 
I  heard  no  bell,  was  that  I  had  that  morning  seen  the 
arm  of  the  semaphore  worked  from  Port  Glasgow 
goods  rising  and  falling  without  ringing  the  bell,  and 
I  thought  it  was  affected  by  the  frost.  I  know  that 
I  ought  to  have  repeated  the  blo(^-signal  for  the 
7.45  a.m.,  as  it  was  not  properly  acknowledged. 

John  Dunlopf  bignalman  nine  years,  states  :  On  the 
14th  December  I  came  on  duty  at  Wemyss  Bay 
junction  at  7.30  a.m.  for  twelve  hours.  I  got  the 
preparatory-signal,  three  beats,  for  the  7.45  a.m.  down 
tain  at  8.30  a.m.,  and  answered  it  at  once.  I  received 
no  other  signal  till  I  received  three  beats  again  at 
about  8.34  a.m.  I  took  no  notice  of  this,  but  passed 
it  on.  The  next  signal  I  got  was  another  prepara- 
tory, three  beats,  at  about  8.38  a.m.  I  did  not  book 
either  of  these  signals,  and,  as  I  could  not  understand 
getting  three  preparatories  running,  I  gave  the 
repeat  signal,  and  I  got  the  preparatory  again.  I  am 
quite  certain  that  the  third  signal  I  got  as  above  was 
the  preparatory,  three  beats,  and  not  the  block,  two 
beats.  I  am  certain  I  did  not  get  the  block-signal  for 
the  7.45  a.m.  train.  I  was  not  out  of  my  cabin,  and 
the  instruments  were  all  working  well.  There  was 
no  one  in  my  box. 


Conclusion. 

From  the  foregoing  evidence  it  appears  that  the  breaks  of  the  7.45  a.m.  down 
passenger  train  from  Glasgow  to  Greenock,  having  been  applied  slightly  by  the  driver 
of  the  train  on  approaching  Wemyss  Bay  junction,  went  full  on,  and  brought  the  train 
to  a  stand  about  half-way  between  the  down  distant  and  down  home  signals.  It  seems 
that  the  driver  in  tightening  up  a  nut  on  the  pipe  leading  from  the  air-pump  on  his  engine 
to  the  main  reservoir,  had  cracked  it,  causing  a  leak  in  the  pipe,  and  consequently 
he  was  unable  to  get  up  sufficient  pressure  to  release  the  breaks  when  once  applied. 
He  was  thus  unable  to  start  his  train,  because  a  part  of  the  automatic  break  was  not 
in  proper  working  order. 

While  the  train  was  so  standing,  during  a  fog  so  thick  that  the  tail-lamp  was  not 
visible  from  an  approaching  train  for  more  than  a  few  yards,  it  was  run  into  at  a 
speed  of  about  12  miles  an  hour  by  the  Greenock  portion  of  the  down  limited  mail, 
which  train  had  been  improperly  allowed  to  start  from  Port  Glasgow  station. 

The  correct  signal  was  given  on  the  block  telegraph  instrument  from  Wemyss  Bay 
junction  for  the  7.45  a.m.  train  to  approach,  and  the  signalman  at  Port  Glasgow 
cabin  avers  that  after  it  passed  he  gave  the  "block  signal**  for  it  to  Wemyss  Bay 
junction  cabin.  This  the  signalman  in  the  latter  cabin  denies,  and,  as  the  Port  Glasgow 
signalman  admits  that  he  did  not  see  the  proper  acknowledgment  of  his  **  block  signal '' 
given  by  the  raising  of  the  semaphore-arm  on  the  instrument  to  "  danger,''  and  yet  that 
he  did  not  repeat  the  "  block  signal "  according  to  rule,  I  have  no  doubt  whatever 
that  he,  the  Port  Glasgow  signalman,  is  mistaken,  and  that  the  block-signal  was  never 
given.  The  semaphore  in  Port  Glasgow  cabin  therefore  quite  properly  remained 
off,  and  being  seen  in  this  position,  it  was  taken  by  the  signalman  in  this  cabin  as 
an  answer  to  his  "  preparatory  signal "  for  the  mail,  which  he  accordingly  allowed  to 
start. 

The  accident  was  therefore  clearly  due  to  carelessness  on  the  part  of  ihe  signalman 
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in  Port  GBafigow  cabin,  Who  disregarded  the  rules  for  the  working  of  the  block 
telegraph  instruments,  and  also  a  rule  specially  issued,  to  the  effect  that  signalmen 
are  to  look  carefully  at  the  raising  or  lowering  of  the  semaphore-arm  on  their  instru- 
ments, apart  altogether  from  the  ringing  of  the  bell  or  gong. 

The  driver  of  the  7.45  a.m.  train  is  also  to  blame  in  having  disobeyed  Rule  47  in 
the  Company *s  book,  under  the  terms  of  which  he  should,  on  fciding  the  distant-signal 
at  "danger,'*  have  brought  his  train  at  once  to  a  stand,  or  nearly  so,  for,  owing  to 
the  fbg,  he  could  not  possibly  see  whether  the  way  was  clear  for  him  or  not.  Had 
he  done  so  the  train  would  have  been  stopped  somewhat  sooner  than  it  was,  and  at  a 
point  some  200  or  300  yards  nearer  to  Port  Glasgow  station,  and  it  is  quite  possible 
that  under  these  circumstances  there  might  have  been  time  for  the  guard  to  get  back  to 
protect  his  train. 

It  should  also  be  remarked  that,  in  spite  of  the  dense  fog  which  prevailed,  there 
were  no  fog-signalmen  at  this  part  of  the  line.         ^ 

I  have,  &c.. 

The  Secretary,   '  P.  A.  Mabindin, 

(Railway  Department,)  Board  of  Trade.  Major ^  B.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company. 


COEK  AND  MAOROOM  DIRECT  RAILWAY. 

Sib,  Cork,  4th  October  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  9th  ultimo,  the  result 
of  my  inquiry  into  the  very  serious  accident  which  occurred  on  the  8th  ultimo,  near 
Ballincollig  station,  on  the  Cork  and  Macroom  Direct  Railway. 

In  this  case,  as  the  7.15  p.m.  (Sunday)  passenger  traiii  from  Macroom  to  Cork, 
consisting  of  a  tank  engine  (running  chimney  first),  two  third-class  carriages,  one  flr^t- 
class  carriage,  one  second-class  carriage,  and  a  break- van,  five  vehicles  in  all,  was 
running  round  a  slight  curve  about  1^  miles  east  of  Ballincollig  station  (where  the 
train  had  last  stopped),  the  engine  and  nearly  all  the  vehicles  left  the  rails.  The 
engine  ran  off  to  the  right  or  outside  of  the  curve  and  turned  over  on  its  right  side 
on  the  slope  of  a  slight  embankment,  about  70  yards  from  where  it  had  first  left  the 
rails.  The  front  frame  and  part  of  the  side  frame  of  the  third-class  carriage  next  the 
engine  were  torn  away  by  the  engine  as  the  latter  was  turning  over,  and  this  carriage 
ran  for  about  20  yards  Tbeyond  the  engine  and  then  turned  over  on  its  left  side, 
followed  by  the  third-class  carriage  next  it.  The  two  front  wheels  of  the  first-class 
carriage  were  pulled  across  to  the  left,  and  its  rear  wheels  were  off  the  rails  and  inside 
them.  All  the  wheels  of  the  second-class  carriage  were  off  the  rails  and  inside  them ; 
all  the  wheels  of  the  van  being  in  a  similar  position  to  those  of  the  second-class 
carriage. 

Two  passengers  were  killed  on  the  spot,  and  a  third  died  on  the  18th  from  the 
effects  of  injuries  received.  Fifty  passengers  were  injured ;  in  16  of  the  cases  limbs 
having  been  fractured. 

The  driver  was  killed  on  the  spot,  and  the  fireman,  who  was  severely  injured,  died 
on  the  following  day. 

The  damage  to  rolling  stock  was  as  follows  :— 

Tank  engine. — ^Lif e  guard  broken ;  left  leading  axle-box  cracked ;  top  leaf  of  right 
spring  of  (hiving  wheel  cracked ;  right  comer  of  buffer  beam  broken ;  coal  bunker 
destroyed. 

Third'Cl(Z88  carriage  next  engine. — ^Pront  frame  and  part  of  right  side  frame  torn 
out;  one  of  the  cross-stays  broken;  leading  compartment  and  half  of  the  second 
compartment  carried  away. 

Thirdrclass  carriage  second  from  engine. — Front  frame  and  pannel  broken;  left  side 
of  body  stripped,  and  back  end  damaged. 

First-class  carriage  third  from  engme. — Front  end  knocked  in ;  right  trailing  axle- 
box  and  footstep  broken. 

Second-class  carriage  fourth  from  engine. — Screw  coupling  broken ;  left  front  side 
chain  pulled  out  with  part  of  the  frame. 

Breah'van  fifth  froni  engine. — ^Left  break-frame  bar  broken  across. 
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The  damage  to  the  permanent  way  was  repaired  hy  the  putting  in  of  49  new  sleepers 
and  two  new  rails. 

Description. 

The  precise  spot  at  which  this  accident  occurred  is  4  miles  33  chains  from  the 
junction  of  the  Cork  and  Macroom  Railway  with  theBandon  Railway  (which  junction 
is  ahout  a  mile  from  the  Cork  terminus),  and  1  mile  20  chains  from  the  platform  at 
Ballincollig  station.  From  BallincoUig  station  towards  Cork  the  line  is  level  for 
4  chains,  then  falls  at  1  in  123  for  21  chains,  and  at  1  in  100  for  33  chains ;  then 
rises  at  1  in  276  for  16  chains,  is  horizontal  for  17  chains,  then  falls  at  1  in  199  for 
6  chains,  and  at  1  in  150  for  12  chains ;  4  chains  from  the  commencement  of  which 
last  gradient  the  accident  occurred.  From  Ballincollig  station,  looking  towards  Cork, 
the  Ime  curves  to  the  right,  with  a  radius  of  46  chains  for  20  chains,  is  straight  for 
52  chains,  and  then  curves  to  the  left  with  a  radius  of  129  chains  for  44  chains,  in 
which  latter  curve,  and  28  chains  from  its  commencement,  the  accident  happened. 

When  the  Cork  and  Macroom  line  was  opened  in  the  year  1866,  the  permanent  way 
consisted  of  wrought-iron  flat-bottomed  rails,  weighing  65  lbs.  to  the  yard,  principally 
in  21-ft.  lengths,  fished  at  the  joints  with  angle  fish-plates.  The  sleepers  were  of 
native  larch  and  Baltic  fir,  measuring  9  ft.  X  9  in.  x  4^  in.,  there  being  seven  to  each 
21-ft.  rail ;  there  was  a  sleeper  under  each  joint  to  which  the  angle  fish-plates  were 
stated  to  be  fastened  by  two  |-in.  fang-bolts  inside,  and  one  |-in.  fang-bolt 
outside  each  rail  joint ;  there  being  also  a  similar  fang-bolt  on  the  inside  of  each  of 
the  two  centre  sleepers ;  the  remainder  of  the  fastenings  consisted  of  f-in.  spikes, 
4f  inches  long,  inside  and  outside  the  rail  in  each  of  the  four  sleepers  winch  had  no 
fang-bolts,  and  outside  the  rail  on  the  two  centre  sleepers ;  each  21-ft.  rail  may 
therefore  be  said  to  have  been  secured  by  five  fang-bolts  and  10  spikes.  The  ballast 
was  of  gravel,  stated  to  have  a  depth  of  10  inches  below  the  under  surface  of  the 
sleepers. 

The  super-elevation  of  the  outside  rail  of  the  curve  of  129  chains  radius  varied  when  I 
tried  it,  between  1^  inches  and  3^  inches,  one  inch  being  amply  sufficient.  The  gauge 
was  fairly  correct. 

The  engine  which  drew  the  train  is  a  six-wheeled  four-coupled  side-tank  engine, 
holding  500  gallons  of  water  and  two  tons  of  coals,  weighing,  when  in  full  working 
order,  about  30  tons.  The  weights  on  each  pair  of  wheels  are  not  known,  and  there 
is  no  engine  weigh-table  at  Cork.  The  leading  wheels  are  3^  feet  in  diameter,  and  the 
coupled  wheels  5^  ft. ;  the  wheel  base  being  12  ft.  4  in.,  and  the  wheel  centres  being 
equally  spaced.     The  cylinders  are  15  inches  by  21  inches. 

Evidence. 

1.  Chmles  Andrews  Carr^  sub-inspector  in  Rojal  men  were  on  the  ground  before  I  arrived.    I  observed 

Irish  Constabulary  quartered  at  Ballincollig — ^A  short  no  rail  canted, 
time  after  9  p.m.  on  the  8th  I  was  informed  that  there 

had  been  an  accident  on  the  Cork  and  Macroom  line,  2.   Thomas  McNamara,  head  constable  stationed 

about  1^  miles  east  of  Ballincollig  station.     I  at  once  at  Ballincollig.-^I  reached  the  scene  of  the  accident 

went  to  the  spot,  and  reached  it  at  about  9f  p.m.,  ac-  about  9.10  p.m.,  having  heard  of  what  had  occurred 

companied  by  sub-constable  John  Neill.  On  approach-  from  the  station-master.     I  first  directed  my  attention 

ing  the  scene  of  the  accident  I  was  first  attracted  by  to  the  dead  and  wounded,  with  the  exception  of  the 

the  marks  on  the  line  which  commenced  close  to  the  driver  and    boy,  who  had  been  removed  from   the 

joint  to  which  I  directed  your  attention  on  the  ground,  wreck    before   1  arrived.     I  next  sent  for  medical 

In  that  joint  the  eastmost  vertical  bolt  on  the  inside  assistance,  and  telegraphed  to  the  railway  officers  in 

of  the  southern  rail  was  pushed  outwards  about  an  Cork.     I  then,  in  company  with  Mr.  Carr,  examined 

inch  ;  the  western  bolt  was,  I  believe,  in  its  hole.   I  also  the  line  ;  and  I  agree  in  all  he  has  stated.     The  last 

observed  thp  northern  rail  curved  outwards  gradually  of  the  vehicles  which  had  formed  the  train  was  about 

for  some  distance.    I  then  went  on  to  help  to  assist  the  40  yards  from  the  bad  joint.    Its  right  wheels  and  the 

wounded ;  and  after  they  had  been  finally  removed,  I  right  wheels  of  the  two  carriages  in  front  of  it  were 

returned  to  the  place  where  I  thought  the  train  had  on  the  south  rail,  and  the  left  wheels  were  inside  the 

first  left  the  rails,  and  examined  the  line  more  minutely,  north  mil.     Dr.  Leader,  A.M.1).,  and  another  medical 

aiid  getting  a  lorry,  had  it  moved  eastward,  until  it  gentleman  from  Ballincollig,  were  in  attendance  at  once, 

fell  between  the  rails  some  little  distance  (perhaps  four  I  had  some  conversation  with  the  guard  Patrick  Dovmey, 

or  five  yards)  from  the  above-mentioned  joint.      I  whowasperfectly  sober,  and  rendering  all  the  assistance 

observed   also   some  broken  bottom  flanges  in   the  he  could.      I  asked  the  fireman  how  the  accident  had 

inside  of  the    northern  rail  near  the  joint.     I  ob-  occurred,  and  he  said  that  there  was  some  obstruction 

served  also  the  broken  fragment  of  a  sleeper  on  the  on  the  line.    I  asked  him  if  he  thought  it  was  a  stone, 

southern  side,  in  the  slope  of  the  ditch,  and  I  was  able  and  he  replied,  that  I  must  be  a  tremendous  fiat  to  ask 

to  put  my  stick  into  another.     The  broken  portion  him  such  a  question,  and  then  added  some  incoherent 

was  decayed.     I  searched  particularly  for  any  marks  nonsense,  showing  that  he  was  not  in  his  right  mind, 
of  obstruction,  and  could  find  none ;  and  in  my  opinion 

there  is  no  foundation  for  the  report  that  the  accident  3.  Daniel   Cavanaghy    sub-constable    stationed  at 

was  caused  by  an  obstruction.  I  have  reported  minutely  Ballincollig. — ^I  reached  the  spot  with  head-constable 

upon  the  subject  to-day.    My  head  constable  and  four  McNamara.    I  was  present  with  Mr.  Carr  when  he 
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exainined  the  line,  and  agree  with  his  evidence  on  that 
subject.  I  also  saw  a  bolt  out  of  the  first  or  second 
sleeper  from  the  joint,  on  the  inside  of  the  north  rail. 
Next  morning  I  saw  a  gash  on  the  top  of  a  loose  rail, 
which  was  then  lying  near  the  engine  on  the  south 
side,  and  I  thought  that  this  rail  had  been  removed 
from  the  joint  to  where  I  saw  it  lying.  About  10  p.m. 
I  saw  the  boy  removed  from  the  engine  quite  dead. 
The  driver  was  hemmed  in  between  the  fire-box  and 
the  coal-box,  quite  dead. 

4.  John  Qmnuy  constable. — ^I  agree  wij;h  the  evidence 
of  the  former  witnesses.  I  particularly  searched  for 
obstructions,  but  could  find  none. 

5.  Frederic   Li/ster,   manager    of   the    Cork    and 
Macroom  Railway  since  the  opening  of  the  line  in 
1866. — I  heard  of  the  accident  about  9.30  p.m.  and 
reached  the  spot  with  a  Bandon   Company's  engine 
and  tender  and  carriage.     Soon  after  10  p.m.  I  saw 
the  driver,  boy,  and  one  of  the  passengers  all  dead. 
The  fireman  had  been  removed.     I  examined  the  line 
with  a  view  to  ascertaining  how  the   accident   had 
happened.     I  found  the  rear  vehicle  (a  break-van) 
with  its  off*  wheels  on  the  south  rail,  and  the  rear 
wheels  inside  the  north  rail;  the  carriage  next  in  front 
of  the  van   was  in   exactly   the  same  position  ;  the 
carriage  in  front  of  this  had  its  rear  right  wheel  on 
the  south  rail,  and  the  near  one  inside  the  north  rail ; 
the  two  front  wheels  were  completely  off  the  line  to 
the  left ;  the  first  and  second  carriages  in  the  train  were 
uncoupled  from  each  other  and  from  the  rest  of  the 
train,  and  turned  over  on  their  left  sides.     I  tried  to 
ascertain  the  cause  of  the  accident,  but  could  find  no 
mark  of  any  kind  on  the  top  of  the  rail.     The  displace- 
ment that  I  noticed  was  on  the  north  rail,  which  was 
turned  outward.     The  two  rails  which  were  renewed 
were  close  to  where  the  engine  was  lying,  and  the 
gash  on  the  top  of  one  of  them  must  have  been  caused 
by  the  left  wheels  of  the  engine  crossing  the  rail.     I 
have   a  general  charge   of  the  permanent  way,  and 
under  me  is  Overseer  John  Flynn  in  more  particular 
charge  of  it ;  he  has  charge  of  the  whole  length  from 
Cork  to  Macroom,- 24  miles.     Flynn  reports  to  me 
when  he  wants  materials  for  renewals.     He  had  not 
reported  this  curve  where  the  accident  occurred  in 
particular.     We  renew  the  bad  rails  of  the  light  section 
with  the  best  we  remove  from  those  portions  where 
we  are  relaying  the  line  with  heavier  rails.     I  have 
not  much  difiiculty  in  getting  materials  for  renewals, 
but  I  am  ordered  to  keep  expenses  down  as  much  as 
possible.   Within  the  last  fortnight  we  have  got  920  new 
sleepers.    There  have  been  some  new  sleepers  put  in 
west  of  BallincoUig,  where  we  are  renewing  the  line 
with  a  rail  of  over  70  lbs.  weight.     In  this  we  are 
using  ^no  fang-bolts,  nor  are  we  adopting  any  extra 
precaution  on  the  curves  except  near  Macroom,  where 
the  curves  are  steep.     We  have  35  permanent-way 
men  on  the  line,  1-^  per  mile.     Flynn  was  permanent- 
way  inspector  on   the   Cork  and  Bandon   line,  and 
came  to  me  about  seven  years  ago.    I  consider  him  a 
competent  man  and  suitable  for  the  position  he  occupies. 

I  have  only  had  engineering  experience  since  I 
c&me  on  this  line.  I  was  on  the  Bandon  line  for  16 
years  as  station  master  at  Bandon,  where  I  made 
myself  conversant  with  the  working  of  railways. 


6.  John  Flynriy  travelling  ganger  on  the  whole  line 
about  6j^  years. — Before  this  I  was  in  the  same 
position  on  the  Cork  and  Bandon  line  from  about 
1857  to  1872.  I  was  a  barrowmaker  on  the  Bandon 
line  for  seven  years,  and  then  platelayer  till  the  lino 
was  finished.  After  this  I  was  a  travelling  ganger  on 
the  Bandon  line  for  about  15  years,  and  had  general 
charge  of  the  fencing,  &c.  I  know  the  part  of  the 
line  where  the  accident  occurred.  'Jeremiah  Fleming 
was  the  ganger  in  charsre  of  it.  I  was  over  that  part 
of  the  line  on  tlie  morning  of  the  day  with  Fleming. 
I  had  not  been  on  that  part  before  for  six  month^. 
Fleming  did  not  point  out  to  me  anything  particul^ 
at  the  scene  of  the  accident,  but  he  told  me  he  had 
some  bad  rails  and  sleepers;  and  pointed  them  out  as 


we  walked  along.     I  cannot  say  how  many.     He  had 
asked  me  then,  and  previously  several  times,  for  rails 
and  sleepei-s,  and  I  told  him  I  had  none  to  give,  but 
would  send  them  when  I  had.     I  had  the  entire  line 
from   Cork  to  Macroom  to  supervise,  and  I  had  to 
report  to  Mr.  Lyster  in  case  of  bad  rails  and  sleepers. 
The  ballasting  is   insufiicient  in  parts.     Before  the 
accident  Mr.  J.yster  seldom  travelled  the  line.     I  was 
at  work   at  Kilcrea   about   a  month.     About  three 
months  ago  Mr.  Lyster  told  me  a  cargo  of  sleepers 
was  expected.     I  don't  know  what  became  of  tha*. 
cargo.     Sometime  afterwards  about  1,300  arrived,  and 
were  sent  to  Kilcrea  and  Macroom.     Mr.  Lyster  told 
me  that  they  were  not  to  be  distributed  (though  I 
asked  him)  till   the  Board  day.     I  again  saw  Mr. 
Lyster  the  day  after  the  Board  meeting  for  an  answer. 
He  told  me  not  to  mind  for  a  while.    After  that  I  spoke 
to  him  again  after  three  Board  days,  having  meantime 
put  in  some  of  the  sleepers  on  my  own  authority  at 
Kilcrea,  Macroom,  and,  I  believe,  at  Killumney.     The 
difficulty  about  not  issuing  them  was,  1  believe,  from 
their  being   under  measurement.     They  have  been 
since  put  in.     From   time   to  time  I  have   obtained 
fish-bolts.     I  got  a  ton  a  month  or  six  weeks  ago. 
Fleming  often  complained  to  me  that  the  line  was  in 
a  very  bad  state.     L  made  these  same  complaints  to 
Mr.  Lyster.    All  the  gangers  have  complained  to  me 
of  want  of  rails  and  sleepers.     I  made  this  known 
always  to  Mr.  Lyster.     These  complaints  were  true. 
The  rails  so  complained  of  were  dangerous.     They 
were  left  in  the  same  state  for  a  month  or  so.     About 
*a  week  before  the  accident  Fleming  told   me   60 
new  rails  were  required,  and  I  gave  him  12,  all  I 
could  afford.     I  never  told  anybody  th.-t  60  raii  were 
required.     He  had   those  12   some  days  before  the 
accident.     I  used  to  take  the  train  in  going  to  Kilcrea 
from  Cork  and  back.     I  told  Mr.  Lyster  that  I  had 
walked  the  line  the  day  before  the  accident  and  saw 
nothing  more  wrong  on  the  spot  of  the  accident  than 
on  any  other  part.     I  have  got  fang-bolts  since  the 
accident,  but  none  were  used  before.     It  did  not  strike 
me  that  an  obstruction  might  have  caused  the  acci- 
dent.    I  have  seven  gangs  of  men  on  the  line — one 
gang  of  four,  and  six  others  of  five.    My  duty  is  to  visit 
these  gangs  and  get  reports  from  the  gangers.  During 
the  last  six  months  I  had  six  extra  men  since  April 
for  fencing  and   other  purposes.      Mr.   Lyster   has 
complained  about  my  having  come  home  from   my 
work  too  early.     He  had  told  me  I  ought  to  walk  to 
BallincoUig  and  not  take  the  train  from  Cork.     I  was 
laying  rails  at  Kilcrea  the  week  befoi-e  the  accident. 
J  do  not  remember  how  many  of  the  old  rails  taken 
out  were  fit  for  further  use.      There  was  no  stint 
in  the  number  of  new  rails  I  could  obtain. 

I  had  not  other  materials  because  I  could  not  get 
them.  Mr.  Lyster,  the  manager,  did  not  give  them  to 
me,  but  always  promised  them.  I  never  told  him  the 
line  was  not  safe,  but  I  told  him  what  things  were 
needed  ;  I  meant  for  the  safe  working  of  the  line.  I 
never  made  a  written  report  to  Mr.  Lyster,  but  I  very 
often  made  verbal  reports  to  him.  I  consider  that  six 
good  sleepers  out  of  ^ven  would  keep  the  line  safe. 
I  could  not  say  there  were  six  good  sleepers  out  of 
seven  on  the  line  generally.  I  saw  the  bad  sleepers 
taken  out  where  the  accident  occurred,  but  I  did  not 
count  them.  There  were  a  few  good  sleepers  there, 
but  not  many.  Had  there  been  six  good  sleepers 
there,  I  believe  the  accident  would  not  have  occurred. 
In  seven  or  eight  lengths  of  rails  there  were  about  40 
bad  sleepers  which  had  to  be  replaced,  but  there  was 
only  one  bad  rail  in  this  portion.  I  got  to  the  scene 
of  the  accident  about  10.30  p.m.  on  the  arrival  of  the 
special  train.  I  did  not  examine  the  line  tiU  the  next 
morning  at  day-break.  I  found  the  rails  out  of  order. 
At  the  joint  at  the  west  end  of  the  rail  with  the  broken 
bottom  flange  the  sleeper  was  not  such  a  bad  one,  not 
altogether  very  bad.  I  did  not  find  the  defect  which 
caused  the  engine  to  leave  the  rails,  nor  can  I  tell 
what  did  it.  I  do  not  say  the  rail  and  sleepers  were 
in  good  order.  Fleming  had  four  men  under  him  on 
a  length  of  3 J  miles.    They  were  not  constantly  em- 
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ployed  on  this  part  of  the  line.  For  about  two  months 
two  had  been  away  putting  palings  and  sidings  in  at 
Ejlcrea.  The  five  men  were  scarcely  ever  there 
altogether.  Sometimes,  but  not  often,  on  Fair  days 
ihey  would  be  taken  to  Macroom  for  loading  cattle  ; 
three  would  sometimes  be  taken  for  laying  rails, 
sometimes  for  shunting  at  Ballincollig  station.  They 
had  plenty  to  do  to  look  after  their  own  proper  work. 
I  often  complained  to  Mr.  Lyster  about  their  being 
taken  from  their  proper  work  ;  this  was  verbally. 
He  would  make  me  no  answer.  I  bought  the  hay  on 
the  line  from  Mr.  Lyster  for  10/.,  and  saved  it  by  the 
platelayers  labour  with  his  knowledge.  Fleming's  gang 
was  so  employed  for  about  three  weeks,  ue,  18  days, 
but  not  consecutively.  No  strange  men  were  em- 
ployed on  Fleming's  length  while  his  men  were  making 
the  hay.  These  men  were  wanted  on  Fleming's  length 
for  their  usual  work  during  this  time.  I  made  no 
report  of  this  nature  to  Mr.  Lyster.  The  hay  making 
was  work  that  required  to  be  done. 

I  consider  myself  responsible  for  the  safe  main- 
tenance of  the  line  if  I  can  get  the  materials.  I  last 
spoke  to  Mr.  Lyster  about  the  want  of  sleepers  and 
rails  a  short  time  before  the  accident.  I  stated  no 
definite  number  that  were  required.  I  had  not  walked 
the  line  from  Ballincollig  to  CJork  for  six  months 
previous  to  the  accident  because  I  had  not  had 
time.  I  had  made  no  complaint  of  want  of  time  to 
Mr.  Lyster.  I  had  rail-laying,  fencing,  and  laying 
in  a  siding  at  Kilcrea  to  attend  to.  On  the  day  of  the 
acddent  I  walked  from  Ballincollig  as  far  as  my  house, 
which  is  a  mile  west  of  the  junction.  I  did  not  count 
the  number  of  defective  rails  or  sleepers.  I  never  did 
count  them.  I  have  no  notion  of  how  many  are 
wanting  to  put  the  line  in  order.  I  never  mentioned 
any  particular  number  being  wanted  to  Mr.  Lyster. 
I  should  say  there  are  not  six  good  sleepers  out  of 
seven  excepting  the  length  from  Killumney  to  Ballin- 
collig, which  has  been  relaid.  Tlie  last  time  I  asked 
Mr.  Lyster  for  fish-bolts  I  got  them,  and  I  believe 
those  I  got  are  all  in  the  line.  This  was  a  ton.  1 
have  asked  for  none  since.  I  am  aware  fish-bolts  are 
still  deficient,  but  I  have  not  asked  for  any  fresh  supply. 
I  do  not  know  how  many  are  deficient.  The  rails 
were  supposed  originally  to  be  fiEistened  by  three  fang- 
bolts  with  crabs  at  each  joint,  and  two  intermediate, 
i.e.  five  fang-bolts,  with  crabs  to  each  rail.  There  were 
some — I  cannot  say  how  many — not  so  fastened.  I 
cannot  say  how  many  crabs  now  remait.  We  used  no 
fang-bolts  in  the  new  rails  between  Killumney  and 
BaUincoUig,  but  we  used  five-inch  spikes.  I  never 
drew  Mr.  Lyster's  attention  to  the  fact  that  there  are 
many  rails  without  fang-bolts.  I  do  not  think  much 
of  the  value  of  fang-bolts.  A  new  joint  sleeper  was 
put  in  at  the  west  of  the  first  mark ;  of  the  rest  I  am 
not  certain.  The  joint  itself  was  about  half  an  inch 
out  of  gauge.  From  this  both  rails  were  bent  out- 
wards, and  another  inwards.  It  had  not  struck  me 
as  important  to  leave  the  sleepers  I  had  removed  in 
the  position  they  had  occupied,  but  the  next  morning 
I  received  instructions  from  Mr.  Lyster,  in  presence  ot 
the  men,  not  to  remove  the  sleejiers  from  the  ground, 
and  I  had  some  brought  back  which  I  found  the  plate- 
layers removing  on  Tuesday.  At  Toker  I  had  some 
sleepers  for  the  Cork  end  of  the  line.  Since  the 
accident  I  am  not  aware  of  any  new  rails  having  been 
put  in  in  Fleming's  length. 

I  have  complained  several  times  to  Mr.  Lyster  about 
men  having  been  taken  from  the  line  for  other  duties. 
I  did  not  tell  him  that  the  men  could  not  cut  the  hay 
and  look  after  the  line  at  the  same  time.  I  told  Mr. 
Lyster  that  spikes  held  the  rails  better  than  fang- bolts, 
because  they  filled  the  holes  in  the  rails  better  than 
fang-bolts.  We  have  now  got  |-inch  fang-bolts.  I 
asked  Mr.  Lyster  some  time  ago  (perhaps  two  years)  to 
walk  the  line,  and  was  angry  with  him  that  he  did  not 
do  it.  Mr.  Lyster  walked  the  line  from  Killumney 
to  Ballincollig  last  February  or  about  that  time.  I 
have  not  seen  him  walk  it  since  then,  but  he  may  have 
done  so  unknown  to  me. 


7.  Jeremiah  Flemingy  ganger  and   platelayer  for 
3|  miles  on  each  side  of  Ballincollig  for  the  past  five 
years,  and  at  Dooniskeyfrom  a  year  after  the  opening. — 
I  have  four  men  under  me ;  these  men  were  not  always 
acting  as  platelayers,  being  sometimes  otherwise  em- 
ployed, being  taken  from  me  by  the  travelling  ganger, 
trucking  cattle  fair  days  and  shunting  waggons  at 
Ballincollig.     Some  of  the  rails  and  sleepers  are  worn 
and  some  good  on  my  length.     John  Flynn  is  my 
superior  officer.     I  would  inform  John  Flynn  when 
I  wanted  any  new  material.    I  did  not  always  get 
what  I  asked  for,  but  I  had  to  tell  him  the  quantities 
I  wanted ;  if  I  could  not  get  them  it  was  because  he 
had  not  got  them.     K  I  had  a  good  sleeper  under 
each  joint  and  four  out  of  the  six  intermediate  sleepers 
good,  I  could  work  the  line  safely.     I  had  not  this 
number  sound  everywhere ;  several  of  t>^e  rails  wanted 
new  sleepers.     I  had   informed  Flynii  where  a  rail 
had  less  than  four  good  sleepers.    I  asked  for  timber. 
I  had  walked  the  length  over  the  scene  of  the  accident 
about  mid-day  of  the  day  it  occurred,  with  Flynn,  and 
I  showed  him  defects  as  we  walked  along.     I  did  not 
notice  anything  wrong  there  in  particular.      I  had 
received )  60  new  sleepers  about  a  fortnight  previously, 
some  of  which  (about  60)  had  been  put  in,  though  none 
near  the  scene  of  the  accident.     I  got  to  the  spot  in 
about  three-quarters  of  an  hour  after  the  accident  oc- 
curred.    I  found  a  left  rail  broken   in   the   bottom 
flange.     All  three  spikes  were  in  the  plates  of  the 
southern  joint.     I  saw  no  mark  of  a  wheel  having 
passed  over  the  south  rail.     I  cannot  account  for  the 
wheel  getting  down  on  the  north  rail.     The  south 
rail  began  to  be  bent  a  little  to  the  east  of  where  the 
north  rail  was  broken.     I  noticed  nothing  wrong  with 
the  next  joint,  but  I  can  give  no  further  description 
of  the  state  of  the  road,  my  attention  being  otherwise 
taken  up.     I  cannot  say  how  many  new  sleepers  I 
put  in  the  broken  rail  length.     I  do  not  know  how 
many  new  sleepers  have  been  put  in  where  the  accident 
occurred.     I  did  not  put  in  these  myself  as  Flynn 
was  superintending  the  work.     I  commence  2\  miles 
east  of  Ballincollig  and  work  1^  miles  west.     The 
road  to  the  west  was  renewed  between  two  and  four 
years  ago.     I  have  no  idea  of  tfie  number  of  bad 
sleepers  from  Ballincollig  eastward  in  my  length.     I 
have  been  1 1  years  on  the  line  altogether.    Originally 
the  rails  were  secured  by  two  fang-bolts  with   crabs 
inside,  and  one  fang-bolt  without  a  crab  outside ;  and 
in  addition  there  were  two  fang-bolts  inside  with  crabs 
at  the  centre  of  the  rail.     There  are  now  no  crabs 
on  the  fang-bolts.     I  have  seen  none  since  I  have  been 
in  this  length.   Flynn  was  aware  of  this.     I  have  never 
asked  for  more  men  than  I  have  allowed  me.     I  got 
all  that  would  be  allowed.      I  could  have  employed 
more  men  had  they  been  allowed  me.     I  had  not  so 
much  to  do  west  as  east  of  Ballincollig.     Haymaking 
would  employ  two  men   at  a  time   for  six  weeks. 
Flynn  ordered  me  to  cut  the  hay.     For  putting  in 
rails  we  borrowed  and  lent  each  other  men.    1  last 
applied  to  Flynn  for  timber  about  six  weeks  ago  and 
got  a  supply  in  a  few  weeks.     I  could  put  in  14  or  15 
new  sleepers  in  a  day  with  four  men.     I  had  only  two 
men  during  the  fortnight  previously  to  the  accident. 
All  the  60  sleepers  were  put  in  to  the  east  of  Ballin- 
collig.    Flynn  is  the  owner  of  the  hay.     If  the  men 
had  not  been  saving  the  hay  they  would  have  been  at 
work  on  the  line  where  they  were  very  much  wanted. 
I  was  continually  asking  Fiynn  for  sleepers,  and  got 
them  after  some  delay.     I  have  complained  of  not 
having  ray  demands  attended  to.     Had  I  got  sleepers 
and  rails  when  I  asked  for  them  I  should  have  had 
plenty  of  work  for  all  four  of  my  men.     I  was  kept 
for  several  weeks  waiting  for  rails  to  replace  others 
that  were  not  in  my  opinion  safe.      This  would  be 
three  or  four  weeks  before  the  accident.      I  asked 
for  60   rails  and   got    12.      I  never   complained   to 
Mr.  Lyster,  except  through  Flynn,  my  superior  officer. 
I  said  to  Flynn,  in  presence  of  an  engine-driver,  that 
the  rails  were  not  fit  for  an  engine  to  travel  over 
them ;  this  was  a  good  time  ago.     These  12  rails  I  got 
were  put  in  to  Replace  the  worst  ones  of  the  60. 
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8.  Patrick  Doumey^  guard  four  years  with  the  Cork 
and  Macroom  Company,  previously  eight  years  in  the 
service  of  the  Cork  and  Bandon  Company. — ^I  leffc 
Cork  for  Macroom  with  the  6.45  p.m.  train  on  the 
8th  inst.    It  consisted  of  the  same  number  of  vehicles 
as  on  the  return  journey,  the  van  having  been  in  firont 
going  to  Macroom.    We  reached  Macroom  punctually 
at  ly  and  started  back  at  7.15  with  a  train  consisting 
of  tank  engine,  running  chimney  first,  two  third-class 
carriages,  one  first-class,  one  second-class,  and  break- 
van — five  vehicles  in  all.    We  started  punctually  and 
stopped  at  Clonisky  at  right  time,  Crookstown  Road 
at  right  time,  Kilcrea  three  minutes  late,  lost  in  delay 
at  Crookstown,  Killumney  three  minutes  late,  and 
BallincoUig  three  minutes  late.    We  left  Ballincollig 
at  8.12,  where  we  had  collected  tickets.     I  had  some 
conversation  with  the  driver  at  Macroom  about  some 
cattle  waggons;  he  was  then  perfectly  sober.    We 
overran  none  of  the  stations.     When  we  left  Ballin- 
collig only  the  driver  and  fireman  were  on  the  engine. 
I  am  sure  there  was  no  one  else.     Some  conversation 
occurred  between  the  station-master  and  driver  as  to 
letting  a  man  ride  into  Cork,  he  (the  driver)  p^iying 
his  fare,  but  the  station-master  persuaded  the  di-iver 
not  to  do  it.    A  lamp  boy,  who,  had  been  out  with 
me  in  the  van  to  light  the  carriage  lamps,  was  re- 
turning with  me  in  it,  but  no  one  else.    The  third- 
class  carriages  were  quite  full,  50  in  each  carriage ; 
there  were  two  first-class  passengers,  and  about  32 
in  the  second-class  carriage.    I  noticed  nothing  un- 
usual after  leaving  Ballincollig,  until  the  van  appeared 
to  strike  some  object  in  front  of  it.   I  went  to  the  break 
as  quick  as  possible,  and  I  got  it  partly  on  before  the 
van  came  to  a  stand  very  suddenly,  just  before  which 
I  was  thrown  flat  on  my  back  in  the  doorway  sepa- 
rating the  break-compartment  from  the  luggage-com- 
partment.   I  was  hurt  in  the  hip,  but  have  not  been 
away  from  duty.    I  got  up  immediately.     I  had  no 
watch  on.    I  found  the  following  the  position  of  the 
train :  the  engine  turned  over  on  its  right  side,  in  the 
ditch  on  the  right  of  the  line  ;  the  two   third-cLiss 
carriages  next  it  turned  over  on  their  left  sides  on 
the  left  of  the  line,   both  beyond   the  engine,  but 
still  connected  by  one  of  the  side  chains.   The  two  front 
wheels  of  the  first-class  carriage  were  pulled  across 
to  the  left,  and  the  rear  wheels  were  oflf  the  rails  inside 
these.  This  carriage  was  opposite  16  the  engine,  dbcon- 
nected,  I  believe,  from  the  ^ird- class ;  the  second-class 
remained  coupled  to  the  first-class,  but  with  all  its 
wheels  off  the  rails  and  inside  them ;  the  van  was  ofl: 
the  rails,  all  four  wheels  inside  them,  the  coupling 
chain  off,  but  the  side  chains  holding ;  the  break-rocl 
on  the  left  was  cracked.     After  letting  the  passengers 
out  of  the  second-class  carriage,  I  went  to  the  left 
side  of  the  engine,  but  at  that  time  I  could  see  nothing 
of  the  driver  or  fii*eman.    I  then  went  to  the  right 
side,  but  not  being  able  to  get  on  to  the  footplate, 
I  got  on  the  engine  by  the  hand-rail  and  found  a 
man  with  his  head  and  shoulders  sticking  out;  this  was 
the  driver,  who  was  quite  dead.     I  then  went  back 
to  where  I  thought  the  train  had  left  the  rails,  but  I 
could  find  no  obstruction  on  the  line.    On  coming  back 
I  saw  the  fireman  being  carried  away  from  the  engine, 
who  made  some  remarks  showing  he  was  sensible. 
In  reply  to  my  questions  as  to  how  it  had  hajl^ned, 
he  said  he  thought  there  must  be  some  bad  neighbours 
or  friends.    I  ti^en  attended  to  the  injured  passengers. 
I  do  not  know  in  what  part  of  the  train  the  deceased 
passengers  were  riding.     The  worst  of  the  injured 
were  in  the  carriage  next  the  engine.     I  do  not  think 
there  was  any  unusual  speed  just  before  the  accident. 
I  had  heard  the  whistle  blown  just  before  coming  to 
the  Curagheen  overbridge ;  our  usual  speed  at  the  place 


is  from  25  to  30  miles  an  hoar.  I  have,  ofiver  had  to 
complain  of  the  deceased  driver  Ratteray  running  too 
fast.  I  had  worked  with  him  for  four  years.  There 
had  been  no  unusual  speed  between  Macroom  and 
Ballincollig  the  evening  of  the  accident.  We  are 
allowed  1^  hours  for  24^  miles;  about  a  quarter  cf 
an  hour  of  this  would  be  taken  in  stopping  at  tho 
stations.  The  moment  the  accident  happened  I  sent 
word  back  by  a  soldier  to  Ballincollig  to  give  infor- 
mation, &c. 

9.  Jeremiah  Clifford^  station-master  at  BallincoUig 
for  two  years. — I  had  a  conversation  with  driver 
Ratteray  while  at  the  station  on  Sunday  evening.  He 
came  to  me  on  the  platform  with  a  man  named  Nash, 
and  asked  that  Nash  might  go  in  the  train,  and  that 
he  (Ratteray)  would  pay  his  fare,  Nash  having  no 
money.  I  advised  him  not,  as  the  man  was  stopping 
about  every  Sunday  night.  Nash  afterwai'ds  came  to 
me  with  the  fare,  and  went  by  the  train.  I  believed 
the  driver  to  be  perfectly  sober.  I  did  not  smell  him 
of  drink.  I  have  known  him  since  1866,  except  for 
two  years  when  I  was  away.  He  has  been  always  a 
sober  man,  and  attentive  to  his  duties.  I  never  saw 
him  the  worse  for  drink.  I  saw  the  fireman  after  the 
accident.  I  thought  him  also  to  be  sober.  I  asked 
him  did  he  know  me,  and  he  said  yes.  I  asked  him 
how  he  thought  it  had  happeaed.  He  said  it  must  be 
stones,  it  must  be  stones  (repeating  this  twice).  I 
asked  him,  '*  Had  you  any  drink  to-day  ?"  He  replied, 
"  I  had  a  bottle  of  stout  in  Cork,  and  a  pint  of  porter 
in  Macroom."  He  did  not  smell  of  drmk.  He  also 
said  that  the  driver  had  only,  to  his  knowledge,  had  a 
pint  of  porter  in  Macroom.  I  saw  Mr.  Carr  on  the 
lorry  when  it  went  off  the  line  where  the  engine  had 
done  the  same.  I  could  see  no  stone  or  obstruction  any- 
where. The  lorry  got  off  with  its  northern  wheels  a 
little  east  of  the  joint  of  the  first  broken  rail  My 
opinion  was  that  the  accident  must  have  been  due  to 
an  obstruction  or  to  furious  driving,  as  I  thought  the 
sleepers  were  sufficiently  good  to  have  held  the  train. 
Fleming's  gang  had  been  employed  for  13|  hours  since 
January  last  in  shunting  at  Ballincollig.  Sixty 
sleepers  had  arrived  about  a  fortnight  before  tho 
accident,  and  Fleming  could  have  removed  these  at 
any  time  he  wished.  There  is  only  one  porter  now  at 
Ballincollig,  both  as  gateman  and  porter. 

10.  Vincent  Conrany  driver  since  1866  on  the 
Macroom  line. — I  know  ganger  Fleming.  I  have 
complained  to  him  about  the  condition  of  bis  length^- 
gonerally  of  the  state  of  the  rails  and  sleepers,  and 
once  of  the  packing.  The  last  time  was  a  lew  weeks 
ago,  about  some  bad  rails  near  Reardon's  crossing. 
He  said  he  would  put  in  others  when  he  could  get 
them.  I  then  spoke  to  Flynn  about  it,  and  after 
this  some  better  rails  were  put  in.  I  thought  an 
accident  might  occur  from  the  defects.  I  reported  the 
line  in  bad  order  and  dangerous.  I  grumbled  about 
the  state  of  the  line  to  the  other  gangers.  I  have 
twice  reported  the  defective  state  of  the  line ;  twice 
in  the  last  six  months  to  Mr.  Lyster  ;  the  last  time  a 
fortnight  or  so  before  the  accident,  especially  as  i*egards 
bad  rails.  He  said,  "  We  are  going  to  get  new  rails 
next  week."  Our  highest  speed  would  not  exceed  35 
miles  an  horn*.  I  told  Ratteray  (the  deceased  driver) 
I  should  take  my  time  (in  running),  whatever  he  might 
do,  and  he  said  he  would  do  the  same.  This  was  in 
the  early  part  of  the  summer.  The  line  has  been 
getting  into  its  present  condition  for  6  or  7  years.  I 
have  never  noticed  a  tendency  of  the  engine  wheels 
to  press  against  the  inner  rail  of  the  curves,  rather 
than  the  outer,  on  account  of  the  great  cant. 


Conclusion. 

From  a  careful  consideration  of  the  evidence  and  an  examination  of  the  line,  I  have 
come  to  the  conclusion  that  the  accident  is  to  be  attributed  to  the  defective  state  of 
the  sleepers  at  the  spot  where  the  engine  first  left  the  rails.  The  first  mark  of  a  wheel 
having  been  off  tho  rails  is  on  tho  inside  of  the  north  rail,  90  yards  east  of  a  small 
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stream  bridge^  The  bottom  flange  of  this  rail  is  broken  from  the  fourth  sleeper  east 
of  the  joint,  evidently  by  the  flange  of  a  wheel  having  dropped  inside  the  rail.  In 
the  north  rail  next  to  the  east,  the  bottom  flange  is  also  broken  on  the  inside  as  far 
as  the  third  sleeper*  Three  good  sleepers  then  appear  to  have  kept  the  north  rail 
nearly  in  its  place,  and  it  is  here  that  there  is  the  faint  track  of  the  right  wheels  (pro- 
bably of  the  engine)  having  moimted  the  south  rail,  and  shortly  after  this  the  wheel 
marks  on  the  sleepers  become  distinct*  Under  the  first  length  of  rails  alluded  to, 
there  are  now  four  new  sleepers  put  in  since  the  accident,  the  three  old  ones  left  in 
not  being  thoroughly  sound*  Unfortunately  there  was  no  means  of  identifying  the 
four  old  sleepers  for  which  these  four  new  ones  had  been  substituted  ;  but  looking  to 
the  general  condition  of  the  49  old  sleepers  which  had  been  removed,  I  am  of  opinion 
that  the  fastenings  had  not  sufficient  hold  to  resist  the  pressure  of  the  engine  wheels 
in  running  round  the  curve,  but  that  they  allowed  the  rails  to  spread,  and  the  lefb 
wheels  to  drop  inside  the  left  rail*  The  undue  super-elevation  given  to  the  outer  rail, 
in  some  cases  as  much  as  3|  inches  instead  of  one  inch,  would  also,  no  doubt,  cause 
undue  pressure  to  be  brought  on  the  inner  rail  of  the  curve*  There  was  also  a 
complete  absence  of  fang-bolt  fastenings  in  most  of  the  sleepers  which  I  examined, 
although,  according  to  the  original  construction  of  the  line,  there  ought  to  have  been 
three  to  each  rail  joint,  and  two  intermediate  ones* 

There  was  nothing  in  the  condition  of  the  engine  and  carriages  which  composed  the 
train  to  account  for  the  accident*  The  engine  is  in  a  good  state  of  repair  both  as 
regards  tyres  and  springs*  One  of  the  axles  was  slightly  bent,  and  a  leaf  of  one  of 
the  springs  broken,  both,  no  doubt,  consequences  of  the  accident* 

There  is  no  trustworthy  evidence  by  which  to  ascertain  the  probable  speed  at  which 
the  train  was  running  at  the  time  of  the  accident*  The  guard  does  not  consider  that 
it  was  anything  unusual*  The  deceased  driver,  Ratteray,  had  been  on  the  line  since 
it  was  opened*  He  was  a  steady,  sober  man,  and  there  is  no  reason  to  suppose  he  was 
under  the  influence  of  drink  on  the  evening  of  the  accident*  He  had  never  been 
complained  of  for  fast  driving. 

^  The  condition  of  the  Cork  and  Macroom  line  having  formed  the  subject  of  a  separate 
report,  I  need  not  enlarge  upon  it  here  further  than  to  point  out  that  between  the 
junction  and  BaUincoUig,  a  distance  of  5f  miles,  I  counted  113  defective  rails,  and 
nearly  3,000,  or  about  29  per  cent.,  of  defective  sleepers,  45  of  these  rails  and  1,180  of 
these  sleepers  occurring  in  the  length,  2^  miles,  where  the  accident  occurred,  of  which 
length  Pleming  is  the  ganger*  Had  Fleming  not  brought  this  state  of  things  to  the 
notice  of  his  immediate  superior,  John  Plynn,  the  travelling  ganger  over  the  whole 
line,  he,  Meming,  would,  no  doubt,  have  to  bear  a  portion  of  the  responsibility  of  this 
accident ;  but  as  he  appears  to  have  done  so,  and  to  have  put  in  new  materials  as  he 
was  supplied  with  them  according  to  the  best  of  his  judgment,  I  cannot  consider  him 
responsible  for  not  having  repaired  the  particular  spot  where  the  accident  occurred, 
seeing  that  there  were  many  others  just  as  much  requiring  it  throughout  his  length* 

With  Mynn  the  case  is  different.  He,  no  doubt,  did  occasionally  press  for  a  supply 
of  new  raUs  and  sleepers,  but  as,  by  his  own  admission,  he  had  not  walked  the  line 
between  his  house  (a  mile  west  of  the  junction)  and  Ballincollig  for  about  six  months 
until  the  morning  of  the  accident,  he  must  be  held  to  have  most  deplorably  neglected 
this  most  important  duty  without  any  adequate  excuse. 

As  the  question  of  responsibility  for  the  supply  of  the  necessary  materials  for  the 
safe  maintenance  of  the  line  will  shortly  form  the  subject  of  judicial  investigation, 
at  will  hardly  be  well  for  me  to  enter  on  it  here.  The  line  had  evidently  been  allowed 
to  fall  into  a  bad  state  of  repair,  probably  without  the  danger  incident  thereto  having 
apparently  been  realised  by  those  concerned. 

It  is  only  upon  the  assumption  of  the  fact  of  the  line  being  in  a  dangerous  condition 
not  having  been  realized  that  it  is  possible  to  account  for  the  traffic  manager  (who 
also  acted  as  engineer)  having,  so  recently  as  July  last,  signed  the  certificate  to  the 
effect  that  during  the  preceding  half-year  the  permanent  way  had  been  maintained 
in  good  working  condition  and  repair.  If  a  short  line,  such  as  the  Cork  and  Macroom 
Railway,  is  unable  to  support  the  expense  of  a  resident  engineer,  it  would  at  any  rate 
seem  to  be  the  duty  of  the  directors  to  have  the  line  inspected  by  a  qualified  engineer 
once  in  six  months,  prior  to  the  certificate  respecting  the  permanent  way  being 
forwarded  to  the  Board  «f  Trade. 

I  have,  &c.. 

The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Major- Genei^al,  R.E. 

Printed  copies  of  the  above  report  were  sent  to  the  CompaDj  on  11th  December  1878. 
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GLASGOW  AND  SOUTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  London,  S.W.,  30th  November  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  18th  instant,  the  result 
of  my  inquiry  into  the.  circumstances  connected  with  the  collision  which  occurred  on 
the  12th  instant  at  Barassie  junction,  on  the  Glasgow  and  South- Western  Railway. 

In  this  case,  the  8.15  p.m.  express  passenger  train  from  Stranraer  to  Glasgow,  con- 
sisting of  engine,  tender,  three  carriages,  and  a  break-van  (running  three-quarters  of 
an  hour  late,  owing  to  the  steamer  from  Lame  having  been  detained),  overtook  and 
ran  into  a  mineral  train,  consisting  of  engine,  tender,  42  waggons,  and  a  break-van, 
which  was  pulling  up  at  Barassie  junction. 

Pour  passengers  were  injured,  but  not  it  is  believed  seriously. 

The  driver  and  guard  of  the  passenger  train  received  slight  contusions. 

The  engine  and  tender  of  the  passenger  train  were  thrown  oflf  the  rails,  and  also  the 
front  wheels  of  the  first  carriage,  but  without  receiving  much  damage.  The  engine 
broke  down  a  portion  of  stone  wall  fencing  about  40  yards  from  where  it  left  the  rails. 
In  the  mineral  train  the  rear  van  and  three  waggons  were  more  or  less  broken  up. 

Description. 

At  Barassie  junction  the  lines  to  and  from  Kilmarnock  and  the  Troon  Harbour 
branch  join  the  lines  between  Glasgow  and  Ayr.  The  points  and  signals  are  properly 
interlocked,  the  signal-cabin  being  situated  on  the  west  of  the  line,  close  to  the  facing- 
points  on  the  down  line. 

The  down  home-signals  are  120  yards  south  of  the  cabin,  and  the  down  distant- 
signal  is  480  yards  south  of  the  down  home-signals.  Troon  station  is  1  mile  4  chains 
south  of  the  junction,  and  the  line  for  a  short  distance  south  of  Troon  to  the  junction 
is  perfectly  level  and  straight.  The  next  station  south  of  Troon,  and  2  miles  38  chains 
from  it,  is  Monkton ;  then  Prestwick,  74  chains  south  of  Monkton  ;  and  then  comes 
Palkland  junction  (from  which  the  mineral  train  started),  two  miles  south  of  Prestwick. 
Troon,  Monkton,  and  Prestwick  were  at  the  time  of  the  collision  provided  only  with 
distant-signals,  and  block  working  was  not  in  force. 

The  collision  occurred  at  11.22  p.m.  150  yards  outside  Barassie  junction  down  home- 
signals,  or  330  yards  inside  the  down  distant-signal. 

Evidence. 

1.  Robert  Crato/ordy  gpods  porter  at  Troon  since  the  hours.  I  work  block  to  Irvine,  but  not  in  any  other 
middle  of  October,  previously  goods  porter  at  Kilmar-  direction.  I  knew  nothing  about  how  the  express 
nock  for  four  years. — I  was  on  duty  on  the  night  of  train  was  running  and  had  asked  the  goods  guard  of 
the  12th  instant,  in  charge  of  the  signals.  I  remember  the  train  leaving  Ayr  at  10  p.m.  if  he  knew.  He  said 
the  goods,  train  passing  at  11.18  p.m. ;  the  signal  was  they  could  not  get  any  news  of  it  at  Daillie  when  they 
off  i^r  it,  and  I  put  it  to  danger  when  it  was  past.  I  left  Falkland  junction.  I  shunted  this  train  on  to  the 
knew  nothing  about  the  passenger  train,  which  was  up  line  to  wait  till  the  express  passed.  I  next  asked 
over  due,  till  I  saw  it  coming  near  the  farmhouse  by  for  the  block  from  Irvine  for  the  main  line,  and  having 
the  over-bridge.  I  did  not  hear  it  whistle.  Seeing  that  got  it,  lowered  my  signals  for  the  express,  viz.,  the 
the  goods  train  had  passed  Barassie  distant-signal,  and  distant,  home,  and  starting  signals.  I  then  saw  a  train 
knowing  that  it  was  going  on  to  the  branch,  I  lowered  coming  in  sight  from  a  little  the  other  side  of  Troon, 
my  distant-signal  before  the  passenger  train  v^as  through  but  I  was  not  at  first  sure  what  it  was ;  but  as  soon  as 
the  bridge,  and  it  passed  at  11.20.  I  gav^  the  driver  no  it  had  passed  the  distant-signal  I  knew  it  was  the 
light  at  all.  I  was  standing  on  the  platform  with  a  mineral  train  by  the  speed.  I  allowed  the  train  to 
lamp  in  my  hand.  The  spSed  was  as  usual.  The  come  forward  with  the  signals  still  off  for  the  main 
goods  train  was  showing  good  tail  lights,  but  I  cannot  line  as  I  wanted  to  ask  news  of  the  express.  I  never 
be  certain  whether  there  were  three  or  not.  After  the  heard  the  mineral  driver  whistle  for  the  Kilmarnock 
passenger  train  passed  I  came  into  the  office  and  road,  but  I  knew  he  wanted  to  go  on  to  that  line.  I 
booked  the  time.  I  did  not  notice  the  Barassie  wanted  to  see  whether  there  was  time  for  the  mineral 
signals  to  see  whether  they  were  off  or  on.  It  was  driver  to  shunt  some  waggons  into  a  siding  leading 
a  clear  night.  I  did  not  bear  the  collision  occur,  from  the  main  Kne* before  the  arrival  of  the  express, 
and  was  not  aware  of  it  till  the  next  morning.  After  putting  the  distant-signal  up,  which  I  did,  I 
The  rule  is  to  keep  the  distant-signal  at  danger  five  believe,  as  soon  as  the  train  was  inside  it,  I  put  up  my 
minutes.  I  did  not  know  whether  the  goods  train  home  before  asking  the  mineml  driver  where  the  express 
would  shunt  while  standing  this  side  of  the  junction  was.  I  think  he  said  it  was  45  or  50  minutes  late, 
or  the  other  side  of  it.  Just  at  this  time  the  mineral  engine  broke  away  from  its 

train,  owing  no  doubt  to  the  passenger  train  having 

2.  Robert  Andrew,  signalman  10  years,  all  the  time  run  into  the  van.  I  put  the  starting-signal  to  danger 
at  Barassie  junction. — I  came  on  duty  at  6  p.m.  for  12     directly  after  the  home-signal.     The  mineral  engine 
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had  not  fully  stopped  at  the  time  of  the  coUiflion — 
which  took  place  at  11.22.  The  goods  tram  had 
arrived  at  10.31.  An  engine-keeper  was  in  the  cabin 
with  me  at  the  time. 

3.  Robert  Sillars^  signalman  at  Falkland  junction. — 
1  have  been  eight  years  employed  as  signalman,  three 
years  at  Hawkhill  junction,  three  years  at  Newton 
junction,  and  two  years  at  Falkland  junction.  On  the 
night  of  the  12th  November  I  took  duty  at  6  p.m. 
The  mineral  train,  which  is  booked  to  start  from  the 
junction  at  10.30  p.m.,  did  not  arrive  from  the  goods 
yard  until  10.43  p.m.  The  train  was  left  in  the  goods 
branch,  and  the  engine  came  forward  and  put  off  some 
empty  waggons  in  the  sidings,  and  afterwards  went  to 
the  turntable  to  get  turned.  On  arriving  from  the 
turntable  the  fireman  stepped  off  and  asked  me  if  the 
boat  train  had  passed  yet  ?  I  replied  that  it  had  not 
passed,  that  it  was  45  minutes  late.  He  asked  if  I 
would  allow  them  to  get  away  in  advance,  and  I 
replied  yes.  I  lowered  the  home-signal  for  the 
mineral  train  at  10.54  p.m.,  and  the  rear  of  the  train 
passed  the  cabin  at  10.57  p.m.  I  did  not  see  the 
guard  in  charge  of  the  mineral  train  until  the  break 
was  passing  the  cabin,  when  I  handed  him  a  circular 
r^arding  a  special  train.  At  10.34  p.m.  I  got  a  telegraph 
message  from  Daillie  station  stating  that  the  8.15  p.m. 
passenger  train  had  passed  there  at  10.30  p.m.,  45 
minutes  late.  At  11  p.m.  I  received  a  message  from 
Dairy mple  junction  stating  that  the  8.15  p.m.  passenger 
train  had  passed  there  at  10.57  p.m.,  44  minutes  late. 
The  passenger  train  passed  here  at  11.12  p.m.,  44 
minutes  late.  My  out>door  signals  were  all  clear  for 
this  train,  I  being  warned  of  its  approach  from  Newton 
jimction.  The  block  telegraph  is  in  operation  between 
Falkland  and  Newton  junctions,  the  distance  between 
them  being  less  than  half'  a  mile.  I  exhibited  no  hand- 
signal  to  the  driver  of  the  passenger  train  when  he 
passed.  I  am  aware  that  it  is  my  duty  to  inform  the 
guards  of  mineral  and  goods  trains  as  to  the  running  of 
passenger  trains,  and  I  do  so  daily,  and  intended  to 
inform  the  guard  of  the  mineral  train  on  the  night  in 
<luestion  wheri  the  van  passed  the  cabin  ;  but  when  he 
asked  me  the  question  regarding  the  circular  which  1 
handed  to  him  I  forgot  it  for  the  moment,  and  when 
it  returned  to  my  memory  the  van  was  too  far  away 
for  the  guard  to  hear  me.  There  was  an  interval  of 
15  minutes  between  the  departure  of  the  mineral  train 
and  the  passing  of  the  passenger  train. 

4.  Kenneth  Kerr^  signalman  at  Prestwick  station. — 
1  have  been  employed  at  this  station  as  signalman  for 
the  last  12  months;  previous  to  that  I  was  a  con- 
siderable time  employed  as  platform  porter  at  Dum- 
fries. I  had  charge  of  the  signals  on  the  night  of  the 
1 2th  November,  having  taken  duty  at  noon  of  that 
day.  The  night  was  clear,  with  a  strong  easterly 
wind  blowing.  The  10.30  p.m.  mineral  train,  Ayr  to 
Hurlford,  passed  this  station  with  clear  signals  at 
11.8  p.m.,  running  at  the  usual  rate  of  speed.  I 
put  the  down  distant-signal  to  danger  when  the 
engine  of  the  train  had  passed  it,  and  it  remained 
i  u  that  position  for  fully  six  minutes,  when  I  turned 
it  off  to  clear.  When  the  mineral  train  passed,  I 
looked  through  the  office  window  from  the  outside, 
and  took  the  time  from  the  inside  dock,  and  it  was 
11.8  p.m.  I  did  not  leave  the  platform  from  the 
time  the  mineral  train  passed  until  I  turned  off  the 
distant-signal,  when  I  returned  to  the  office  and  re- 
corded the  time  in  the  train  book,  and  I  had  only 
been  a  few  minutes  there  when  I  heard  the  passenger 
train  approaching.  I  hurried  out  of  the  office  with 
the  intention  of  exhibiting  a  caution  hand-signal  to 
the  driver,  but  I  was  too  late,  the  train  passing  just 
as  1  reached  the  platform.  I  looked  at  the  outside  of 
the  clock  this  time,  and  it  was  then  11.16  p.m.  The 
direction  in  which  the  wind  was  blowing  prevented 
me  from  hearing  the  approach  of  the  train  any 
earlier.  The  passenger  train  is  due  to  pass  the 
station  at  10.29  p.m.  At  10.20  p.m.  I  received  a 
message  from  A}t,  stating  that  the  passenger  train 


was  48  minutes  late  leaving  Girvan,  and  it  passed  this 
station  47  minutes  late.  I  also  recollect  that  on  this 
date  there  was  a  difference  of  two  minutes  between 
the  inside  and  the  outside  of  the  station  clock  ;  the 
inside  hands  were  two  minutes  in  advance  of  the  out- 
side ones.  I  took  the  tune  of  the  parsing  of  the 
mineral  train  from  the  inside,  and  the  time  of  the 
passing  of  the  passenger  train  from  the  outside,  there- 
fore had  I  recorded  the  time  when  the  mineral  train 
passed  from  the  outside  dial  it  would  have  been  11.6 
instead  of  11.8,  ae  the  train  time  book  shows.  The 
outside  hands  recorded  the  correct  time,  and  my  reason 
for  taking  the  time  from  the  inside  was  that  m)m  the 
place  where  I  was  standing  when  the  mineral  train 
passed  I  had  only  to  turn  round  to  see  the  inside  face 
of  the  clock  through  the  office  window,  and  I  had 
forgotten  at  the  time  that  there  was  a  difference 
between  them.  This  discrepancy  of  the  time  between 
the  inside  and  the  outside  of  the  clock  did  not  come 
to  my  recollection  till  the  second  day  after  the  collision. 
I  know  thtit  10  minutes  is  the  stated  interval  at  which 
a  goods  or  mineral  train  is  to  be  allowed  to  precede  a 
passenger  train,  and  my  explanation  for  not  shunting 
the  mineral  train  is  that  I  considered  it  had  sufficient 
time  to  be  dear  at  Barassie  junction,  and  there  would 
have  been  nine  minutes  of  an  interval  if  the  train  had 
been  running  to  the  tdegraphed  time. 

5.  William  Edington^  signalman  at  Monkton  sta- 
tion.— I  have  been  employed  as  signalman  at  this 
station  for  the  last  eight  months,  previous  to  that  time 
I  was  5i  years  at  Lynedock  Street  station,  Greenock, 
one  year  employed  as  signalman,  one  year  as  porter, 
and  3^  years  as  ticket  collector  ;  I  was  also  two  years 
at  Greenock  Harbour,  employed  as  number  taker.  On 
the  night  of  the  12th  I  was  in  charge  of  the  signals 
at  this  station,  the  10.30  p.m.  mineral  train  from  Ayr 
passed  at  the  usual  rate  of  speed  at  11.10  p.m.,  I 
turned  the  signal  to  danger  behind  this  train,  and  it 
remained  in  that  position  until  11.16  p.m.  when  I 
turned  it  off.  I  knew  that  the  8.15  p.m.  passenger 
train  from  Stranraer  had  not  passed,  but  I  had  no 
means  of  knowing  how  much  this  train  was  late,  it  is 
booked  to  pass  this  station  at.  10.31  p.m.  I  was  on 
the  platform  and  heard  the  passenger  train  approaching 
and  I  looked  at  the  clock  to  see  what  time  had  elapsed 
from  the  passing  of  the  mineral  train,  and  whether  it 
would  be  necessary  to  exhibit  a  caution  signal  to  the 
driver,  and  as  nine  minutes  had  elapsed  I  was  of 
opinion  that  the  mineral  train  had  sufficient  time  to 
clear  at  Barassie,  and  I  exhibited  a  white  hand-signal 
to  the  approaching  train,  waving  it  gently  from  side 
to  side.  I  am  quite  certain  that  I  recorded  the  correct 
time  in  the  train  time  book  of  the  passing  of  l)oth 
trains,  as  was  shown  by  the  station  clock,  which  is 
regulated  daily  by  the  guard  of  the  10.35  a.m.  train 
fix>m  Glasgow  ;  I  am  aware  that  10  minutes  is  the 
interval  stated  in  the  rules  at  which  a  passenger  train 
is  to  be  allowed  to  follow  a  goods  train,  and  I  do  not 
recollect  of  having  on  any  previous  occasion  violated 
this  rule.  The  tail  lights  of  the  mineral  train  were 
burning  brightly  when  it  passed. 

6.  George  Bichmond^  minend  driver  4f  years. — 
I  started  from  Falkland  junction,  Ayr,  with  the 
10.30  p.m.  train  for  Kilmarnock.  We  left  at  about 
10.55  or  ^^  having  been  late  in  arriving.  I  heard 
that  the  express  train  was  45  minutes  late,  it  being 
due  to  pass  Falkland  junction  about  10.28,  and  I  thus 
thought  I  was  at  least  15  minutes  in  front  of  it,  and  that 
there  would  be  time  to  get  off  the  main  line  at  Bar- 
assie junction,  six  miles  off,  before  it  overtook  us. 
Rule  115  says  that  mineral  trains  should  he  shunted 
10  minutes  before  fast  passengers  are  due.  I  could 
have  shunted  at  Prestwick,  Monkton,  or  Troon,  but 
received  no  instructions  to  do  so  from  the  guard,  and 
got  dear  signals  all  the  way  along.  I  left  Falkland 
junction  by  signal  with  12  loaded  and  30  empty 
waggons,  and  a  break-van.  The  fireman  only  was  on 
the  engine.  We  had  some  waggons  to  leave  at 
Barassie.  The  distant-signal  was  off  as  we  approached 
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Troon,  and  as  we  approached  Barassie  I  saw  all 
three  signals  off  for  the  main  line.  I  whistled  twice 
for  the  branchy  once  at  the  distant-signal  and  once 
between  the  home  and  distant  signals,  my  wish  being 
to  get  on  at  once  to  the  bratach  ont  of  the  way  of 
the  express.  Had  this  not  been  so  I  should  ha^e 
been  content  with  the  signals  as  they  were,  as  I  had 
to  shunt  into  a  siding  joining  the  main  line,  on  the 
Glasgow  side  of  the  junction.  The  wind  was  blowing 
strong  away  from  the  signal-cabin  towards  Troon. 
I  did  not  notice  when  t^e  signab  were  put  up  to 
danger.  I  was  drawing  in  slowly,  and  let  my  engine  run 
over  the  junction  points,  not  being  sure  what  informa- 
tion the  signalman  might  have  got,  and  I  was  all  but 
stopped  when  the  coUision  oc<nuTed.  It  caused  my 
engine  and  two  waggons  to  break  away  from  the  rest 
of  the  train.  We  were  struck  just  as  the  signalman 
spoke  to  me.  He  said  he  had  thought  my  train  was 
the  passenger  train. 

7.  Joseph  Bellf  fireman  two  years. — Agrees  with 
the  driver's  evidence,  and  adds  that  he  saw  the  porter 
at  Troon  by  the  office  door. 

8.  Robert  Hogg^  goods  goard  &v^  years. — I  started 
firom  Falkland  junction  with  a  train  of  42  waggons 
and  a  van,  having  first  to  stop  at  Barassie.  We  left, 
half  an  hour  late,  at  1 1  p.m,  not  knowing  whether  or 
not  the  express  had  passed,  but  believing  it  had  ()assed. 
Not  knowing  this  I  gave  the  driver  no  instructions  to 
shunt  We  got  clear  signals  along  the  road,  but  at 
Barassie  they  were  off  for  the  main  line.  I  heard  the 
driver  whistle  twice  for  the  branch  when  the  whole 
train  was  inside  the  distant-signal,  but  the  signals  were 
not  altered.  I  could  not  say  wheUier  the  distant-signal 
was  put  to  danger,  but  the  home-signal  was  off  for  the 
main  line  when  the  passenger  train  struck  my  train. 
We  were  a  good  bit  inside  the  distant-signal  when 
Assistant  Guard  Wilson  happened  to  look  round  and 
said  there  is  something  coming,  upon  which  we  both 
jumped  out  at  opposite  doors.  The  centre  of  the  pas- 
senger train  was  about  opposite  to  us  when  it  stopped. 
Its  speed  appeared  high,  ours  was  about  four  or  five 
miles  an  hour.  We  were  neither  of  us  hurt.  I  heard 
no  whistle  from  the  passenger  train.  I  could  not  say 
whether  any  means  were  being  taken  to  stop  the 
passenger  train.  I  had  on  one  tail  lamp  and  two  side 
lamps  at  the  front  end  of  the  van.  They  were 
knocked  out  by  the  collision.  About  six  waggons 
were  more  or  less  damaged,  the  van  was  knocked  to 
pieces.  I  am  aware  that  by  rule  207  I  am  responsible 
for  shunting  out  of  the  way  of  a  passenger  train.  I 
am  sure  the  lamps  were  all  burning  when  the  collision 
occurred. 

9.  WiUiam  ^Ff^on,'goods  guard  10  months,  assistant 
guard  with  mineral  train. — ^Agrees  with  Hogg's 
evidence. 

10.  William  fiicKnight^  guard  12  months,  goods 
guard  nine  years. — ^I  started  from  Stranraer  at  9.3  p.m., 
48  minutes  late,  waiting  for  the  Lame  steamer,  which 


was  late  owing  to  stormy  weather.  The  ti'ain  consisted 
of  engine  and  tender,  second-class  carriage,  two  com- 
posites, and  a  break-van,  in  which  latter  I  was  alone. 
We  last  stopped  at  Ayi-,  and  left  it  at  11.10  p.m., 
45  minutes  late,  with  about  20  passengers.  The 
signals  were  cleai'  all  along  the  road,  including  the 
distant  and  home-signal  at  Barassie.  I  did  not  observe 
any  hand-signal  at  Troon,  as  the  smoke  and  steam 
was  blowing  across,  it  being  pretty  windy.  I  knew 
of  no  impediment  being  in  the  way  till  we  struck  the 
mineral  train.  Our  speed  on  passing  Troon  was  40 
miles  an  hour,  and  I  noticed  no  check.  I  was  sitting 
on  the  seat  looking  out  on  the  left-hand  side,  but  saw 
nothing  of  the  tail  lights  of  the  mineral  train,  nor 
any  signal  put  to  danger.  My  head  was  a  little  cut 
by  hitting  it  against  the  side  of  the  van.  I  was  off 
duty  a  few  days.  I  do  not  know  the  time  of  the 
collision,  having  been  stunned  for  a  few  minutes.  The 
front  wheels  of  the  second-class  carriage  were  off  the 
rails.  I  did  not  observe  Bfurassie  distant-signal  after 
passing  Troon. 

11.  Robert  Fraser^  driver  about  24-  years. — I  was 
driving  a  4-coupled  6-wheeled  engine  and  6-wheeled 
tender,  provided  -(nth  the  usual  tender  break;  but 
there  were  no  continuous  breaks  on  the  train.  We 
left  Stranraer  about  9.5  p.m.  Nothing  unusual  oc- 
curred up  to  Ayr.  After  leaving  Ayr  we  got  dear 
signals  aJl  the  way.  The  Troon  signal  was  off  as  I 
approached  it,  and  I  got  a  white  signal  waved  to  me 
from  Troon  platform.  I  first  saw  Barassie  signals 
about  Troon  bridge,  all  three  off  for  the  main  line.  I 
kept  sight  of  them  all  the  way  along,  and  I  did  not  see 
one  of  them  changed  up  to  the  time  of  collision.  On 
coming  very  near  the  distant-signal  I  saw  at  first  two 
and  then  three  red  tail  lights,  looking  a  long  distance  ofi^ 
not  at  all  this  side  of  the  junction.  On  seeing  them  I 
reversed,  I  believe,  Jigainst  steam,  and  whistled  twice 
for  the  breaks.  My  fireman  got  to  his  break,  and  I 
believe  speed  was  reduced  from  40  to  20  miles  an  hour 
before  we  struck.  The  mineral  van  was  in  motion.  I 
saw  the  two  guards  jump  out  j  ust  before  we  struck.  We 
neither  of  us  attempted  to  jump  off.  The  engine  went 
off  the  road  to  the  left  (and  also  the  tender  slightly) 
and  broke  down  the  stone  fence.  I  was  thrown 
about  on  the  foot-plate  as  also  the  fireman.  I  was  not 
much  hurt,  and  was  only  one  day  off  duty.  No 
couplings  gave  way.  I  at  first  thought  that  ];he  red 
lights  were  on  the  other  road,  but  this  was  only  for  a 
moment.  The  wind  was  blowing  right  along  the  line, 
and  it  might  have  been  the  smoke  of  the  mineral  engine 
that  prevented  my  seeing  the  tail  lights  as  soon  as  I 
might  have  done. 

12.  George  Bailiey  fireman  six  years. — ^I  agree  with 
the  driver's  evidence,  except  that  I  saw  no  red  tail 
lights,  though  I  did  see  the  white  lights  of  a  train 
on  the  other  line.  I  could  not  tell  whether  I  got  my 
break  on  or  not.  I  was  thrown  against  the  fire-box 
but  was  not  hurt,  and  have  not  been  off  duty.  I 
stood  on  the  left  side  of  the  engine.  I  had  not  been 
firing  since  passing  Troon  distant-signal. 


Conclusion. 

The  immediate  cause  of  this  collision  was  neglect  of  duty  on  the  part  of  Goods 
Porter  Crawford,  who  when  in  charge  of  the  signals  at  Troon  on  the  night  of  the 
12th  instant,  took  off  the  down  distant-signal  for  the  express  train,  although  he 
acknowledges  that  the  mineral  train  had  passed  Troon  only  two  minutes  hefore  the 
express  train,  the  rule  being  to  keep  the  distant-signal  at  danger  for  five  minutes 
after  the  passing  of  a  train,  and  to  show  a  caution  hand-signal  for  a  further  five 
minutes.  The  only  excuse  that  Crawford  makes  for  the  gross  violation  of  this 
rule  is  that  when  he  saw  the  express  train  coming  he  noticed  that  the  mineral  train 
had  passed  the  junction  distant-signal,  and  concluded  that  it  would  have  passed  on  to 
the  Kilmarnock  branch  before  the  express  train  reached  the  junction  (about  a  mile 
from  Troon).  As  the  night  was  perfectly  clear  he  might  have  seen,  had  he  looked, 
that  the  junction  down  home-signal  was  off  for  the  main  line  and  not  for  the  branch, 
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and  also  that  the  mineral  train  was  pulling  up  at  the  junction,  where  it  was  in  the 
habit  of  shunting,  and  upon  these  two  points  he  ought  to  have  made  himself 
thoroughly  informed  before  venturing  to  give  an  all-right  signal  to  the  express  train. 

Next,  there  was  want  of  prudence  on  the  part  of  Signalman  Andrew  at  Barassie 
junction,  who,  in  ignorance  as  to  where  the  express  train  (running  nearly  46  minutes  late) 
was,  stopped  the  mineral  train  on  the  main  line  with  the  signals  off,  to  make  inquiries 
of  the  wJiereabouts  of  the  express,  instead  of  hurrying  the  mineral  train  on  to  the 
Kilmarnock  branch. 

Edington,  signalman  at  Monkton,  also  transgressed  the  company's  rules  in  not 
giving  the  driver  of  the  express  train  a  caution  hand-signal,  although  it  passed 
Monkton  only  ninQ  minutes  after  the  mineral  train. 

Kerr,  signalman  at  Prestwick,  is  still  more  to  blame  than  Edington,  for  he  knew  by 
telegraph  how  late  the  express  was  running,  and  when  he  decided  not  to  shunt  the 
mineral  train — which  passed  only,  as  he  thought,  nine  minutes  in  advance  of  the 
telegraphed  time  of  the  express — the  least  he  should  have  done  was  to  have  made  sure  of 
bfeing  on  the  platform  to  give  the  driver  a  caution  signal,  instead  of  being  in  the  office 
when  the  train  passed. 

SiUars,  tjie  signalman  at  Falkland  junction,  showed  great  want  of  judgment  in 
allowing  the  mineral  train  to  start  only  16  lainutes  in  front  of  the  telegraphed  time  of 
the  express  train,  and  he  was  also  much  to  blame  for  not  having  informed  the  guard 
of  the  mineral  train  as  to  how  the  express  train  was  running. 

I  hardly  think  the  driver  of  the  express  train  can  have  been  keeping  a  particularly 
good  look-out  after  passtng  Troon  station,  or  on  a  perfectly  straight  line  and  clear 
night,  he  must  have  seen  the  red  tail  lights  on  the  van  of  the  mineral  train  long  before 
he  did.  Seeing  the  junction  home  and  distant- signals  off,  as  he  thought,  for  his  train, 
no  doubt  threw  him  off  his  guard,  but  still  nothing  can  excuse  drivers  for  not  keeping 
a  most  careful  look-out  when  approaching  junctions. 

This  collision  would  have  been  prevented  had  the  traffic  been  worked  on  the 
absolute  block  system.  Preparations  were  being  made  for  introducing  it  at  the  time  of 
the  collision,  and  if  not  already  introduced,  it  will  be  very  shortly  on  this  part  of  the 
Glasgow  and  South- Western  Railway. 

A  good  continuous  break  under  the  driver's  control  would  have  also  mitigated  the 
effects  of  the  collision,  had  it  not  entirely  prevented  it. 

I  have,  &c., 
The  Secretary y  C.  S.  Hutchinson, 

{Railway  Department y)  Major-- General  It.E. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  28th  December  1878. 


GREAT  EASTERN  RAILWAY. 


Sir,  Norwich,  2nd  January  1879.  ^ 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in. 
compliance  with  the  instructions  contained  in  the  Order  of  the  21st  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  accident  which  occurred 
on  •  the  26th  November,  near  Middle  Drove  station,  on  the  Lynn  and  Wisbeach  line 
of  the  Great  Eastern  Railway. 

In  this  case,  as  the  1.56  p.m.  up  passenger  train  (consisting  of  engine  and  tender, 
four  coaches,  a  guard's  van,  and  a  carriage  truck)  from  Lynn  for  March  was  pro- 
ceeding  on  its  journey,  the  third  and  fourth  coaches  from  the  engine  left  the  rails 
about  280  yards  on  the  up  side  of  Middle  Drove  station  (where  the  train  had  not 
stopped),  the  train  being  brought  to  a  stand  in  a  distance  of  450  yards  from  where 
the  vehicles  first  left  the  rails,  without  any  couplings  having  been  broken. 

Three  passengers  have  made  complaints  of  having  been  injured. 

In  the  two  coaches  which  left  the  rails,  five  axle-boxes  and  two  footboards  were 
broken. 

In  the  permanent-way,  one  rail  (where  the  carriages  first  left  the  line)  15  feet 
long  was  broken  into  seven  pieces ;  60  chairs  were  broken ;  and  one  sleeper  was  cut 
in  halves. 
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Description. 

In  the  immediate  locality  of  this  accident  the  line  (which  is  single)  is  perfectly 
straight  and  practically  leyel.  The  permanent-way  consisted  at  the  time  of  the 
accident  of  douhle-headed  wrought-iron  rails  in  15-feet  lengths,  which  weighed  originally 
65  Ihs.  to  the  yard,  and  were  laid  ahout  33  years  ago ;  they  have  since  been  turned 
several  times ;  they  were  originally  fixed  in  joint  chairs,  but  in  1868  were  fished 
at  the  joints.  The  chairs  were  of  cast-iron,  weighing  23  lbs.,  and  the  sleepers — some 
half-round,  and  others  rectangular — measured  9  feet  X  9  inches  X  5.  inches,  there 
being  five  sleepers  to  each  rail  length. 

The  line  was  being  relaid  with  new  steel  rails  at  the  time  of  the  accident,  and  the 
relaying  operations  had  then  extended  nearly  to  the  spot  where  the  accident  took 
place.  Since  the  accident  the  whole  of  the  old  rails  on  this  part  of  the  line  have 
been  replaced  by  new  steel  rails. 

Uvidence. 


]  •  John  Houghton,  foreman  platelayer  from  the  99th 
to  the  102nd  mile,  including  the  length  between 
Middle  Drove  and  Smeeth  Road  stations. — I  had 
walked  my  length  about  8  a.m.  on  the  morning  of  the 
accident.  I  observed  nothing  wrong  at  the  spot 
where  the  rail  was  afterwards  found  broken.  A 
relaying  gang  of  some  16  or  17  men  were  working 
all  the  morning  on  the  Middle  Drove  side  cf  the 
broken  rail,  there  being  only  about  40  feet  from  where 
the  relaying  then  ended  to  the  broken  rail.  The 
local  up  goods  train  passed  the  spot  about  half  an 
hour  before  the  passenger  train.  Nothing  attracted  my 
notice  with  that  train.  I  have  no  reason  to  think 
that  the  goods  train  brbke  the  rail.  The  goods  train 
passed  at  a  speed  of  about  20  or  25  miles  an  honr,  the 
state  of  the  relaying  permitting  such  a  speed.  I  am 
not  aware  that  anyone  passed  over  the  position  of  the 
broken  i-ail  after  the  goods  train  passed  and  previous 
to  the  passenger  train  passing.  The  passenger  train 
approached  at  a  speed  of  20  or  25  miles  an  hour, 
steam  having  been  shut  off  about  a  quarter  of  a  mile  on 
the  other  side  of  Middle  Drove  station.  I  did  not 
notice  the  train  irfter  it  had  passed,  but  was  attracted 
by  a  crash  as  the  train  crossed  the  bridge  about 
200  yards  from  the  broken  rail,  and  on  looking  forward 
I  saw  part  of  the  train  off  the  rails.  I  then  went  on 
towards  the  train,  and  as  1  passed  along  I  saw  a 
broken  rail  on  the  left  of  the  line;  the  pieces 
were  all  then  in  the  chairs,  but  there  were  spaces 
between  some  of  the  pieces.  The  fishplates  at 
the  ends  of  the  broken  rails  were  either  broken  or 
loose.  Three  or  four  days  previously  to  this  the  fish- 
plates at  the  Lynn  end  of  the  rail  had  been  moved  to 
allow  of  a  20-ft.  closer  being  put  in,  and  the  fishplates 
were  after  this  properly  Iwltcd  with  four  iishbolts. 
I  then  went  on  and  found  all  the  planks  on  the  middle 
and  left  side  of  au  under-bridge  stripped  and  broken, 
and  the  sleepers  on  the  Wisbeach  side  of  the  bridge 
cut  in  halves  in  the  middle  of  the  4-ft.  space.  '  When  I 
came  up  to  the  train,  which  was  standing  a  little  beyond 
the  down  distant-signal,  I  found  the  two  hind  wheels 
of  the  4th  last  vehicle  were  off  the  rails  to  the  left ;  the 
3rd  last  vehicle  was  off  to  the  left  with  all  its  wheels, 
and  the  van  and  carriage  truck  were  on  the  rails.  No 
couplings  were  broken  or  disconnected.  The  50  broken 
chairs  were  distributed  along  the  whole  450  yards 
from  the  broken  rail,  mostly  on  the  left  ^ide.  I  cannot 
say  whether  I  had  turned  the  rail,  which  was  broken. 
It  looked  right  enough  as  far  as  I  could  see.  All  the 
broken  pieces  had  fresh  surfaces.  The  top  was  smooth, 
but  the  bottom  was  spread. 

2.  George  WUmoty  labourer,  employed  in  relaying 
near  Middle  Drove  the  day  of  the  accident. — ^I  was 
working  near  the  station  when  the  goods  train  passed, 
andwasat  thesame  place  when  the  passenger  train  passea. 
Hearing  a  lad  shout,  and  then  seeing  the  smoke  from  the 
engine,  I  noticed  that  part  of  the  train  was  off  the  rails. 
I  then  proceeded  with  a  trolly  to  lend  assistance,  and 
came  to  a  fractured  rail  which  was  broken  into  seven 
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pieces.  The  first  fracture  was  about  18  inches  from 
the  joint  next  the  station,  the  two  fishbolts  being 
broken  ;  then  came  five  small  pieces,  and  then  next  the 
joint  at  the  Smeeth  Road  end  was  a  piece  6  feet  long. 
I  don't  know  how  the  fishbolts  were  at  that  end.  I 
could  not  see  why  the  rail  had  broken.  We  put 
another  rail  in  at  once. 

3.  ffllliam  Emery,  labourer,  employed  in  relaying. — 
I  helped  to  replace  the  braken  rail.  The  fishMts 
were  not  broken  at  the  Smeeth  Road  end  of  it. 

4.  Isaac  Brown,  driver  18  years. — I  started  from 
Lynn  on  the  25th  idt.  with  the  1.55  p.m.  passenger 
train  for  March.  It  consisted  of  engine  and  tender, 
four  carriages,  van,  and  carriage-truck.  We  stopped 
at  Magdalen  Road,  but  not  at  Middle  Drove  station.  We 
slacked  about  a  quarter  of  a  mile  from  Middle  Drove 
station  by  permanent-way  green  signal,  on  account  of 
relaying  operations.  We  had  passed  the  station  and  were 
running  at  a  speed  from  20  to  25  miles.  I  was  standing 
on  the  right-hand  side  of  the  engine,  and  had  just  put  on 
steam,  after  having  had  it  shut  off,  when  my  attention 
was  attracted  by  the  fireman,  who  was  looking  bwJt- 
wards  on  the  left-hand  side,  and  who  said  "  Hold  on." 
I  then  looked  back  myself  and  saw  dust,  timber, 
and  ballast  fiying,  upon  whicli  I  shut  off  steam,  and 
gradually  stopped  with  the  aid  of  the  tender-break. 
I  did  not  reverse,  but  only  put  my  lever  into 
middle  ge^r.  I  felt  nothing  to  indicate  that  I  had  run 
over  a  broken  rail,  but  only  the  difference  between 
passing  from  new  on  to  old  rails.  I  stopped  a 
little  beyond  the  down  distant-signal.  I  did  not 
go  back.  1  did  not  observe  anything  particular  in 
passing  over  the  bridge.  I  did  not  notice  asy  large 
quantity  of  smoke  issuing  from  the  funnel,  but  my 
mate  had  been  recently  firing. 

5.  William  Cave,  fireman  1 1  years,  certified  to  act 
as  driver. — The  driver  shut  off  steam  a  short  distance 
before  reaching  Middle  Drove,  and  we  passed  the 
station  at  a  speed  about  20  miles  an  hour.  I  put  my 
break  on  at  the  time.  I  felt  nothing  as  I  passed  the 
spot  where  the  rail  was  afterwards  found  broken, 
except  the  usual  feeling  in  passing  offanewon  to 
an  old  road.  We  were  running  engine  first.  I  was 
standing  on  the  leffc  side  of  the  engine,  and  on  my  mate 
putting  on  steam  on  leaving  the  new  road,  I  looked 
back  as  soon  as  I  could,  and  then  saw  that  the  van 
(as  I  first  thought)  was  off*  the  rails.  I  then  told  the 
driver  to  hold  on,  applied  my  break,  and  wo  stopped  as 
soon  as  we  could.  I  continued  to  look  back,  and  then 
saw  that  two  carriages  were  off  the  rails.  I  saw  them 
cross  the  bridge,  but  they  did  not  seem  to  oscillate  so 
much  then  as  afterwards.  I  had  last  fired  about  one 
mile  from  Middle  Drove. 

6.  Robert  Rushbrooh,  guard  14  years. — I  was  in 
charge  of  the  1.55  train  from  Lynn  for  March, 
consisting  of  four  coaches,  guard's  van,  and  caniage 
truck.    I  was  alone  in  the  van.   We  started  punctuaSy 
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and  were  running  to  time.    Our  speed  through  Middle  bridge)  stmck  the  left  side  of  the  vao  ;  the  van  then 

Drove  was  from  20  to  25  miles  an  hour,  having  been  got  buffer  locked,  and  jumped  about  a  good  deal  till 

slacked  for  relaying.    At  the  end  of  the  relaying  I  it  stopped.     The  coupUngs  and  side  chains  were  all 

felt  a  fearful  jerk,  and  at  first  thou^tmj  ran  was  off  the  right;    there  were  six  wheels  of' two  carriages  off 

rails.    I  at  once  applied  by  br^k,  and  then  looked  the  ndls.    The  train  stopped  at  2.14,  and  the  Me  wad 

ahead,  when  a  piece  of  timber  (I  believe  from  the  cleared  at  4, 

Conclusion. 

There  is  every  reason  to  believe  that  this  accident  is  attributable  to  a  broken  rail 
on  the  east  side  of  the  single  line,  280  yards  on  the  up  side  of  Middle  Drove  station. 
After  the  accident  this  rail,  originally  15  feet  long,  was  found  broken  into  seven  pieces, 
the  shortest  about  nine  inches,  and  the  longest  about  six  feet  in  length;  these  two 
pieces  were  the  only  ones  forthcoming  at  the  inquiry,  the  remainder  having,  it  is 
stated,  been  sent  to  the  scrap  heap.  It  is  to  be  regretted  that  all  the  pieces  luul  not 
been  kept,  as  a  sounder  judgment  could  then  have  be^  formed  of  the  state  of  the 
rail.  The  shorter  of  the  two  pieces  (which  was  stated  to  have  been  the  second  from 
Middle  Drove)  had  its  top  end  next  Middle  Drove  bevelled  off,  denoting  that  it  had  been 
passed  overj  after  fracture,  by  a  number  of  heavy  vehicles ;  as  the  bevelling  was  more 
than  would  have  been  produced  by  the  passage  of  the  vehicles  of  the  passenger  triEdn,  sup- 
posing the  rail  had  been  broken  by  its  engine.  It  is  therefore  probable  that  the  engine 
of  the  previous  goods  train,  which  had  a  weight  of  nearty  12  tons  on  its  heaviest  pair 
of  wheels,  broke  the  rail  at  any  rate  at  this  one  spot,  and  that  the  bevelled 
surface  was  produced  by  the  passage  of  the  waggons  of  the  goods  traiA.  The 
engine,  tender,  two  vehicles^  and  the  front  wheels  of  the  third  vehicle  of  the  pas- 
senger train  passed  in  saf eiy,  but  the  rail  then  appears  to  have  got  displaced  and, 
probably,  further  broken,  so  that  the  three  following  near  wheels  could  not  keep  on  it, 
though,  curiously  enough,  those  of  the  two  last  vehicles  (a  van  and  carriage  truck)  were 
not  thrown  off.  The  train  was  then  brought  to  rest  in  a  distance  of  460  yards  without 
further  mischief  having  occurred.  It  was  most  fortunate  that  the  couplings  held  in 
the  way  they  did,  or  otherwise,  in  passing  across  the  open  planking  (which  was 
destroyed)  of  an  under  stream  bridge  200  yards  from  the  broken  rail,  a  most  serious 
accident  would  have  occurred. 

The  cause  of  fracture  of  the  rail  is  not  far  to  seek.  It  was  laid  33  years  since,  and 
then  weighed  only  66  lbs.  to  the  yard.  Since  this  time  it  had  been  turned 
several  times,  and  must  have  lost  a  great  portion  of  its  original  elasticity,  though, 
strange  to  say,  its  weight  (judging  trom.  the  two  existing  pieces)  had  been  reduced 
only  about  3^  lbs.  per  yard.  It  was  evidently  no  longer  fitted  to  bear  the  weight  of 
the  heavy  engines  that  are  now  running  on  the  line. 

I  am  informed  that  there  are  stiU  13  or  14  miles  of  the  same  section  and  age  of 
rail  in  the  eight  miles  of  double-line  between  March  and  Wisbeach,  and  that  of 
these,  six  rails  have  been  broken  in  the  past  six  or  seven  months.  No  time  should 
certainly  be  lost  in  relaying  this  part  of  the  line  before  the  occurrence  of  some 
still  more  serious  accident  than  the  present  again  draws  attention  to  the  worn-out 
condition  of  the  rails. 

I  have,  &c.. 

The  Secretary,  0.  S.  Htjtchinsgn, 

(Railway  Department,)  Board  of  Trade.  Major- General,  R.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  30th  January. 


GREAT  NORTHERN  RAILWAY  OF  IRELAND. 

Sir,  ....  .     Dublin,  6th  Noyember  1878. 

In  compliance  with  the  instructions  contained  in  your  minute  of  the  22nd 
ultimo,  I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circiunstanoes  which  attended  the  collision  that  occurred 
on  the  11th  ultimo  at  Navan  station  on  the  Great  Northern  Railway  of  Ireland* 

The  5  p.m.  express  train  from  Dublin  to  Navan  vifi.  DroghecUi  ran  into  a  special 
train  of  waggons  that  was  being  shunted  at  the  station. 

Some  passengers  are  reported  to  have  been  shaken,  and  the  guard  of  the  passenger 
train  was  knocked  down  senseless  in  his  van  and  <jut  in  the  forehead  .  The  fireman 
was  slightly  hurt.  ^rf 
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^he  engines  of  both  iarsdns  a;nd  one  passenger  carriage  were  ^ghtly  damaged,  but  no 
vehicles  left  the  rails. 

:  The  railway  is  a  single  line.  It  approaches  Navan  station  from  the  south  on  a 
Gurve  of  half  a  mile  radius,  and  on  ,a  falling  gradient  of  1  in  623.  Navan  station  is 
protected  with  the  ordinary  signals.  The  down  home-signal  is  at  the  north-west  end 
of  the  station,  and  the  down  distant-signal  is  close  to  a  bridge  over  the  railway  and 
about  650  yards  from  the  homje-sigqaj.  It  can  be  weU  seen  by  an  engine-driver  coming 
from  Drogheda  for  a  mile  brfc^re  he  reaches  it.  The.  home-signal  is  seen  as  he  arrives 
at  the  bridge  where  the  distant-signal  is,  and  for  about  240  yards  after  passing  the 
bridge.  It  is  then  hidden  for  thp.nexjt.lOO  yards  by  the  ventilator  on  the  engine  shed, 
when  it  again  comes  in  sight  for  the  rest  of  the  way  up  to  the  station.  There  are  three 
sidings  at  each  side  of  the  railway  at  the  south-east  end  of  Navan  station. 

On  the  day  of  the  coUision  there  was  a  large  cattle  fair  at  Navan,  and  several  special 
trains  were  run  in  consequence.    The. evidence  is  s^  follows  : — 

Emdence. 


1.  James  Shmyryr  sigaalmaii  and  pmntsnuui  on 
duty  fiX  Navan  jstation  on  the  llti^  Ootober.---<2MnQ  on 
duty  9^  4.30  a.m.  About  6.30  p4n.  a  goods  train 
arrived  from  Drog^iedH.  I  lowered  the  down  distant- 
signal  for  the  go(^  to  enter  the  station.  The  wheel 
that  wDcks  the  signal  iscloee  to  my  cabin,  which  is;  at 
tiie  south  side  of  the-  line^  about  150  yanis  £roin  the 
east  end  of  iiio  station  platform,  and  about  IXX)  ya^ 
from  the  points  which  I  was  holding  for  the  goods 
train  to  push  back  into  the  siding  next  my  cabin  at 
the  south  side  of  the  station.  The  goods  engine  had 
been  pbced  at  the  I^ro^lied^  end  of  the  train  to  do 
thi^  shuflting.  The  goods  train  consisted  of  about  20 
waggons  at  this  time.  It  consisted  of  about  35  wajggons 
wtten  it  arrived  ftt  Navan  from  Drogheda.  As  the 
goods  train  was  pushing  back  at  a  spieed  of  about  three 
miles  an  hour  the  ejcpress  passei^e?  tcainytdue  to  leave 
Drogheda  at  6.10  p.m.  and  to  arrive, at  Navan  at  . 
6.42  p.m.,  arrived  and  ran  into  the  engine  of  the 
goods  train.  I  thinks  this  occnrred  abont  7i20  p.m. 
My  down  diatant-rsignal  was  at  di^ager  against  th&  . 
express  and  the  signal  ligh^  was  burning  welt  I 
have  been  about  1 4  years  iri:  company's  service,  10 
years  pointsman  and  signalman  at  Navan.  If  the  road 
^  clear  for  p^issenger  traii^s  \  always  lower  the  distant- 
sign.'il  three  or  four  minutes  before  the  trmn  is  due. 
The  gateman  works  the  home-«ignaV,  vdiich  is  west  of 
l!he  platform;.  When  the  road  is  bk>ek^^I  ke^  my 
signal  at  danger  till  it  is  clear,  and  let  the  driver  go 
on  whistling.  He  pulls  up  then 'inside  the  .^tant- 
signal,  but  he  did  not  do  so  on  the  lltli  October.  I 
generallv  have  the  road  clear  for  the  passeugeir  trains. 
It  is  not  Hie  fact  that  I  keep  my.  down^  disteiit-4dgDal^ 
at  danger  against  passenger  trains  when  the  road  is 
cleai-.  We  frequently  move  waggons  at  Navan  by 
men  pushing  them.  The  ride  of  the  sfkfation  is  to  keep 
the  signals. on  at  danger  till  th^  are  required  to  be 
lowered  for  passenger  trains.  I  have  a  shui^er  to 
assist  me  in  the  shunting  operations.  There  are  three 
sidings  at  Navan  at  each  side  of  the  main  line,  which 
is  a  single  line,  an^.th^raia  a  great  deal  of  ^oods  and 
cattle  shunting  at  Navan, .  The  11th  Oc|;ober  is  one  of 
the  largest  cattle  fairs  of  the  year  at  Navan,  and  the 
goods  train  that,  was  run  into  was  a  special  tradn. 

2.  John  Lowry^  engine*driver  of  the  special  goods 
from  Drogheda  on  the  11th  October.-^I.  arrived  at 
Navan  with  33  waggons,  a  break-van,  and  a  carriage 
abont  6.15  p.]n« «  My  engine  was  a  tcffljfter  engine.  I 
had  a  good  deal  of  rshuntiBg  at  Navap^  And  abo^t 
7.7  pjn.,  when  I  was  pushing  back  about  20  waggons 
into  the  siding  at  the  south  side  of  Navan  station,  my 
engine -was  run  into  by  l^e  engine  o£  the  express  from 
Drogheda.  I  was  moving  at  about  two  or  tiires  miles 
an  hour  at  the  time.  I  think  aboui  10  of  iny  waggons 
had  passed  through  the  points  into  the  siding  when 
the  express  engine  struck  my  engine.  Nothing  in 
either  train  was  knocked  off  the  rails,  but  the  buffers 
and  buffer-plank  of  my  engine  were  broken.  No 
waggons  were  damaged.    I  have  been  a  driver  with 
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the  company  about  12  years.  The  express  was  running, 
X  think,  12  or  15  milee  an  hour  when  it  struck  my 
engine.  As  soon  as  I  saw  the  express  W9as  not  going 
to  pull  up  I  gave  my  engine  full  steam  to  get  out  of 
the  way.  The  down  distant-signal  was  at  danger 
against  the  express  and  the  light  was  burning  brightly. 
My  fireman  was  with  me  on  the  engine.  Sherry  was 
holding  the  siding-points.  I  had  a  fixed  white  light 
on  the  right  buffer  of  my  engine  and  a  red  hand-lamp 
in  my  hand,  which  I  was  holding  up  to  warn  the 
driver  of  the  express.  I  opened  my  whistle  to 
attract  his  attentiim*  Be  ^fia  abont  50  or  ^  yards 
inside  the  bridge  at  the  time.  The  rule  is  to  stop 
outside  the  bridge  if  the  danger-signal  is  at  danger. 
The  signal  is  just  inside  the  bridge.  After  stopping 
we  puU  in  tiU  we  see  the  pointsman,  if  the  road  is 
clear,  and  then  we  aot  according  to  the  signal  he  gives 
.  us  with  his  flag  by  day  and  his  lamp  by  night.  I 
'  never  found  the  distant-signal  at  danger  when  the 
road  was  elear,:but  when  the  signal  is  at -danger  I 
whistle  as  I  apph)ach  it  to  call  the  signalman's  at- 
tention.   I  and  my  fireman  remained  on  the  engine. 

3.  Thomas  Hamilly  engine-driver  of  express  on  the 
11th  October.-^I  left  Drogheda  23.  minutes  late  with 
the  express  due  to  leave  Drogheda  at  6.10  p.m.  I  had 
to  wait  fol*  the  arrival  of  a  special  train  of  cattle  from 
Navan,  as  the  railway  from  Drogheda  to  Navan  is  a 
single  line;  I  arriyed  at  the.N^van  down  distant- 
signal  about  7.8  p.m.  My  train  was  due  at  Navan  at 
6.45  p.m.  -The  down  distant-signal  was  at  danger,  it  can 
be  seen  for  a  mile.  I  did  not  pull  up  because  I  expected 
the  dgnal  to  be  lowered  when  I  sounded  my  whistle, 
which  I  did  about  a  quarter  of  a  mile  before  I  reached 
the  signal.  This  signal  had  been  frequently  at  danger 
against  me  and  had  been]  lowered  always  when  I 
whistled.  I  was  not  aware  that  there  was  a  special 
on  my  road  at  Navan  station,  but  I  knew  it  was 
liTavan  fair  day  and  I  knew  four  specials  had  arrived 
at  Drogheda.  The  speed  was  checked  by  my  fireman 
putting  on  the  tender  break,  but  X  cannot  say  exactly 
when,  I  had  shut  off  steam  about  two  nules  from 
Navan.  The  incline  falls  for  two  miles  south  into 
Navan.  I  cannot  say  what  the  gradi^it  is.  I  ran 
past  the  distant-signal  at  a  s|>eed  of  about  four  miles  an 
hour.  My  fireman  had  jumped  off  as  the  train  passed  the 
distant-signal.  I  reversed  the  engine  when  I  first  saw 
the  goods  train  in  my  road  as  I.  reached  the  distant- 
signdU  I  put  steam  against  my  engine  as  soon  as  I 
rev^-sed.  I  whistled  for  the  gultrds  breaks  about  a 
full  quarter  of  a  mile  before  I  reached  the  distant- 
signal,  but  I  could  not  stop  my  trtvin,  and  my  engine 
strudc  the  goods  engine  at  a  qieed  of  abont  four  miles 
an  hour.  I  have  been  a  driver  with  the  company 
about  25  yeai*s.  I  had  four  coaches  and  a  break- van 
on  my  train.  There  was  a  third-class  behind  the 
break-van,  whiph  was  put  on  to  accommodate  the 
erowd  in  consequence  of  its  being  fair  day.  I  did 
Hot  stop  whefn  I  saw  the  distant-signal  at  danger 
because  I  could  not  do  so;  as  I  was  running  too  fast 
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expecting  it  to  be  lowerecL     I  stopped  on  my  engine,  them.    We  Bhould  have  collisions  constantly  if  drivers 

The  buner-plank  was  broken.     I  believe  there  was  did  not  pull  up  when  the  signals  are  at  danger.    It  is 

some  damage  done  to  the  coaches.  not  customary  to  telegraph  all  trains,  but  on  that 

evening,   as    Navan   was    so    blocked  with  the  fiiir 

4.  Edioard  Clark^  fireman  of  express  on  the  1 1th  business,  I  asked  Beaupark  station  to  wire  me  when 
October. — As  my  train  approached  Navan  1  noticed  the  express  left  Beaupark,  and  I  received  the  telegri^ph 
the  distant-signal  at  danger.  I  was  about  as  far  from  from  Beaupark  about  three  minutes  before  the  express 
it  as  Navan  station  office  is  from  it.  Steam  was  off  reached  Navan.  The  road  was  being  cleared  at  the 
and  I  had  put  my  break  tight  on  at  this  time.  I  time.  Hamill  has  been  frequently  stopped  by  signal, 
cannot  say  what  speed  we  were  running,  but  we  Hamill  was  quite  sober. 

were  not  going  fast.    I  cannot  say  that  I  had  ever 

run  faster  than  the  train  was  going.    I  have  been  a'  6.  George  Graves^  guard  of  express  on  the  11th 

fireman  since  June.     I  fell  off  the  tender  when  I  was  October,  states  :   My  train  consisted  of  engine  and 

squeezing  the  break  hard,  just  before  the  collision,  tender,  three  coaches,  a  van  in  which  I  rode,  and  a 

I  slipped  from  missing  my  arm.    My  arm  was  a  little  third-class  at  the  tail  of  train ;  left  Drogheda  6.35  p.m. 

scratched.    I  cannot  say  what  speed  we  were  going  When  my  train  was  a  short  distance  outside  the  bridge 

when  I  fell  off.     I  think  I  could  run  as  fast.     I  was  which  is  dose  to  Navan  down  distant-si^al  I  hea^ 

as  fi9ir  as  the  waggon  outside  (pointing  to  waggon,  my  driver  whistle  for  the  breaks,  and  before  I  got 

which  is  about  70  yards  away)  when  I  fell  off.    I  put  my  break   hard   on  I  was  knocked   down   senseless 

on  my  break  by  siffnal  from  driver.    I  can  see  the  and  cut  in  the  forehead  by  the  collision.    I  saw  the 

distant-signal  a  mile  n'om  it.  down  distant-signal  showing  red  when  I  was  a  mile 

from  it.    I  think  my  tndn  was  going  about  fbur  miles 

5.  James  Ccrry^  stationnnaster  at  Navan,  states :  an  hour  when  the  driver  whistled  for  the  breaks.  I 
The  down  distant-signal  is  taken  off  a  few  minutes  have  been  a  guard  about  26  years.  I  never  i*ecollect 
before  trains  are  due  if  the  road  is  clear.  If  the  road  mv  train  being  stopped  by  Navan  down  distant-signal, 
is  not  clear  it  is  kept  up  and  drivers  whistle  and  it  is  I  have  seen  t^  signal  on  against  my  train,  but  it  has 
not  lowered  tUl  the  road  is  clear.  I  have  fVequently  always  been  lowered  when  the  dnver  reached  it  in 
seen  drivers  pull  up  outside  the  signal  and  then  pull  consequence  of.  his  whistling.  I  never  recc^eet  my 
inside.  We  have  frequently  trains  that  arrive  from  train  coming  to  a  stc^.  I  always  work  with  the 
both  sides  at  the  same  time,  and  then  ^e  stop  both  of  evening  down  express. 

It  appears  that  on  the  day  in  question,  about  6.30  p.m.,  a  speoial  train  of  empty 
waggons  arrived  at  Navan  fix)m  Drogheda  and  the  wagons  were  distributed  as  required 
in  the  various  sidings  which  were  pretty  full  at  the  time.  The  engine  of  this  special 
train  had  been  placed  at  the  Drogheda  end  of  the  train,  and  was  pushing  back 
20  waggons  into  the  siding  at  the  south  side  of  the  railway  when  it  was  run  into  by 
the  engine  of  the  express  train  from  Dublin  to  Drogheda. 

This  occurred  about  7.8  p.m.  The  passenger  train  was  about  23  minutes  late  when 
it  arrived  outside  Navan  stetion.  It  had  left  Drogheda  about  23  minutes  late  having 
been  detained  there  in  consequence  of  the  late  arrival  of  some  of  the  special  trains 
from  Navan. 

The  passenger  train  consisted  of  an  engine  and  tender,  three  passenger  coaches,  a 
break-van,  in  which  the  guard  in  charge  was  travelling,  and  a  third-class  carriage 
which  had  been  attached  behind  the  break-van  in  consequence  of  the  extra  traffic  that 
was  expected  at  Navan.  It  ran  into  the  goods  train  at  a  speed  variously  estimated 
at  4  to  15  miles  an  hour.  Judging  by  the  effect,  I  think  that  the  speed  of  the 
passenger  train  at  the  moment  of  the  collision  was  probably  about  8  to  10  miles  an 
hour,  and  that  the  speed  of  the  goods  train,  which  was  moving  in  the  same  direction  as 
the  passenger  train,  was  about  three  miles  an  hour. 

The  points  of  the  siding,  into  which  the  goods  train  was  being  shunted,  are  about 
250  yards  to  the  south-east  of  Navan  station.  They  are  worked  by  a  pointsman  who 
is  stationed  in  a  cabin  100  yards  west  of  these  points.  This  man  also  works  the  down 
distant-signal  and  several  other  pairs  of  points. 

The  collision  occurred  on  the  viaduct  over  the  Boyne  River,  about  220  yards  inside 
the  distant-signal,  which  was  at  danger  against  the  passenger  train. 

It  was  caused  by  the  neglect  of  the  engine-driver  of  the  passenger  train,  who  ran  up 
to  and  passed  the  signal  at  such  speed  that  he  could  not  stop  the  train  before  his 
engine  struck  the  goods  engine.  This  man  has  been  a  very  long  time  in  the  company's 
service  and  bears  a  very  good  character,  but  judging  from  his  evidence,  it  would 
appear  that  his  not  having  met  with  similar  accidents  before  has  been  owing  to  the 
railway  having  been  kept  clear  for  his  train  rather  than  to  his  attention  to  the  fixed 
signals. 

I  recommend  that  Navan  station  yard,  which  appears  to  be  a  busy  place,  should  be 
re-arranged,  that  a  second  platform  should  be  provided  at  the  down  side  of  the  railway, 
and  that  the  signals  and  points  should  be  interlocked  and  worked  from  one  or  more 
cabins  raised  above  the  railway. 

At  present  there  are  four  unguarded  sets  of  facing-points  in  the  down  direction,  and 
two  i«  the  up  direction. 
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It  would  also  be  desirable  to  work  this  single  line  of  railway  on  the  block  principle 
in  addition  to  the  train  staff. 

I  have,  &9., 
The  Secretary,  F.  H.  Rich, 

{Bailioay  Department^)  Colonel  JR.  E. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  20th  November  1878. 


GREAT  NORTH  OF  SCOTLAND  RAILWAY. 

Railway  Department,  Board  of  Trade, 
Sir,  13,  Downing  Street,  London,  S.W.,  31st  October  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  order  of  the  24th  ultimo,  the  result 
of  my  inquiry  into  the  accident  which  occurred  on  the  13th  ultimo  at  Nethy  Bridge 
station,  on  the  Great  North  of  Scotland  Railway. 

In  this  case,  as  the  3  p.m.  mixed  passenger  and  goods  train,  consisting  of  engine  and 
tender,  12  waggons,  a  composite  carriage,  and  a  break- van,  from  CraigeUachie  junction 
for  Boat  of  Garten,  was  stending  at  Nethy  Bridge  station,  the  boiler  of  the  engiae 
exploded. 

No  passengers  were  injured. 

An  engine  cleaner  on  the  foot-plate  of  the  engine  received  a  wound  in  the  skull, 
from  the  eflfects  of  which  ho  was  laid  up  for  about  three  weeks ;  the  driver,  fireman, 
and  breaksman  (who  was  also  on  the  foot-plate)  escaped  without  any  serious  injury. 
The  front  plates  of  the  barrel  of  the  boiler  were  blown  away  about  200  yards  from  the 
engine,  the  middle  plates  torn  across,  and  the  framing  and  motions  of  the  engine 
damaged  to  the  extent  shown  in  the  Appendix. 

Description. 

The  •engine,  the  boiler  of  which  exploded  on  the  present  occasion,  was  built  by 
Messrs.  Stephenson  and  Co.,  of  Newcastle,  and  commenced  running  in  May  1863. 
It  is  an  eight- wheeled  engine  with  a  leading  four-wheeled  bogie,  and  coupled  driving 
and  trailing  wheels,  and  a  four-wheeled  tender.  The  cylinders  are  outside,  measuring 
16  inches  by  22  inches.  The  barrel  of  the  boiler  is  10  feet  10  inches  long,  and  3  feet 
9  inches  in  diameter,  and  is  formed  with  six  plates,  three  in  the  length  and  two  in  the 
circimiference  of  the  boiler ;  the  longitudinal  seams  overlap  3^  inches,  and  are  double 
rivetted,  the  vertical  seams  2^  inches,  and  single  rivetted.  The  longitudinal  seams  of 
the  middle  plates  are  at  the  centre  of  the  barrel,  those  of  the  end  plates  at  the  top  and 
bottom.  The  original  thickness  of  the  plates  was  ^  of  an  inch ;  the  dome  is  over  the 
top  of  the  fire-box.  On  the  top  of  it  there  are  two  safety  valves  with  Salter's  balances, 
ferruled  to  a  maximum  pressure  of  140  lbs.  to  the  square  inch. 

The  boiler  was  re-tubed  in  April  1871,  having  been  then  thoroughly  examined  and 
no  signs  of  grooving  detected.  Up  to  this  period  (eight  years)  the  engine  had  run 
222,615  engme  miles,  and  from  April  1871  to  September  1878  (7^  years)  129,197 
engine  miles ;  total  351,812  engine  miles. 

The  engine  was  thoroughly  repaked  in  August  1877,  when  the  boiler  was  tested 
with  a  cold  water  pressure  of  170  lbs.,  and  afterwards  with  a  steam  pressure  of  160  lbs. 
to  the  square  inch,  without  any  signs  of  weakness  having  been  detected.  The  safety 
valves  were  then  adjusted  to  blow  off  at  140  lbs.  pressure. 

Evidence. 

1.  Archibald  Leslie^  driver  2^  years. — I  com-  about  three  minutes.    During  this  time  I  oiled  the 

menced  work  on  the   13th  September  with  engine  cylinders  and  slide  valves  of  the  engine ;  this  I  did 

No.  31  at  the  Boat  of  Garten  station,  and  started  at  from  the  foot-plate,  but  neither  I  nor   the   fireman 

6.30  a.m.  for  Keith.    I  returned  from  Keith  at  12.40  were  underneath.     While  standing  at  Nethy  Bridge 

to  CraigeUachie  junction,  and  left  the  latter  at  3  p.m.  the  indicator  showed  only  lOo  lbs.  of  pressure;  the 

for  Boat  of  Garten.     I  stopped  at  Grantown,  and  left  safety  valves  are  ferruled  to  140  lbs.  pressure,  but  the 

it  at  5.47  right  time  (having  next  to  stop  at  Nethy  engine  would  blow  off  very  strong  at  120  lbs.,  and  if 

Bridge),  with  a  load  of  14   vehicles,  consisting  of  the  indicator  showed  125  lbs.  we  could  hardly  hear 

12  waggons  next  the  engine,  a  composite  carriage,  ourselves  speak.     On  ihis  occasion  it  was  not  blowing 

and  a  break-van.     I  was  running  engine  first.    We  off  at  all.    There  were  about  6  inches  of  water  in 

reached  Nethy  Bridge  at  6.3  p.m.|  and  remained  there  the  gauge  glass;  the  injector  had  just  been  shut  offl 

G3 


Digitized  by 


Google 


r(  m  ,) 


Before  starting  from  Nethj  Bridge  there  was  en 
the  foot-plate  the  fireman,  breaksmaki,  and  a  cleaner, 
the  latter  returning  to  Boat  of  Garten.    Just  about 
the  time  for  starting  I  was  looking  back  over  the 
left-hand  side  of  the  engine  for  a  signal  to  start,  and 
while  doing  so  I  heard  a  rush  of  steam,  from  where 
coming  I  could  not  distinguish,  and  on   the  steam 
immediately  clearing  awaj  I  missed  the  fireman  and 
breaksman  ;   the  former  had  been  standing  on  the 
right-hand  side  and  the  breaksman  in  front  of  me  ; 
the  cleaner  was  sitting  on  the  right-hand   seat.     I 
leaped  down  on   the  left  side,  but  saw  nothing  of 
either  of  the  men,  but  on  going  round  to  the  right- 
hand  side  found  the  fireman  coming  towards  me,  not 
much  hurt,  but  he  told  me  he  was  afraid  the  clecuier 
was  killed.    On  hearing  this  I  jumped  up  on  the  right 
side  and  found  the  cleaner  still  sitting  on  the  seat,  but 
insensible,  with  his  head  cut.    The  breaksman  and 
guard  then  came  up  and  helped  to  remove  the  cleaner. 
The  reversing  lever  was  lying  in  full  forward  gear. 
I  did  not  see  the  plate  fly  away  ;  it  was  afterwards 
picked  up  on  the  right-hand  side  and  nearly  at  right 
angles  to  the  line,  206  yards  off.     It  had  struck  th^ 
ground  about  six  paces  from  where  it  was  picked  up*; 
it  missed  the  station  buildings.     The  engine  moved 
very  slightly  when    the   explosion    took    place;  no 
wheels  were  thrown  off  the  rails.     I  have  had  charge 
of  the  engine  for  five  months,  and  during  this  period 
had  never  observed  any  signs  of  leakage  in  the  boiler, 
either  of  steam  or  water.    Tlie  explosion  took  place 


on  .  Friday,  .^d  the  two  safety  valves  had  been  last 
looked  at  the  previous  Saturday,  when  I  had  seen  the 
fireman  unscrew  the  Salter  balances,  and  observed 
that  they  were  freely  acting  ;  and  I  had  slacked  them 
again  on  the  previous  Wednesday  and  found  them 
then  in  good  order»  Something  struck  me  on  the 
right  side,  but  I  ^«^  not  injured. 

2.  Alexander  McDonald^  fii'eman  three  years, 
about  2^  years  with  Leslie.— I  have  worked  with 
engine  No.  31  about  five  months.  The  explosion 
knocked  me  back  on  the  coal ;  something  having 
struck  me.  I  rit  once  jumped  off  firom  the  back  of 
the  tender.  I  was  not  much  hurt.  I  did  not  know 
at  the  time  what  had  happened  to  the  cleaner.  I  did 
not  see  the  plate  go  away.  I  agree  with  the  rest  of 
the  driver's  evidence. 

3.  George  <  Stuart,  engine-cleaner  since  July. — I 
joined  engine  No.  31  at  Nethy  Bridge  (where  I 
lodged)  to  go  to  my  work  at  Boat  of  Grarten.  I  had 
been  on  the  engine  about  a  minute,  sitting  on  the  right- 
hand  seat^  when  Hie  boiler  exploded.  The  steam  was 
shut  of^  at  the  lime,  and  no  steam  was  blowing  off  at 
the  safety  valves.  I  had  not  noticed  the  indicator. 
I  neither  felt  nor  he«*d  anything,  having  been  knocked 
senseless.  I  came  to  myself  the  following  morning. 
I  received  a  wound  in  1^  skull,  and  was  laid  up  for 
about  three  weeks.     I  have  now  quite  recovered. 


Conclimon. 

From  a  careful  inspection  of  the  exploded  boiler  and  a  coij^ideraticm  of  the  foregoing 
evidence,  it  appears  that  while  engine  No.  SI  was  standing  at  Nethy  Bridge  station, 
with  the  pressure  gauge  showing  106  lbs.  of  pressure  (not  sufficient  to  cause  steam  to 
blow  off  at  the  safety  valves),  and  without  any  application  of  steam,  the  barrel  of  the 
boiler  suddenly  exploded,  the  two  front  plates  adjoining  the  smoke-box  having  given 
way  along  the  bottom  seam,  being  torn  from  the  angle  iron  connecting  them  with  the 
smoke-box  and  from  the  middle  platen,  and  then  projected  in  one  piece  to  a  distance 
of  206  yards,  nearly  at  right  angles  to  the  line.  The  middle  plates  were  also  torn  as 
marked  on  the  accompanying  drawing.  The  tubes  weife  veiy  little  injured.  There  is 
very  Uttle  reason  to  doubt  but  that  the  explosion  commenced  along  the  bottom  seam 
of  the  two  front  plates  next  the  fire-box,  grooving  being  very  evident  along  the  course 
of  this  seam  in  the  left  plate,  which  passed  at  the  bottom  outside  the  right  plate.  The 
grooving  was  deepest  near  the  centre  of  the  seam,  having  here  and  there  but  a  very 
slight  thickness  of  sound  metal ;  otherwise  the  plates  were  in  good  order,  had  diminished 
but  little  in  thickness,  and  were  not  much  pitted. 

The  practice  of  making  locomotive  boilers  with  horizontal  seams  below  the  water 
line  is  now  almost  abandoned,  on  account  of  the  liability  of  these  seams  to  become 
grooved  without  the  possibility  of  detection,  except  when  the  boiler  has  to  be  re-tubed 
or  a  leakage  occurs.  The  locomotive  superintendent  of  this  railway  infonns  me  that 
he  is  most  anxious  to  substitute  new  boilers  of  improved  construction  in  place  of  those 
of  similar  constructipn  to  the  one  recently  exploded,  and  I  trust  he  will  be  able  to 
carry  out  his  intention  with  the  least  possible  loss  of  time.  Meantime  it  would,  I  think, 
be  only  prudent  to  reduce  the  pressure  at  which  these  engines  are  now  working,  or  else 
to  subject  them  to  a  severer  test  than  that  to  which  the  boiler  in  question  had  been 
submitted  in  August  1877.  With  a  cold  water  test  of  only  170  lbs.,  this  boiler  had 
been  permitted  to  work  up  to  140  lbs.  With  boilers  of  similar  age  it  is  more  customary 
to  press  them  up  to  200  lbs.  and  work  them  at  120  lbs. 


The  Secretary, 

(Railway  Dejpartment,) 
Board  of  Trade. 


I  have,  &c., 
C.  S.  Hutchinson, 
Mcy'or'Qener(Ut  R.E. 


APPENDIX. 

Damage  done  to  No.  31  Enqinb  from  the  Explosion  of  the  Boilkb  ^t  NbtHy  Beidgk  Station,  on 

13th  September  1878. 

Engine  Framing, — ^Both  main  frame  plates  bent  between  driving  wheel  and  cylinders.     Left-hand  outside 
frame  plate  damaged.     The  fr^me  has  had  to  be  taken  entirely  separate  to  ^t  mi^n  frame't^les  straightened. 
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Wheeh  and  A^hs^r^J>fMj^^  axle  bent  in  1ei%  joBrnal^- required  to  be  renewed*  The  axle  was  caet  Bteel. 
Frame  of  left  driving  wheel  slightly  twisted. 

Gearing. ^Weight  on  shaft  and  reversing  rod  much  damaged,  will  repair.    Two  suspension  links  destroyed. 

Left-httia  connecting  rod  slightly  bent. 

Boiler  and  Tubes. — ^Barrel  of  boiler  and  tubes  destroyed.  Note  z-lHie  entire  boiler,  fire-box,  and  tubds 
have  been  broken  up. 

Boiler  Mounting^  ^. — The  entire  lagging  destroyed.  Brass  dome  cover  damaged.  Hand  rails  and  brackets, 
blower  cock,  top  clack  boxes  and  feed  pipes,  sand-box  rods,  levers,  and  valves,  and  weather  board  glasses 
destroyed  ;  both  whistles  damaged.    Copper  top  rf  chimney  destroyed. 

Splashers  and  Sand-boxes^  ^. — Both  driving  wheel  splashers  and  sand-boxes  destroyed.  Foot-plate 
along  each  side  of  engine  destooyed. 

No  damage  of  any  kind  done  to  tender. 

William  Cowan,  Local  Superintendent. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  10th  February. 


GREAT  WESTERN  RAILWAY. 


Board  of  Trade  (Railway  Department), 
Sib,        •  .  13,  Downing  Street,  London,  S.W.,  16th  October  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  9th  instant,  the 
result  of  my  inquiry  into  the  causes  of  an  accident  which  occurred  on  the  6th  instant 
to  a  passenger  train  near  Bradford  junction,  on  the  Great  Western  Railway. 

In  this  casei  soon  after  the  1.27  p.m.  down  passenger  train  from  Trowbridge  to 
Bradford  had  run  from  the  main  line  to  the  branch,  the  engine  left  the  rails  and  ran 
for  about  132  yards  before  coming  to  a  stand. 

Three  passengers  have  complained  of  being  injured. 

On  the  engine  the  sand  pipes,  one  guard  iron,  one  break-rod,  one  trailing  buffer 
casting,  two  cylinder  cocks,  and  one  hanging  link  of  coupling  were  broken,  and  the 
top  plate  of  one  driving  wheel  spring  was  also  slightly  cracked.  Li  the  train  one  buffer 
rod  was  bent. 

The  permanent  way  was  a  good  deal  cut  up  for  about  60  yards,  principally  on  the 
right-hand  side.  The  following  new  material  has  been  used  to  replace  what  was 
damaged : — ^15  transoms,  174  feet  of  longitudinal  timbeis,  180  feet  of  rails,  140  fang 
bolts,  and  30  strap  bolts. 

Description. 

About  1^  miles  north  of  Trowbridge  station,  on  the  Wilts,  Somerset,  and  Weymouth 
section  of  the  Great  Western  Railway,  the  branch  line  from  Trowbridge  to  Bradford 
and  Bathampton  leaves  the  main  Une,  on  a  20-chain  curve  to  the  west,  the  facing 
points  being  on  the  up  main  line. 

The  junction,  which  is  known  as  Bradford  junction,  is  provided  with  the  usual 
signals  worked  from  a  raised  signal  box. 

The  main  line  is  a  double  Ime,  and  the  branch  also  is  double  as  far  as  Bradford 
station. 

The  permanent  way  consists  of  art  80-lb.  iron  bridge  rail,  laid  in  lengths  of  18'  4", 
on  longitudinal  sleepers  of  creosoted  pine,  20  ft.  to  25  ft.  long,  and  14''  X  7",  to 
which  they  are  secured  by  fang  bolts,  18  to  each  rail. 

There  are,  at  11  feet  intervals,  transoms  7"  X  5"  between  the  longitudinal  timbers, 
to  which  they  are  secured  by  iron  straps  and  bolts. 

The  branch  line  was  opened  for  passenger  traffic  as  a  single  line  in  January  1857, 
and  it  has  since  been  doubled  as  far  as  Bradford. 

The  original  line,  upon  which  this  accident  occurred,  has  not  been  relaid  since  the 
date  of  its  opening. 

Trains  going  from  Trowbridge  to  Bradford  pass  along  the  up  main  line  as  far  as  the 
junction,  but,  on  the  branch,  the  line  to  Bradford  is  called  the  down  line,  and  the 
trains  are  down  trains. 

The  branch  line  from  the  junction  up  to  the  point  where  the  accident  occurred  is 
level. 

Emdenoe. 

Thomas  Barroto^  signabnan  20  years,  states: — ^I  for  eight  hours.  At  1.42  p.m.  I  got  " train  on  line " 
am  signalman  in  charge  oCi^adford  J tmction  signal  from  Trowbridge  No.  2  box  for  the  1.27  p.m.  down 
box.    On  the  6th  of  Octob^Ioame  on  duty  at  7  a.m.     passeogor  tndn  to  Bradford.    The  tram  passed  my 
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box  at  1.46  p.m.  It  Is  timed  to  pass  at  1.32  p.m. 
The  regulation  speed  for  going  over  the  junction  is 
15  miles  an  hour.  It  was  certainly  not  going  so 
much  as  that,  not  more  than  10  miles  an  hour,  I 
should  think.  The  first  thing  I  knew  of  anything 
being  wrong  was  from  hearing  the  break  whistle. 
I  looked  out  and  saw  the  engine  jumping  about,  ap- 
parently off  the  rails,  about  200  yards  off.  The  line 
was  clear  as  far  as  I  could  see  when  it  passed  me. 

Alfred  Harris^  driver  18  years,  11  years  of  which 
passenger  driver,  states : — On  the  6th  of  October  I 
was  driver  of  the  1.27  p.m.  passenger  train  from 
Trowbridge  to  Bristol,  consisting  of  tank  engine,  four 
coaches,  one  break-van,  and  a  covered  carriage  truck. 
My  engine  is  a  6-wheeled  tank  engine,  with  driving 
and  trailing  wheels  coupled,  and  with  one  break  block 
on  each  of  the  four  coupled  wheels.  We  were  running 
chimney  first.  We  left  Trowbridge  at  1.40  p.m., 
13  minutes  late.  I  had  come  from  Beading  with  the 
train,  and  lost  time  at  Trowbridge  in  getting  round 
the  train.  The  signals  were  right  all  the  way,  and  I 
'  passed  the  facing  points  at  Bradford  junction  all  right, 
at  a  speed  of  certainly  not  over  12  miles  an  hour. 
I  know  there  is  a  rule  that  15  miles  an  hour  is  not  to 
be  exceeded  at  this  point.  About  150  yards  farther 
on  I  felt  the  front  end  of  the  engine  lift  and  then 
drop  down.  I  looked  over  at  once  and  saw  that  the 
leading  wheels  were  off  the  rails  to  the  right.  My 
steam  was  off  at  the  time,  as  I  do  not  put  it  on  after 
passing  the  junction  until  I  am  off  the  curve.  My 
fireman  put  the  break  on,  and  I  sounded  th9  whistle 
for  the  guard's  break.  I  don't  think  the  other  wheels 
got  off  for  some  distance.  The  engine  was  oscillating 
a  good  deal,  and  I  could  not  feel  exactly  where  they 
ran  off.  We  pulled  up  in  about  150  yards.  The  off 
leading  wheel  was  in  the  6-foot,  over  near  the  off  rail 
of  the  up  road.  The  engine  was  slewed  round  a 
little.  None  of  the  other  vehicles  were  off  the  rails. 
On  the  engine  the  guard  iron  and  sand  pipes,  and 
links  of  front  coupling  were  broken.  The  engine  had 
been  running  smoothly  and  well  up  to  the  lime  of  the 
accident.  I  got  off  and  examined  the  line,  and  found 
a  mark  whei*o  the  right  leading  wheel  had  first  run 
over  the  outside.  Close  by  there  was  a  round  mark 
on  the  top  of  the  rail,  as  if  something  had  been  on  it. 
There  were  marks  of  the  fiange  of  the  right  wheel 
running  along  the  outer  fiange  of  the  rail,  over  the 
tops  of  the  fang  bolts,  and  a  parallel  mark  on  the 
other  side  inside  the  left  rail.  I  have  been  driving  for 
more  than  four  yeai-s  over  this  road,  and  have  always 
felt  it  to  be  even  and  smooth  to  run  over. 

Isaac  Baker,  fireman  6i  years,  was  fireman  to 
Alfred  Harris,  and  has  nothing  to  add  to  his  evidence. 

Edward  Morris^  passenger  guard  12  ycivrs,  states  : 
— On  the  6th  of  October  1  was  guard  of  the  1.27  p.m. 
down  train  from  Trowbridge,  made  up  as  follows  : — 
Tank  engine,  two  third-class  and  two  composite 
can'iages,  guard's  van,  /md  covered  carriage  truck. 
We  left  Trowbridge  at  1.40  p.m.,  13  minutes  late. 
We  ran,  I  should  say,  rather  under  our  usual  speed 
up  to  and  past  Bradford  junction.  When  my  van 
was  about  100  yards  past  the  junction  I  heai^  the 
break  whistle,  but  before  I  could  apply  it  I  was 
thrown  right  across  the  van;  and  when  I  had 
got  up  again  the  train  had  stopped.  I  felt 
no  shock  whatever  before  hearing  the  break 
whistle,  and  the  shock  must  have  been  when  the 
driving  wheels  got  off.  I  got  out^  and  finding  that 
the  engine  was  off  the  rails  I  went  back  to  Trow- 


bridge for  assistance.  The  fireman  went  out  to  pro- 
tect the  up  road,  and  I  warned  the  signalman  at  Brad- 
ford junction  to  block  both  roads.  None  of  the 
vehicles  in  the  train  were  off  the  rails,  and  the  only 
damage  to  them  was  the  bending  of  a  buffer  rod  of  a 
third-class  carriage.  No  passenger  complained  of 
injury  at  the  time.  I  didn't  examine  the  road,  but 
the  running  had  been  quite  smooth  up  to  the  time  of 
the  accident.  The  driver  is  a  rery  steady  man,  and 
was  perfectly  sober.  It  was  exactly  1.45  p.m.  by  my 
watch  when  the  train  was  stof^d.  There  is  no 
ground  whatever  for  saying  that  the  speed  was  too 
high.  It  was  certainly,  if  anything,  under  the  usual 
speed.  I  didn't  go  to  the  passengers,  who  had  all 
got  out  of  their  eaniages,  because  I  could  see  that 
there  was  little  or  no  damage  done,  and  I  hurried 
back  to  protect  the  train,  and  to  get  assistance.  The 
train  was  pretty  ftill. 

Henry  Gerrard,  booking  clerk  at  Trowbridge, 
states : — On  the  6th  of  October,  when  the  guard  of 
the  1.47  p.m.  down  train  came  back,  and  reported 
that  there  had  been  an  accident,  I  went  out  to  give 
assistance  if  required.  When  there  I  was  looking  at 
the  marks  on  the  rails  where  the  engine  first  ran  off, 
and  I  saw  a  hexagonal  mark  on  the  crown  of  the 
rail,  a  little  nearer  to  the  junction  than  the  first  mark 
outside  the  rail.  I  looked  about  and  found  an  iron 
nut  lying  in  the  4-foot,  a  few  inches  from  the  right 
rail,  and  some  few  yards  nearer  to  the  engine  than  the 
mark  was.  The  size  and  shape  of  the  nut  corre- 
sponded exactly  with  the  impression  on  the  rail,  and 
the  nut  itself  had  evidently  been  subjected  to  a  very 
heavy  pressure. 

Abraham  Ivens,  inspector  of  permanent  way, 
states : — ^I  am  in  charge  of  the  section  from  Trow- 
bridge to  Bath.  I  was  over  the  spot  where  the 
accident  occurred  on  the  previous  Wednesday.  I 
examined  the  junction  and  the  road,  trying  the  gauge 
in  several  places,  and  everything  was  in  good  order. 
I  was  on  the  spot  about  four  hours  after  the  accident, 
and  made  a  thorough  examination  of  the  road.  The 
.  first  mark  of  any  kind  was  on  the  right  rail  of  the 
down  road,  about  150  yards  from  the  junction.  Here 
there  were  marks  of  the  fiange  of  an  engine  wheel 
running  along  the  outer  fiange  of  the  right-hand  rail, 
but  I  could  see  no  marks  of  the  fiange  running  over 
the  rail.  It  seemed  as  though  it  had  jumped  over. 
These  marks  continued  for  about  50  yards,  with  a 
mark  of  the  left  wheel  running  over  the  transoms. 
About  70  yards  further  on,  the  right  iniil  and  right 
longitudinal  were  a  good  deal  knocked  about,  and  this 
continued  for  about  60  yards.  This  is  the  only  por- 
tion of  the  road  to  which  anything  has  been  done 
since  the  accident,  and  here  15  new  transoms,  174 
feet  new  longitudinals,  180  feet  of  new  rail,  140  new 
fang  bolts,  and  30  new  strap  bolts  have  been  used. 
I  could  find  nothing  to  account  for  the  engine  leaving 
the  rails,  and  can  only  think  it  must  have  been  caused 
by  the  nut  being  placed  on  the  mil. 

Jesse  Sainshury^,  ganger  of  packers,  states : — I  was 
at  the  scene  of  the  accident  and  examined  the  road 
at  about  3.30  p.m.  Everything  was  right  up  to  the 
first  mark,  the  gauge  correct,  about  \  "  slack,  and  the 
cant  even.  I  saw  the  print  of  the  nut  on  the  rail 
just  before  the  mark  where  the  off  wheel  dropped 
outside  the  rail.  The  line  had  been  walked  that 
morning.  There  Are  oflen  people  on  the  lino  on  Sun- 
days.   It  is  impossible  to  keep  them  off. 


Conchision. 

Erom  the  foregoing  evidence,  and  from  the  results  of  an  examination  of  the  line  at 
this  point,  it  appears  that  the  leading  wheels  of  the  engine  of  the  1.27  p.m.  down 
train  from  Trowbridge  to  Bradford  left  the  rails  towards  the  right  or  the  outside  of 
the  curve  of  the  branch  down  line,  about  150  yards  after  passing  the  junction,  that 
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it  ran  with  these  wheels  only  off  the  rails,  and  on  the  longitudinal  sleepers,  for  a 
distance  of  about  70  yards,  when  the  other  wheels  of  the  engine  also  ran  off,  and  that 
it  finally  came  to  a  stand,  with  all  the  wheels  off  the  rails,  about  132  yards  from  the 
point  where  the  leading  wheels  first  left  the  rails. 

At  the  time  when  I  made  my  inspection  of  the  scene  of  the  accident  the  first  mark 
to  be  seen  was  on  the  outer  flange  of  the  right  rail ;  there  was  no  mark  whatever  of 
the  flange  of  the  right  wheel  running  over  the  top  of  the  rail,  and  none  of  the 
witnesses  had  observed  any  such  mark,  but  two  of  them  speak  to  a  mark  on  the  top 
of  the  rail,  a  little  nearer  to  the  junction  than  the  mark  on  the  outer  flange, 
corresponding  exactly  in  size  and  shape  to  a  hexagonal  f-inch  nut,  which  was  picked  up 
close  by. 

This  nut,  which  was  produced,  was  about  f  inch  in  thickness,  and  showed  evident 
signs  of  having  been  subjected  to  a  heavy  crushing  weight. 

The  road  up  to  this  point  had,  to  all  appearances,  not  been  touched  since  the 
accident,  and  it  was  in  good  order.  The  gauge  was  regular,  and,  as  it  should  be  on 
a  curve,  a  little  slack ;  the  cant  was  also  regular,  and  calculated  for  a  considerably 
higher  rate  of  speed  than  is  ever  used  on  this  curve.  The  timber  of  the  longitudinals, 
which  had  been  taken  out  further  along  the  line  where  the  driving  wheels  had  run 
off  and  damaged  them,  was  perfectly  sound,  remarkably  so  indeed,  considering  the 
length  of  time  it  had  been  in  the  ground.  The  rails,  though  worn  and  rough  on  the 
outer  face,  were  smooth  and  even  on  both  the  top  and  the  working  face. 

The  engine  is  a  tank  engine,  weighing  34  tons  8  cwt.,  of  which  9  tons  are  on  the 
leading  wheels,  13  tons  10  cwt.  on  the  driving  wheels,  and  11  tons  18  cwt.  on  the 
tracing  wheels.  The  driving  and  trailing  wheels  are  coupled,  and  are  5  ft.  in  diameter, 
the  leading  wheels  being  3  ft.  6  in.  in  diameter. 

The  wheel-base  is  16  ft., — 7  ft.  9  in.  from  leading  to  driving  wheels,  and  8  ft.  3  in. 
from  driving  to  trailing  wheels.  The  engine  had  run,  up  to  30th  June  1878,  84,140 
miles,  and  had  recently  been  thoroughly  repaired,  the  wheels  being  turned  up.  It 
has  run  since  leaving  the  shops,  on  3rd  April  1878,  9,579  miles. 

The  wheels  gauge  correctly  and  the  flanges  are  not  worn,  and  the  only  injury  to 
the  springs  was  a  slight  crack  in  the  top  plate  of  the  left  driving  spring,  which  was 
apparently  the  result  of  the  accident. 

The  speed  of  the  train  on  passing  over  the  junction  was,  according  to  the  evidence, 
from  10  to  12  miles  an  hour,  and,  as  it  had  tsiken  five  minutes  to  run  the  1^  miles 
from  Trowbridge,  there  is  no  reason  to  think  that  this  speed  was  exceeded,  steam 
having  been  shut  off  before  passing  the  junction,  and  being  still  off  at  the  time  of  the 
accident. 

It  therefore  appears  that  this  accident  cannot  be  attributed  either  to  the  defective, 
state  of  the  road  or  of  the  engine,  or  to  an  excessive  speed,  and  therefore,  although  it  is 
difficult  to  believe  that  so  slight  an  obstacle  would  be  a  sufficient  cause,  I  can  only 
account  for  it  by  supposing  that,  in  passing  over  the  f -inch  nut,  which  there  is  no 
doubt  was  on  the  rail,  and  which  was  too  small  to  be  swept  off  by  the  guard  iron, 
or  to  be  seen  from  the  signal  box,  the  leading  end  of  the  engine  must  have  lifted 
sufficiently  for  the  flange  of  the  right  leading  wheel  to  be  above  the  top  of  the  rail, 
and  that  it  therefore  followed  its  natural  tendency  to  fly  off  on  the  outside  of  the 
curve. 

There  is  no  evidence  to  show  how  this  nut  came  to  be  on  the  rail,  but  it  can  hardly 
have  been  in  this  position  unless  it  had  been  purposely  placed  there,  quite  possibly 
from  pure  mischief,  and  without  any  malicious  intent. 

As,  however,  such  practices  are  most  dangerous,  and  it  is  very  difficult  to  keep 
people  off  the  line,  it  is  to  be  hoped  that  all  persons  detected  in  trespassing  will  be 
rigorously  prosecuted. 

I  have,  &c., 

The  Secretary,  F.  A.  Makindin, 

Railway  Department,  Board  of  Trade.  Mqjor,  M.K 

Printed  oopies  of  the  above  report  were  sent  to  the  Company  on  the  2n(t  Novembei*  1878. 
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GlUSAT  WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Departm^it,) 
SiE,  13,  Downing  Streetj  London,  S.W.,  3l8t  October  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Tr?ide,  in 
compliance  with  the  iostructions  contained  in  the  Order  of  the  16th  instant,  the  restdt 
of  my  inquiry  into  the  causes  of  a  ooUisipn  which  occurred  at  Dudley  station,  on  the 
Groat  Western  Railway,  on  the  11th  instant. 

In  this  case,  as  the  9.50  p.m.  up  passenger  train  from  Wolverhampton  to  Sliddeiv- 
minster,  consisting  of  tank-engine,  one  third-class  carriage  with  break  compartmjent, 
three  composite  carriages,  and  one  third-class  with  break  compartme^t  at  the  rear  of 
the  train,  was  running  into  Dudley  station,  where  it  was  timed  to  stop  at  10,13  p,m., 
it  came  into  collision  with  an  empty  down  train,  consisting  of  tank-engine  and  five 
carriages,  which  was  standing  on  the  up  line^  near,  to  the  up  end  of  the  platfo^Wiat 
10.16  p.m. 

Five  passengers  are  returned  as  having  been  slightly  shaken,  but  ten  in  all  have 
since  the  accident  complained  of  iigury. 

On  the  engine  of  the  up  train  the  buffer  plank,  two  buffer  castings,  and  left-hand 
stuffing  box  were  broken,  and  left-hand  spincUe  was  bent. 

On  the  engine  of  the  empty  train  the  buffer  plankj,  and  red  shgde  to  lamp,  were 
broken. 

There  was  no  damage  to  the  carriages  in  either  train,  or  to  the  permanait  way. 

Descriptum. 

Dudley  station,  on  the  Oxford,  Worcester,  and  Wolvferhampton  section  of  the  Great 
Western  Railway,  is  approached  on  the  up  line  from  the  north,  on  a  curve  to  the  west 
of  about  20  chains  radius,  and  on  the  level. 

It  has  an  island  platform  240  yards  in  length,  and  there  are  two  signal-boxes.  The 
north  box  is  situated  246  yards  north  of  the  north  end  of  the  platform,  and  the  south 
box,  which  works  a  junction  with  the  London  and  North- Western  Railway,  is  on 
the  platform,  near  to  the  south  end  of  it,  the  distance  between  the  two  boxes  being 
470  yards. 

There  is  a  cross-over  road,  with  disc  signal,  worked  from  the  north  box,  the  points 
on  the  up  line  being  40  yards  north  of  the  north  end  of  the  platform. 

The  station  is  protected  on  the  up  line  by  up  distant,  up  home,  and  up  platform 
stop  signals,  which  are  worked  from  the  north  box.  The  two  latter  are  situated 
respectively  380  yards  and  120  yards  north  of  the  platform. 

The  point  of  collision  was  nearly  opposite  to  the  north  end  of  the  platform,  and 
about  260  yards  from  the  north  box. 

The  terminal  station  of  the  London  and  North-Western  Railway  Company's  branch 
line  to  Dudley  is  at  the  east  side  of  the  Great  Western  Railway  station,  the  lines 
Tunning  parallel  and  quite  close  to  each  other. 

The  line  is  worked  on  the  block  system  with  Tyer's  instruments,  and  bell  and  gong 
code  of  signals. 

Under  the  rules  in  force  "  line  clear "  can  be  returned  on  the  up  line  at  Dudley 
station  when  a  train  is  within  the  home-signal,  and  befbre  the  station  is  clear. 

Evidence^ 

John  Cooky  signalman  six  years,  the  whole  of  which  the  gong  to  the  south  cabin  before  I  polled  die 'points 
at  Dudley,  states : — ^I  came  on  duty  in  the  North  box,  over,  and  received  two  beats  in  reply.  Almost  at  the 
Dudley,  at  6.10  p.m.  on  the  11th  instant,  for  a  ten  same  time,  at  10.10  p.m.,  I  got  two  beats  and  train  on 
hour  shift.  At  10.10  p.m.  a  train  of  empty  coaches  lipe  fr9m  Tipton  iunction  for  th^  9.50  p.m.  up  pas- 
was  standing  on  the  down  line,  waiting  to  cross  over  -monger  train,  aaiitl  acknowledged  ii.  .  Line  clear  had 
on  to  the  up  line,  and  get  back  to  the  junction  and  been  given  some  time  before  by  me.  At  10..13  p.m., 
away  to  Birmingham.  The  usual  course  is  ,for(;this  I  gay^^ven  befits  Xf^  the  ^ut^  bpx  to  let  him  know 
train  to  wait  until  the  9.50  p.m.  up  ti*ain  from  Wolver^  that  I  wanted  line  clear  for  this  train,  and  I  got  back 
hampton  has  passed.  On  the  night  in  question,  there  four  beats  and  line  clear  at  10.14  p.m.  I  answered  it, 
was  a  down  goods  train  waiting  on  the  down  line  and  then  took  off  my  signab  for  the  up  train.  The 
behind  the  train  of  empty  carriages.  I  therefore  signal  of  seven  beats  was  not  returned  from  the  south 
shunted  the  empty  train  across  through  No.  11  cro68«  box.  It  is  th^  order  that  all  signals  are  to  be  returned, 
over  i*oad  on  to  the  up  road,  to  let  the  goods  train  get  and  are  to  be  repeated  until  they  are  returned.  When 
away.  I  didn't  give  the  driver  any  special  instruc-  I  took  my  signals  off  I  did  not  know  where  the  train 
tions,  beyond  that  he  was  to  go  across  on  to  the  up  of  empties  was  standing.  The  up  tnun  passed  at 
line.    This  was  at  10.10  p.m.     I  gave  two  beats  (^  10.16  p.m.,  and  ran  into  the  engine  of  the  empty  train 
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ab^uB  tke^md  el-tlie  plMAnrm.  I  oftn^)}  saywhe^lH^ 
this  engine  had  a  head  light  on  or  m^  The  spot 
whctt'e  it  was  standing  was  fall  in  view  of  my  box  in 
the  daytime,  but  at  night  there  are  so  many  lights 
about  that  I  couldn't  ti^ll  whiat  was  standing  there.  1 
may  have  put  Ada  ^ptjT  train  across  before  the  up 
train  had  passed  three  times  in  the  last  six  months, 
and  each  time  it  has  gone  away  to  the  south  en4  of 
the  yard  without  my  giving  any  special  instructions. 
I  caii't  say  for  certaiti  how  often  this  ha$  happened,^ 
nor  can  I  say  that  it  was  the  same  driver  on  the 
occasionawhenit  jdid  lii4ppeq.  The  pa^sengi^r  train 
was  dup,  pp  pass  tijt  10.13  p.m.,  and  actually  passed  at 
I6II6  p.m.^  going  at  about  10  miles  an  hour,  its  usual 
speed.  I'  £dn,*t  hear  the  drijer  sound  Tiis  thistle 
mitil  after  heliad  passed  n^^box.  Iha^enever  put 
the  tmin.of 'emptsr  •carriages  aoroef^oQ  tl^e^p  line,  and 
then  Drought  it  back  on  to  the,  down  }ine,  to  wait  for 
tie  up  train  to  pass.  If  the  engine  of  tne  empty  train 
had  had  a  te<l  h^d  light  on  I  could  have  seen  it  where 
H  was  standing. 


lamp,  so  as  to  show  a  red  light;  I  am  certain  it  was 
showing  a  red  light  all  right.  It  was  rather  an  over- 
cast n£zht,  buti  think  the  light  must  have  been  visible 
from  the  signal-box.  The  only  damage  to  my  engine 
was  the  breaking  of  the  buffer  plank,  and  the  red 
shade  of  tiie  lamp.  I  can't  say  how  fast  the  other 
train  w^  running.  There  was  no  damage  to  the  other 
vehicles  in  my  train.  I  have  often  driven  this  same 
traiii  before,  but  I  have  never  before  been  put  across 
imtil  after  the  up  train  had  passed. 

;  Charles  Edkins^  firemai^  ^V^n  yeai*s,  states:  —  I 
have  nothing  to  add  to  the  driver's  evidence.  I  didn't 
see  the  up  train  till  after  he  did.  It  was  then  about 
opposite  to  the  up  stop  signal<-po3t. 


Samuel  Horney  signalman  20  years. 


which  at  Dudley,  states; — On  the  11th  inst,  I  came 
on  duty  at'  VSp.m.  ide  aii'fiight  hon^s  shift.  The  first 
signaLii  received  from  the  north  box  was  at  10,15  pjxw 
I  then  got  two  beats  signifying  up  passenger  tnun. 
I  acknowledged  it  by  two  beats.  This  signal  turned 
out  to  be  for  the  9.^0  p.m.  up  train,  yhich  eventually 
passed  my  box  at  lO.dS  p.m^^  after  b^ng  in  collision. 
iVIrim  quite  cettain  I  did  jiot  receive  two  beats  at 
IQ.IO  p.m.,  or  anfv^er  such  a  signal,  nor  did  I  give 
Wk  four  beats,  nor  did  I  receive  seven  beats. 

Edward  Hemming^  passenger  driver  eight  months, 
statest:-^n.the.llth JpQt*,  I  drove  the  9.20  p.m* 
do^p  train  from  Birmingham  to  Dudley,  consisting 
of  tank  engine"  and  five  coaches,  two  of  which  were 
third  class  with  break-compartments.  I  arrived  at 
Dudley  at  104  p*m.,  one  minute  late,  at  the  down 
platfoim.  *  After  tlfe  train  was  emptied  I' was  in- 
structed by  the  porter  in  charge  of  the  platform  to 
draw  down  to  the  cross-over  road,  iu  order  to  gei 
across,  and  set  back  to  the  junction  to  go  to  Birming- 
ham  as  usual.  This  was  a  ' 
went  forward  and  stood  for 
little  south  of  the  north  box. 

a  goods  train  standing  behind  me  on  .l^e  down  Une, 
waiting.  I  knew  that  the  up  train  had  not  passed^ 
The  signalman  in  the  north  box  shouted  to  me  *^  I 
*^  want  you  to  set  back  over  the  points  on  to  the  up 
^  road  to  let  the  goods  pass,"  or  words  to  th|^  effect 
He  gave  me  a  hand-sigpal  wjth  lamps^  and  I  set  back 
as  soon  as  the  disc  showed  that  the  points  were  right. 
I  expected  that  as  soon  as  the  goods  had  got  away  I 
would  be  brought  badi  on  to  the  down  line,  until  the 
up  train  had  paased,  and  therefore  I  waited  jifst  over 
the  points.  I  got  off  the  engine  to  put  a  drop  of  oil 
on  one  side,  and  on  getting  on  again  I  saw  that  the 
arm  of  the  platform  up  stop  signd  was  off.  I  could 
not  see  the  back  light.  I  then  almost  immediately 
saw  the  head  light  of  the  engine  of  the  up  train 
coming,  not  more  than  50  yards  off.  I  put  on  steam 
to  get  back  as  quick  as  I  could,  and  had  moved  8  or 
10  yards  before  the  collision  occurred.  1  remained 
on  my  engine.  I  sounded  my  whistle  as  soon  as  I  saw 
thai  oilier  ^engina^.and  t)ie  other  driver  whistled  at 
almost  exactly  the  same  time.  I  could  not  see  if  his 
breaks  were  on.  The  shock  was  Jiot  much,  I  hardly 
felt  it,  a»d  it  didn't  knock  me  or  my  mate  ever.  I 
had  my  two  head  lights  on  as  usual,  and  when  I  came 
to  a  standt  after  being  put  acroas,  I  reversed  the  lower 


Robert  James  Taylor^  passenger  driver  seven 
months,  states : — On  the  lith  instant  I  was  driver  of 
the  9.50  p.m.  np  passenger-train  from  Wolverhampton 
to  Kidderminster,  consisting  of  tank  engine,  running 
engine  first,  and  five  coadies,  two  of  which  were 
third-class  with  break  compartments.  My  engine  is 
15  years  of     a  six-wheeled  engine,  with  driving  and  leading  wheels 


cdupled,  with  break  blocks  on  each.  I  left  Tipton 
A  little  late,  and  the  agnals  were  right  all  the  way. 
The  signals  at  the  nor3i  box  Dudley  were  right  for 
runnmg  into  the  station,  where  I  am  timed  to  stop 
at  10.13  p.m.  I  thought  all  was  clear  until  I  got 
opposite  to  the  up  platform  stop  signal-post,  when  I 
saw  a  red  light  on  the  line  ahead  of  me.  I  opened 
the  big  whistle  for  the  guard's  breaks,  and  reversed 
my  engine  at  once,  getting  steam  against  her,  and  my 
mate  applied  the  breaks.  I  must  have  been  running 
about  eight  miles  an  hour,  as  I  was  coming  with 
steam  ofi,  ready  to  stop  at  the  platform.  I  had  shut 
steam  off  before  passing  the  north  box.  I  had  not 
reduced  to  less  than  six  nailes  an  hour  when  I  struck 
the  engine  of  a  train  of  empties,  which  was  on  the 
up  line.  This  engine  was  moving  slowly  back  at  the 
time  that  I  struck  it.  The  shock  was  very  slight, 
and  I  was  not  knocked  down.  On  my  engine  the 
buffer  plank,  two  "buffer  castings,  and  left-hand 
stuffing  box  were  broken,  and  left-hand  spindle  was 

^ bent,     ^he  other  engine  was  chimney  first.      The 

few  minutes  after  10.  I  16 werTiead  light  was  showing  red,  and  I  could  see  it 
four  or  five  minutes  a  plainly.  It  was  a  thick  night,  but  I  could  have  seen 
There  was  at  that  time  the  red  light  further  than  I  did,  had  it  been  in  a  clear 
open  position.  As  it  was  there  were  so  many  lights 
about  on  the  Nor th-WcFtem  line,  as  well  as  on  our 
own  line,  that  it  was  difficult  to  distinguish  them. 
There  were  no  other  red  lights  about  on  our  road,  but 
there  was  a  goods  train  on  the  down  road. 

Thomas  Wellings,  fireman  six  years. — Was  fire- 
man to  the  above  and  has  nothing  to  add. 

George  HwU,  passenger  guard  eight  years^  states : 
— On  the  11th  instant  I  was  guard  of  the  9.50  p.m. 
up  train  from  Wolverhampton.  I  was  riding  in  the 
rear  break  compartment.  We  left  Tipton  at  10. 12  p.m., 
two  minutes  late,  arid  were  nmning  into  Dudley 
station  at  10.15  p.m,,  two  minutes  late,  at  the  usual 
speed— six  to  eight  miles  an  hour.  I  heard  the 
T^histle  for  the  breaks,  but  can't  say  exactly  where  we 
were  at  the  time.  I  had  just  time  to  get  to  my  break 
handle  when  I  felt  a  shock,  which  knocked  me  over. 
On  getting  out,  I  found  we  had  run  into  a  train  of 
empty  carriages  which  had  been  standing  at  the  plat- 
form. TTiere  was  no  damage  to  the  carriages  in  my 
train,  and  no  vehicles  off  the  rails.  One  or  two  pas- 
sengers complained  of  being  shaken  at  the  time.  My 
driver  was  quite  sob^. 


Conclvsian. 

!From  the  foregoing  evidence  it  appears  that  the  9.20  p.mr  down  passenger  traiii 
from  Birmingham,  haying  disohai^ged  its  passengers  at  the  down  platform  at  Dudley, 
was,  in  order  to  clear  the  down  line  for  a  goods  train,  sent  hy  the  signalman  at  the 
north  signal-hox  across  on  to  the  up  line,  without  waiting  as  usual  for  the  passmg  of 
the  9.50  p.m.  up  train  from  Wolverhampton,  and  that  it  was  standing  on  the  up  line, 
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just  over  the  cross-over  road  points,  when  the  up  train  came  up  and  ran  into  it  before 
it  was  able  to  move  more  than  a  few  yards  out  of  the  way* 

The  signalman  in  the  north  box  stetes  that  he  signalled  the  empty  train  on  to  the 
south  box,  that  his  signals  were  acknowledged  in  the  proper  manner,  and  that  he 
had  no  doubt  that  it  had  proceeded  to  the  other  end  of  the  station  to  get  away  to 
Birmingham.  The  signalman  at  the  south  box  denies  that  he  received  any  signals 
whatever  with  regard  to  this  train,  while  the  driver  states  that  he  waited  where  he 
did,  in  the  expectation  that  as  soon  as  the  down  goods  train  had  got  away  he  would 
be  brought  back  on  to  the  down  line  again. 

The  entries  in  the  books  of  the  two  signalmen  support  their  respective  stat^nents. 

It  is  impossible  that  both  these  men  can  be  speaking  the  truth,  for  the  south  box 
signalman  can  hardly  have  omitted  to  hear  the  numb^  of  signals  stated  to  have  been 
sent,  and  certainly  cannot  have  answered  them  without  knowing  that  he  had  done  so. 
Q3iere  is  little  or  no  collateral  evidence  to  support  the  statements  of  one  or  other  of 
them,  but  I  have  no  doubt  in  my  own  mind  that  the  man  to  blame  for  this  collision 
is  the  signalman  in  the  north  box,  who  probably  sent  the  train  of  empty  carriages 
across  with  the  intention  of  bringing  it  back  again  on  to  the  down  line,  and  then  having 
forgotten  all  about  it,  endeavoured  to  throw  the  blame  on  the  signalman  in  the  south 
box,  by  making  false  entries  in  his  book* 

Even  if  his  statement  were  true,  he  ought  to  have  seen  the  red  head  light  on  the 
engine,  which  was  imder  250  yards  from  him,  if  he  had  looked  to  see  if  the  line  was 
clear  before  taking  off  his  signals  for  the  up  train. 

The  driver  of  the  up  train  might  have  seen  the  red  light  sooner  if  he  had  been 
keeping  a  proper  look-out,  but  it  must  be  remembered  in  his  favour  that  he  was 
running  with  all  signals  off  for  him  to  enter  a  station,  and  that,  owing  to  the  curve 
of  the  line,  and  the  position  of  the  two  stations  alongside  each  other,  it  was  not  easy 
at  once  to  see  on  which  Une  the  red  light  was  standing. 

I  have,  &c., 
The  Secretary,  F.  A.  Mamndin, 

(llailway  Department,)  Majar^  B.E. 

Board  of  Tirade. 

Printed  copies  of  the  above  report  were  sent  to  tho  Ck>mpany  on  the  22nd  November  1878. 


GEEAT  WESTERN  EAILWAT. 


Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  London,  S.W.,  6th  December  1878. 

I  HAVB  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  your  Minute  of  the  15th  November, 
the  result  of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the  11th  of 
November  at  Mollaiid  and  Bishops  Nympton  station,  on  the  Devon  and  Somerset 
Branch  of  the  Great  Western  Railway. 

In  this  case  the  8.40  p.m.  down  passenger  train  from  Taunton,  consisting  of  tank 
engine,  composite  carriage  with  break  compartment,  ordinary  composite  carriage, 
and  third-class  carriage  with  break  compartment,  entered  the  passing  loop  at  MoU^md 
and  Bishops  Nympton  station  at  too  high  a  rate  of  speed,  and,  running  through  the 
station,  came  into  collision,  at  about  10  p.m.,  with  the  9.20  p.m.  up  mixed^  train 
from  Barnstaple,  consisting  of  tender  enffine,  two  trucks,  break-van,  and  one  passenger 
carriage,  which  was  on  the  single  line  beyond  the  loop  points,  drawing  slowly  up  to 
the  up  home-signal,  which  was  at  danger. 

There  were  only  three  passengers  in  each  train,  and  of  these  one  was  injured. 

The  following  is  the  damage  to  the  rolling  stock : 

In  the  doum  train.  Leadmg  buffer-beam,  buffers,  life-guard,  and  leading  end  of 
frame  of  engine  broken,  two  buffers  on  third-class  and  composite  carriage  broken. 

In  the  up  train.  Leading  buffer-beam,  both  cylinder  covers,  right-hand  cylinder, 
leading  end  of  frame,  buffers,  life-guard,  bogie  frame,  and  leading  axle-boxes  of  engine 
broken,  one  buffer-rod  broken  and  one  bent  on  break-van. 

None  of  the  vehicles  were  thrown  off  the  rails. 
)    One  rail  and  three  sleepers  were  damaged,  and  have  been  replaced. 
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Description. 

Holland  and  Bishops  Nympton  station  is  a  passing  place  on  the  Devon  and 
Somerset  single  line,  about  14^  miles  east  of  Barnstaple. 

The  line  was  opened  in  1873,  but  the  passing  loop  at  this  station  was  opened  in 
1876. 

The  loop  is  300  yards  in  length,  and  the  station  is  provided  with  distant,  home,  and 
starting  signals,  in  both  directions,  the  home-signsds  being  about  30  yards  outside 
the  loop  points  at  either  end,  while  the  down  distant  is  600  yards,  and  the  up  distant 
is  292  yards,  outside  the  home-signals.  The  gradient  through  the  station  is  1  in  320, 
but  the  line  falls  from  East  Anstey,  at  the  summit  level  of  the  line,  to  Holland 
throughout  the  whole  distance  of  4|  miles,  the  steepest  gradient  being  one  of 
1  in  58-50*  From  the  down  distant-signal  to  the  down  home-signal  the  gradient  is 
1  in  107. 

The  line  continues  to  fall  beyond  the  station,  the  gradient  between  the  up  home 
and  up  distant  signal  being  1  in  155. 

The  actual  point  of  collision  was  70  yards  outside  the  down  end  of  the  loop. 

The  points  and  signals  are  correctly  interlocked. 

The  engine  of  the  down  train  was  a  four-wheel  coupled  bogie  tank-engine,  weighing 
39  tons,  with  hand-break,  having  one  wooden  block  on  each  of  the  coupled  wheek. 


Evidence. 


Henry  Frosty  driver  16  years,  states :  I  was  driver 
of  the  8.40  p.m.  down  train  from  Taunton  on  the 
11th  November.  T  left  East  Anstey  about  right  time, 
and  arrived  at  Bishops  Nympton  and  MoUand  at 
10.1  p.m.  Instead  of  stopping  at  the  platform  I  ran 
past  and  came  into  collision  with  the  up  ti*ain  which 
was  on  the  other  side  of  the  up  home«signal,  and 
which  was  moving  slowly  at  the  time.  When  I  came 
into  collision  with  the  up  train,  I  was  going  about 
five  miles  an  hour.  I  noticed  that  the  up  home- 
signal  stood  at  danger.  The  down  signals  were 
standing  '^all  right"  as  I  passed.  It  was  thick 
snow  and  sleet  all  the  way  from  Wiveliscombe,  and 
I  had  difficulty  in  pulling  up  at  the  various  stations 
My  mate  put  on  the  break  just  after  I  left  East 
Anstey,  five  miles  distant,  and  it  was  kept  on  tight 
all  the  way,  and  I  blew  the  guard's  whistle  nearly 
a  mile  from  the  station,  on  the  incline,  but  I  felt  no 
effect  from  the  guard's  break.  I  tried  to  sand  the 
metals,  but  the  bottom  of  the  pipes  was  choked  with 
snow.  I  reversed  my  engine  at  the  home-signal 
without  producing  any  effect,  as  the  wheels  skidded. 
It  is  a  steep  falling  gradient  all  the  way  from  East 
Anstey  to  Bishops  Nympton.  I  have  been  on  the 
line  2o  years,  and  driver  for  16,  and  have  driven  on 
the  Devon  and  Somerset  for  5  years,  or  ever  since 
the  opening  in  November  1873.  I  have  never  been 
fined  or  reprimanded  during  the  time  I  have  been  in 
the  C<mipan3r'8  employ.  My  engine  is  a  four-wheel 
coupled  bogie  tank-engine,  weighing  39  tons,  and  is 
fitted  with  a  hand-break,  having  the  wooden  break 
block  on  each  coupled  wheel.  The  break  was  in 
good  order.  I  have  never  overrun  this  station  before. 
I  did  not  ease  my  break  when  1  foopd  the  wheels 
were  skidded.  I  noticed  that  the  train  was  getting 
the  better  of  me  before  getting  to  the  down  distant- 
signal,  and  I  immediate^  blew  my  whistle  for  the 
guard's  breaks.  The  signals  were  right,  and  the  lights 
burning  well. 

T.  Tucker,  fireman  six  yeArs,  l^tates  :  I  was  fireman 
to  Henry  Prost  on  the  11th  November.  After 
leaving  East  Anstey,  steam  was  shut  off  just  before 
coming  to  Xhfi  up  distant-signal  that  is  about  300 
yards  from  East  Anstey.  The  bi-eaTc  was  as  usual 
applied  soon  after  passing  that  signal,  and  it  was 
eased  and  tightened  from  time  to  time  down  the  bank. 
I  put  it  on  as  tight  as  I  could  about  a  mile  and  a  half 
from  MoUand,  and  did  not  ease  it  afterwards. 


ffiiliam  Pope,  guard  5  years,  states :  I  was  guard 
in  charge  of   the  8.40  p.ro.  passenger  train   from 


Taunton  on  the  11th  of  November.  I  left  East 
Anstey  at  9.50  p.m.,  right  time.  On  nearing  the 
distant-signal  at  Bishops  Nympton  and  Molland 
station,  I  was  letting  down  the  window,  and  heard 
the  break-whistle  sounded.  I  applied  my  break,  and 
directly  afterwards  I  heard  the  whistle  sounded  a 
second  time.  I  applied  extra  power,  and  the  wheels 
skidded,  but  the  break  did  not  appear  to  lessen  the 
speed.  The  train  ran  through  the  station  at  about 
the  rate  of  8  or  9  miles  an  hour,  and  came  into 
collision  with  the  engine  of  the  9.20  p.m.  up  train, 
just  beyond  the  up  home-signal.  I  looked  through 
the  train  and  found  I  had  three  passengers,  one 
second  class  and  two  thirds.  I  asked  if  they  were  all 
right ;  two  said  they  were  not  hurt,  but  the  third, 
who  was  in  a  third-class  carriage,  complained  that  he 
had  received  a  blow  in  the  side.  I  asked  if  they 
would  like  to  walk  to  the  station.  They  at  once 
alighted,  and  then  I  informed  them  that  there  was  an 
hotel  dose  by.  I  showed  them  the  way.  I  was  not 
injured.  Porter  Pollard,  of  South  Molton,  who  was 
going  back  as  spare  breaksman,  was  in  another  break 
compartment  of  the  front  carriage  at  the  time  of  the 
collision,  and  I  found  his  break  on  after  the  collision. 
My  train  consisted  of  two  composites,  Nos.  253  and 
217,  and  third  class.  No.  400.  The  train  had  been 
keeping  correct  running  time  all  the  way  from 
Taunton.  The  night  was  wild  and  stormy  ;  first 
sleet,  and  from  Anstey,  snow.  The  distance  from 
Anstey  to  Molland  is  over  4^  miles,  and  the  time 
occupied  in  running  was  ten  minutes  up  to  the  time 
of  the  collision.  The  driver  did  not  oveirun  any 
other  station,  but  there  was  more  difficulty  than  usujd 
is  stoj^ing,  owing,  I  think,  to  the  slippery  state  of 
the  rails.  I  have  been  working  the  same  trains  this 
driver  has  been  driving  for  20  months,  and  have 
always  found  him  a  very  steady  driver.  I  was  riding 
in  the  last  carriage.  We  were  running  our  usual 
speed  all  the  way.  There  was  no  one  on  the  engine 
but  the  driver  and  fireman,  and  both  were  quite  sober. 

James  EUton,  driver  seven  years,  states:  I  was 
driver  of  the  9.20  p.m.  up  train  from  Barnstaple  on 
the  11th  Nov^mb^r.,  I  left  Barnstaple  right  time, 
with  one  carriage  and  guard's  van,  and  took  on  two 
waggons  at  Swimbridgc,  one  empty  and  one  loaded. 
On  nearing  Bishop's  Nympton  and  Molland  I  noticed 
the  signals  were  against  me.  I  pulled  up  at  the 
distant-signal,  and  was  drawing  up  very  gently  to 
the  home-signal.  When  Anthin  70  yards  of  the 
home-signal  the  do>vn  train  met  me.  I  never  saw  it 
until  it  was  within  two  engines'  length  of  me,  and  did 
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not  hear  any  whistle.  It  was  snowing  fiast.  and 
blowing  hard.  I  never  saw  the  lights  of  the  down 
tiain^  as  they  were  covered  with  snow.  I  had 
reversed  my  engine,  and  was  in  the  act  of  moving 
the  regulator,  when  the  collision  took  place.  The 
bnffer-plank  of  my  taHk-engine,  No.  2,039,  was 
broken,  and  both  framings  bent,  and  the  bogie  fhune 
was  broken.  I  heard  no  complaint  of  ii^nry  from  any 
passengers  in  my  train.  Neither  myself,  mate,  nor 
guard  were  injured,  and  the  engine  ani  vehicles  kept 
the  rails.  I  had  very  nearly  stopped  when  the 
collision  occurred.  I  couldn't  see  the  signals  very 
far,  as  the  snow  was  blowing  against  them. 

Henry  Govier,  guard,  states :  I  left  Bamsti^le  in 
charge  of  9.20  p.m.  up  train  to  time.  The  train 
consisted  of  engine.  No.  2,039,  one  composite,  No.  24, 
and  break-van.  No,  H,p55.  Second  guard,  William 
Browning,  took  on  two  trucks  at  Swimbridge.  We 
left  Sou^  Molton  9.52,  arrived  at  Holland  distant- 
signal  10  p.m.,  and  pulled  up  dead  there.  The  dtiver 
opened  his  whistle,  and  drew  slowly  inside  signal.  I 
heai'd  the  break-whistle  just  after  we  began  to  move, 
and  went  to  the  break,  but  before  I  covld  screw  it 
down'  I  felt  we  had  come  into  collision  sharply  with, 
as  I  supposed,  an  engine.  I  was  thrown  forward,  but 
not  injured.  I  jumped  out,  went  forward,  and  found 
we  had  been  run  into  by  the  8.40  p.m.  down  train*.  '  I 
noticed  the  up  signals,  distant  and  home,  at  danger., 
burning  clearly.  I  attended  to  my  passengers,  who 
all  three  complained  of  being  shaken,  but  did  noi 
appear  to  be  seriously  injured.  One  walked  back  to 
South  Molton,  who  should  have  been  left  at  that 
station,  but  was  asle^,  and  so  was  brought  to 
MoUand.  The  other  two  went  from  MoUand  to  their 
home  at  East  Anstey  in  their  own  conveyance. 
There  was  a  storm  of  rain  and  sleet  at  the  time. 

Frank  Pollard,  porter  three  years,  states:  I  am 
employed  at  South  Molton,  and  proceeded  to  Tauuton 
with  the  5.55  p.m.  up  trun  from  Barnstaple,  in  con- 
sequence of  a  rule  that  when  there  are  more  than  five 
vehicles  in  any  train  an  extra  breakamau  is  to  be  /sent 
with  it.  I  returned  from  Taunton  in  the  8.40  pan* 
down  train,  and  was  in  the  break  compartment  of 


the  carriage  next  to  the  engine.  I  can't  say  much 
about  the  speed,  but  I  don't  think  we  were  running 
very  fi»t  from  East  Anstey,  or  any  faster  than  usuaL 
On  approaching  the  down  distant-signal  at  Molland 
the  driver  sounded  iiis  whistle  for  the  guards'  breaks, 
and  I  applied  my  break  as  hard  as  I  could  screw  it 
up.  The  break-blocks  were  certainly  rubbing  hard, 
but  I  can't  say  whether  the  wheeb  wdre  skidded  or 
not.  Tlie  collision  was  not  verjr  violent,  but  it  knocked 
me  over  against  the  side  of  the  (carriage.  We  were 
not  going  more  than  i^  walking  pace  at  the  time.  It 
was  a  snowy,  slippery  night. 

Walter  Sole,  station-master,  states:  I  was  on 
Molland  platform  on  the  11th  November  at  10.0  p.m., 
waiting  Ihe  arrival  of  the  8.40  p.m.  dc^  and  the 
9.20  p.m.  up  trains.  I  heas^d  the  9.20  wl^stle  for  a 
signal  to  come  in,  and  at  the  same  time  I  heard  the 
break-whistle  of  the  8.40  p.m.  down,  and  noticed  her 
coming '  iii  xmiisually  fast  She  ran  by  the  platform 
with  the  guard's  breaks  tightly  on,  and  into  the 
9.20  p.m.,  which  was  about  200  yards  frx>m  the  end 
of  the  platform.  I  ran  to  the  place  of  the  accident  and 
found  both  the  engines  in  contact,  and  both  badly 
damaged.  There  wei^  three  t>as8engers  in  eachtrain, 
and  none  then  complained  of  injury.  They  all 
w^ed  to  the  station,  and  all,  excepting  Mr.  and 
'Mrs.  Carter  of  East  Anstey,  left  before  I  returned 
again,  to  the  office.  Some  half  an  hour  after  this  I 
Imd  information  from  one  of  oui'  men  thi^  a  passenger 
^t  the  hotel  had  sent  for  a  surgeon,  Mr.  Sanders  of 
South  Molton,  and  from  hhn  I  leiu*ned  that  the  passen- 
ger Mr.  Thomas  Groulding,  banker's  clerk,  of  Exeter, 
had  coie  rib  broken.  I  noticed  the  down  signals,  distant 
and  home,  burning  brightly,  and  easily  to  be  seen,  giving 
«  all  right "  sigmds.  The  up  signals,  distant  an^  home, 
were  also  clear  and  bright,  standing  at  danger.  I 
cannot  say  if  the  front  break  was  op,  but  I  have  no 
reason  to  think  it  was  not  on.  The  rear  break  was 
on  hard«  I  have  been  two  years  in  charge,  and  five 
years  altogeth^  at  MolUn4  and  do  not  remember 
any  oiher  instapce  of  a  passenger  train  pverrunning 
the  loop.  It  was  a  very  unusual  night,  very  changeable 
weather,  sleeting  and  freezing  njlteioately,  and  then 
niowing.    The  drivers  and  fiie^UBn  w^re  q^ite  sober^ 


Conclusion. 

This  accident  was  caused  by  the  driver  of  the  8.40  p.m.  down  passenger  train  from 
Taunton  not  having  got  his  train  under  proper  control  wheg.  approaching  Molland 
and  Bishop's  Nympton  station,  and  so  overrunning  the  station  loop. 

The  weather  appears,  from  all  the  evidence,  to  have  been  very  bad,  and  no  doubt 
the  rails  were  in  an  exceptionally  bad  condition  for  making  a  stop  on  a  heavy  falling 
gradient,  but  a  driver  of  16  years  experience,  who  had  been  driving  on  this  line  for 
over  five  years,  ought  to  have  been  able  to  make  the  necessary  allowance  for  such  a 
state  of  aliairs,  and  to  have  commenced  to  take  all  possible  steps  for  stopping  his  train 
sooner  in  consequence. 

Judging  from  the  evidence  of  all  the  men.  with  the  train,  an(i  also  from  the  recorded 
time  of  over  10  minutes  for  running  4f  miles,  it  does  not  seem  that  this  train,  which 
was  keeping  correct  time,  was  running  at  an  excessive  speed,  and  it  is  extraordinary 
that  this  being  so,  the  breaks  on  the  engine,  and  two  out  of  the  three  vehicles  in  the 
train,  should  not  have  been  sujQicient  to  pull  it  up, 

I  have,  &c. 

The  Secretary,  F.  A.  Mabinbin, 

(Railway  Department,)  Board  of  Trade,  Major,  B.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  (m  2Sth  Deoentber  1878. 
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CffiBAT  TTESTEBN  RAILWAY. 

;  5 

Sib,  17,  Queen's  Gate  Terrace,  14th  December  1878. 

In  compliance  with  the  inetrtictions  contained  in  your  minute  of  the  30th 
ultimo,  I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circumstances  which  attended  the  collision  that  occurred 
on  the  26th  ultamo  at  Horrabridge  station  on  tiie  Great  Western  Railway. 

A  goods  train  belonging  to  the  London  and  South-Westem  Railway  Company  (which 
company  has  running  powers  over  this  part  of  the  Great  Western  system)  broke  in 
two  parts  as  it  was  approaching  Horrabridge  station,  and  the  hind  portion  rah  into  the 
front  portion  of  the  train  at  the  station. 

The  guard  in  charge  who  was  travelling  in  the  front  break- van  was  MUed.  This 
break-van  was  a  good  deal  damaged.  A  meat  waggon,  which  was  next,  mounted  the 
van,  was  also  damaged,  and  two  of  its  wheels  left  the  rails,  and  the  sixth  wa|ggon 
from  the  engines,  which  was  a  waggon  belonging  to  the  Great  Eastern  Railway 
Company,  was  also  damaged.  The  fastening  of  the  draw-bar  of  this  waggon  gave 
way.  The  permanent  way  was  very  little  injured.  The  railway  is  a  single  line  with 
a  loop  for  up  and  down  trams  to  pass  each  other  at  JHorrabridge.  It  is  worked  on 
the  block  system  in  connection  with  the  train  staff.  Yelverton  block  station  is  about 
1|  miles  south  of  Horrabridge.  The  Hne  falls  from  Yelverton  to  Horrabridge  with 
steep  gradients  of  1  in  110,  1  in  104,  and  1  in  60,  except  two  short  breaks  of  4 
chams  and  7  chains  long,  which  are  level.  The  line  through  Horrabridge  is  level, 
after  which  it  again  falls  on  a  gradient  of  1  in  60.  It  curves  to  the  left  as  it 
approaches  Horrabridge  from  the  south,  but  it  is  straight  through  the  station, 
which  is  well  protected  with  home  and  distant  signals,  which  are  interlocked  with 
the  points  and  are  worked  from  a  raised  signal-cabin.  The  station  is  also  provided 
with  starting-signals  in  both  directions.    The  evidence  is  as  follows : — 


Eoidence. 


WiUkun  HM/rdj  breaksmanin  the  London  andSouth- 
Western  Company's  service,  states.  —  On  Tuesday 
26th  November  I  took  charge  of  the  rear  van  of  the 
5.40  pan.  train  from  Friary,  as  far  asLaira  junction. 
At  Laira  junction  my  train  was  joined  to  the  6.45  p.m. 
goods  from  Devonport,  and  the  c(Hnbined  trains,  con- 
sisting of  two  engines  and  tenders,  three  break-vans 
and  26  waggons,  started  from  Laira  at  6.5  p.m.  to  pro- 
ceed to  Exeter.  Guard  Martin,  the  deceased,  was  in 
the  front  van,  and  in  charge  of  the  train,  the  van  in 
which  I  was  riding  being  the  middle  one  of  the 
three,  and  the  18th  v^ide  from  the  train 
^igines.  Steer  was  in  the  van  at  the  tail  of  the 
train.  On  approaching  Horrabridge  it  was  veiy  dark 
and  the  signals  were  against  us,  until  we  slowed  to 
about  five  miles  ah  hour,  ^nd  the  engines  were  within 
about  100  yards  of  the  stop-signal,  then  the  stop-signal 
was  taken  off.  I  immediately  took  off  my  break  which 
had  been  put  on  shortly  after  leaving  Yelverton 
tunnel,  and  the  speed  of  the  train  increased  to  about 
seven  or  eight  miles  an  hour  on  entering  the 
stadon,  whai  we  came  to  a  sudden  stop  which  I 
thought  was  caused  by  the  breaks  of  the  engines 
having  been  suddenly  applied.  J  got  out  of  my  van 
on  the  up  platform  and  went  to  the  front  of  the  train, 
thinking  there  were  some  waggons  or  road  box  goods 
to  go  on.  I  then  found  that  a  collision  had  occurred, 
and  on  going  to.  the  other  side  of  the  train  I  saw  the 
body  of  Guard  Martin  between  the  front  van  and  the 
following  vehicle,  which  was  a  meat  van,  the  latter  of 
which  had  mounted  the  break-van  and  squeezed  the 
guard  to  death  as  he  w«8  standing  on  the  foot-board 
at  the  end  of  the  van.  I  do  not  know  when  or  where 
the  train  became  divided  and  did  not  know  that  it  was 
divided  until  I  saw  the  cc^lision  had  occurred.  My 
break  wheel  is  inside  my  van.  I  heard  no  whistlii^ 
for  signals. 

Jolin  SUer^  broi^sman  in  the  London- and  Houth^ 
Wet^m  Company's  semee  slates;  ^-^On  Tuesday  ^th 
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November  I  took  charge  of  the  5.45  p.m.  goods  tiWn 
from  Devonport  to  Exeter  as  far  as  Laira  juncti  onat 
which  place  my  train  was  joined  in  the  usual  m  aner 
to  the  5.40  p.m.  train  from  Friary,  and  the  combined 
trains  left  Laira  junction  at  6.5  p.m.  to  proceed  to 
Exeter  formed  as  follows : — 

Engine  of  5.45  p.m.  goods  from  Devonport. 

„  5.40    „  „  Friary. 

Break-van  „  „  „ 

16  waggons  „  „  „ 

Break-van  „  „  ,, 

10  waggons  5.45  „  „  Devonport. 

Break-van    '        „  „  „ 

with  a  guard  in  each  van. 

The  train  continned  on  its  journey  in  the  same  forma- 
tion (the  van  in  which  I  was  riding  being  at  the  rear.) 
On  nearing  Horrabridge  the  distant-signal  was  at 
danger  and  the  train  slowly  approached  the  stop-signal, 
which  was  also  at  danger.  1  had  commenced  putting  on 
my  break  just  after  passing  through  the  Yelverton  tun- 
nel, which  is  about  a  mile  south  of  Horrabridge,  and  I 
kept  it  on  partiaUy  until  after  the  home-signal  at 
Horrabridge  station  showed  all  right.  I  did  not  feel 
any  jerk  when  the  train  started  again,  after  being 
checked  just  before  reaching  the  home-signal.  The 
ftx>nt  part  of  the  train  was  within  about  50  yards  of 
the  stop  or  home-signal  when  the  stop-signal  was 
pulled  off.  There  was  no  whistling  before  it  was 
pulled  off.  I  immediately  took  off  my  break  which  I 
had  put  hard  on  directly  I  found  the  signal  to  be  at 
danger,  and  the  speed  of  the  train  gradually  increased 
to  about  ^Yt  or  six  miles  an  hour  as  we  ran  into  the 
station.  My  van  had  passed  the  west  end  loop  points 
by  about  two  lengths  when  the  train  came  to  a  sudden 
stop.  I  thought  the  breaks  on  the  engines  had  been 
applied  suddenly  but  did  not  think  anything  wrong 
had  happened.  I  saw  Breaksman  Heard  who  was  in 
the  middle  van  get  out  and  go  to  the  front  of  the 
tndn  and  I  remained  in  my  van  for  five  or  six 
minutes  looking  out  for  a  signal  from  the  front  guard 
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and  expecting  the  train  to  start  every  minute. 
Breaksman  Heard  then  called  to  me  to  come  to  the 
front  of  the  train,  which  I  did,  and  thenfound  a  collision 
had  occurred.  It  was  quite  dark  when  we  approached 
Horrahridge.  I  had  not  the  slightest  idea  of  when, 
how,  or  the  exact  spot  the  train  became  divided,  as  I 
did  not  notice  any  unusually  sudden  jerk  with  the 
exception  of  when  the  train  came  to  a  stand  at  the  time 
of  the  collision.  We  had  two  side  lights  on  the  rear 
van  and  a  tail  lamp  on  the  same  vehicle.  I  have 
been  a  breaksman  six  months,  five  years  in  company's 
service. 

T,  Hicksy  engineman,  states. — I  am  in  the  London 
and  South- Western  Company's  service,  I  was  driver  of 
No.  372  engine  on  the  26th  November  1878,  and  leH; 
Friary,  Plymouth,  with  the  5.40  p.m.  goods  at  right 
time  with  18  vehicles  and  an  engine  and  tender  and  pro- 
ceeded to  Lair  a  junction,  where  my  train  was  attached 
to  the  6.45  p.m.  goods  from  Devonport,  making  the 
train  up  to  29  vehicles,  my  engine  was  next  to  the  train 
and  No.  360  engine  (Powell,  driver),  was  in  front 
of  mine.  We  left  Laira  junction  at  6.5  p.m.  (right 
time).  On  approaching  Horrahridge  the  signals  were 
at  danger  and  we  had  nearly  stopped.  The  home- 
signal  was  then  taken  off,  we  proceeded  into  the 
station  and  were  drawing  up  beibre  reaching  the 
starting-signal,  which  was  at  danger,  when  we  received 
a  jerk  as  if  something  had  run  into  us,  pushing  us 
ahead  two  or  three  feet.  I  got  from  my  engine  on 
to  the  platform  and  saw  that  the  waggon  behind  the 
guard's  van  had  mounted  the  buffers  and  run  into  the 
middle  of  the  break-van.  I  called  out  to  the  guard 
but  received  no  answer.  I  got  my  hand-lamp  and 
found  him  jammed  in  between  the  ruins  of  the  waggon 
and  van.  I  afterwards  found  out  that  the  train  had 
parted  through  the  pin  of  the  draw-bar  of  No.  10,209 
Great  Eastern  waggon  coming  oat  or  brea  king,  but  I 
saw  nothing  of  it  until  the  waggons  ran  into  us  at  the 
station.  I  think  that  it  was  the  hind  draw-bar  of 
the  sixth  vehicle  from  the  tender  that  gave  way.  I 
think  we  were  not  moving  more  than  one  mile  per 
hour  when  the  hind  part  of  my  train  ran  into  the 
front  part.  I  gave  my  engine  a  little  steam  when  the 
home-signal  was  taken  off,  and  again  alter  my  engine 
had  passed  the  horoe-signaL 

W.  Powell^  engineman,  states. — I  was  driver  of 
the  London  and  South- Western  No.  360  engine  on  the 
26th  November  1878.  Left  Devonport  at  5.45  p.m. 
(right  time)  with  the  Devonport  goods  (up)  with  1 1 
vehicles,  one  engine  and  tender.  On  arriving  at  Loira 
junction  my  en^ne  was  unhooked,  and  I  ran  ahead 
to  allow  the  Friary  goods  to  come  out  on  the  main 
line  and  be  attached  to  my  train,  making  the  train  up 
to  29  vehicles  (26  waggons  and  three  break-vans)  two 
engines  and  two  tenders,  the  Devonport  portion  being 
in  the  rear  and  the  two  engines  in  front.  My  engine 
was  then  attached  to  No.  372  engine,  T.  Hicks,  driver, 
who  was  next  the  train.  We  then  left  Laira  junction 
at  6.5,  right  time,  and  on  approaching  Hoixabridge 
station  the  signals  stood  at  danger  in  consequence  of 
having  to  cross  a»  Great  Western  train  there.  On 
arrival  of  this  passenger  train,  which  I  observed  by 
green  lights  on  it,  the  signal  was  taken  off  for  us  to 
go  into  the  station.  On  aniving  at  the  platform^  the 
station-master  changed  the  train  ticket  as  we  were 
slowly  passing,  my  mate  taking  it  from  him,  the  start- 
ing-signal stiU  being  on  against  us.  I  whistled  for  it 
to  be  taken  off;  just  as  it  was  taken  off  I  looked 
around  to  see  that  the  train  was  all  right,  when  I  saw 
a  red  light  waved  from  the  platform.  1  told  my  mate 
to  put  on  his  break,  and  before  he  could  do  so  some- 
thing ran  into  us,  knocking  us  slightly  ahead.  I  got 
off  my  engine  and  went  back  and  found  a  meat  van 
which  was  next  to  the  front  break -van,  had  run  into 
this  van,  leaving  the  front  pair  of  wheels  on  the  rails, 
and  the  waggon  next  to  the  meat  van  was  off  one  pair 
of  wheels.  I  looked  about  for  the  guard  when  I  heard 
some  one  from  the  other  side  call  out  for  some  one  to 
come  around  as  there  was  a  man  killed.    I  went  round 


and  found  the  guard  was  jammed  in  between  the 
waggona  nd  the  van.  He  had  his  arm  around  the  hand- 
rail of  the  van  aa  if  he  had  been  looking  out  for  the 
signal  from  his  mate.  It  was  very  daik  at  this  time, 
and  I  believe  the  person  who  called  out  that  a  man 
was  killed  was  a  passenger  in  the  Great  Western  train 
which  was  standing  in  the  station  opposite  the  front 
poiiion  of  the  train.  The  cause  of  the  accident  was 
the  coupling  pin  of  No.  10,209  Great  Eastern  waggon 
breaking  or  coming  out,  I  cannot  say  which,  and 
allowing  the  hind  portion  of  the  train  to  run  into  us, 
as  it  was  a  falling  gradient  of  1  in  60.  This  waggon 
was  the  fourth  or  ^fth  from  the  front  van.  I  cannot 
tell  where  the  train  parted,  as  I  felt  nothing  whatever 
amiss  till  the  waggon  ran  into  us.  We  had  no  occasion 
to  stop  at  Horrahridge,  but  only  to  slack  to  change 
the  staff  or  train  ticket.  I  had  not  put  on  steam  at 
•the  time  of  the  collision. 

Francis  Wright y  fitter,  in  charge  of  carriage  dp- 
partment  Great  Western  Railway  at  Hymouth  yard, 
states. — I  produce  the  pin  which  I  took  from  No. 
10,209  Great  Eastern  waggon,which  broke  and  allowed 
the  hind  draw-bar  to  bepulled  out  of  the  waggon  of 
the  London  and  South- Western  Company's  5.40  p.m. 
goods  train  from  Devonport  I  found  the  pin  on  the 
under  framing  of  the  waggon.  It  is  the  usual  size  pin 
used  for  that  purpose.  There  is  no  flaw  in  the 
fracture.  The  iron  appears  to  be  of  fair  quality,  but 
hard  and  short  in  the  gi*ain.  I  found  the  other  end 
of  the  pin  on  the  wood  framing  close  to  the  spring,  and 
the  head  liad  been  driven  into  to  the  inside  of  the  sole 
piece  of  the  waggon  next  to  the  platform,  having  evi- 
dently been  shot  out  of  its  berth  with  some  force  when 
it  broke.-  The  iron  plate  on  the  head-stock,  through 
which  the  draw-bar  passes,  was  broken,  and  found  by 
our  men  about  a  quarter  of  a  mile  south  of  the  Horra- 
hridge home-signal.  This  plate  was  no  doubt  broken 
by  the  draw-bfur  being  pulled  through  it. 

Robert  Ferres^  signalman  at  Horrahridge,  in  Great 
Western  Ck>mpany's  service,  states. — ^I  was  on  duty 
26th  November  when  the  London  and  South-Western 
express  goods  approached  Horrahridge  station.  The 
tmin  was  tel^raphed  from  Yelverton  about  1^  miles 
south  of  my  station,  and  I  gave  Yelverton  *<  line  clear*' 
at  6.36  p.m.  Yelverton  gave  *Hrain  on"  at  6.88, 
and  at  6.40  I  took  off  my  signals  for  the  goods  tr  ain 
I  did  not  take  them  off  sooner  as  the  mail  to  Plymouth 
had  not  reached  the  station.  The  line  is  single,  and 
there  is  a  crossing  loop  line  at  Horrahridge.  I  do  not 
know  that  the  goods  train  was  checked  at  all  by  my 
signals,  a^  I  did  not  hear  the  driver  whistle.  The 
ppodB  reached  Horrahridge  at  6.42.  The  mail  reached 
the  station  at  6.40.  I  did  not  take  off  the  up  starting- 
signal  at  Horrahridge  for  the  goods  train  until  the 
mail  had  drawn  up  at  the  station  and  I  saw  the  tail 
light  of  the  mail.  I  took  off*  my  starting-signal  as  the 
goods  train  engines  reached  my  cabin.  The  up  start- 
ing-signal is  about  40  yards  north  of  my  cabin.  The 
goods  train  had  not  come  to  a  stand  when  I  took  off 
the  starting-signal  for  it  to  proceed.  I  was  aware 
that  the  driver  of  the  goods  train  had  got  the  staff 
ticket  as  1  got  the  ^*  all  right "  signal  from  the  station- 
master.  I  never  take  off  my  starting-signal  till  I 
have  *<  all  right  '*  from  the  station-master  to  show  that 
he  has  given  the  driver  the  staff  or  ticket  to  proceed. 
I  have  been  a  signalman  about  three  years.  After  I 
took  off  the  up  starting-signal  I  saw  that  the  goods 
train  was  divided*  I  had  not  taken  off  my  down 
starting-signal  for  the  mail  train  at  this  time,  as  I  do 
not  do  so  till  I  see  the  tail  lamps  of  the  crossing  train. 
I  think  there  was  a  distance  of  about  three  waggons 
between  the  front  and  hind  portions  of  the  goods 
train.  The  hind  portion  of  the  goods  train  ran  into 
the  front  poiidon  close  to  the  starting-signaL  The 
front  portion  was  nearly  at  a  stand  at  this  time.  I 
did  not  see  that  the  engine-drivers  had  put  on  steam 
at  this  time.  The  hind  portion  was  running  about 
eight  miles  an  hour  at  the  time  of  collision.  When  I 
saw  there  was  going  to  be  a  collision  I  could  do 
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nothing  to  prevent  it,  but -I  ran  down  and  found  the  the  driver  of  the  front  engine.  There  were  two 
second  waggon  from  the  engine  had  mounted  the  van  engines  attached  to  the  &ont  of  the  train.  The  start- 
next  the  engine,  and  the  guard,  who  appears  to  have  ing-signal  was  not  then  pulled  off,  and  the  driver 
been  standing  on  the  foot-board  at  the  back  of  his  sounded  his  shrill  whistle  for  it  to  be  pulled  off^  which 
break-van,  was  killed.  I  did  not  see  whether  the  was  done.  I  tlien  noticed  that  there  were  only  six 
breaks  had  been  on  any  of  the  break-vans  or  engine  vehicles  attached,  and  not  seeing  the  tail  lamp,  I 
tenders  at  the  time.  turned  the  red  light  of  my  hand-lamp,  and  showed  a 

danger-signal   towards   the   other  part  of  the  train, 

Benjamin   Drake,   station-master  at  Horrabridge,  which  I  saw  by  the  side  lamps  on  the  rear  van  had 

states. —  I  was  on  duty  at  the    station  on  Tuesday  broken  away.     The  driver  may  have  seen  my  danger- 

26th  November  1878.     The  5.40  p.m.  down  mail  train  signal  momentarily  as  I  turned  it  on  in  my  lamp,  but 

ex  Launceston  arrived  at  6.40  p.m.,  and  I  collected  that  must  have  been  all.      The  distance  between  the 

the  staff  from  the  driver,  and  went  to  the  signal-box  first  and  second  part  of  the  train  was  about  the  length 

and  took  out  a  ticket  from  the  train  ticket  box  to  of  seven  trucks,  and  the  collision  accurrcd  almost  un- 

hand  to  the  driver  of  the  5.45  p.m.  up  London  and  mediately  after  I  showed  the  danger-signal.     A  meat 

South-Western  goods  train.     1  saw  the  head  lights  of  van  mounted  the  front  guard's  van,  and  smashed  the 

the  London  and  South-Western  train,  which  was  ap-  body  of  it.     I  immediatdy  went  to  the  front  part  of 

preaching  the  station,  and  I  then  crossed  from  the  the  train  and  found  that  the  head  guard  had  been 

down  to  the  up  platform  to  hand  the  train  ticket  to  the  squeezed  to  death  in  his  van.      A  doctor  was  sent  for 

driver  of  the  goods  train.     The  5.40  p.m.  down  Great  at  once.     The  second  part  of  the  train  passed  at  a 

Western  train  was  then  standing  at  the  station,  waiting  speed  of  seven  or  eight  miles  an  hour.     I  did  not 

to   cross  the  up   South-Western  goods  train.     The  notice  whether  any  breaks  were  on  the  hind  part  of 

engines  of  the  South-Western  goods  train  passed  mo  the  train  that  had  broken  loose.     I  have  been  14  years 

wWlst  I  was  standing  on  the  up  platform,  at  about  a   station -mastei*,  and  1 1  years  at  Horrabridge ;   20 

four  miles  an  hour,  and  I  handed  the  train  ticket  to  years  in  railway  service. 

The  goods  train  that  broke  in  two  was  made  up  of  two  goods  trains,  one  from  Devenport 
which  left  that  station  at  5.45  p.m.,  and  one  from  the  Friary,  which  left  that  station 
at  5.40  p.m.  These  trains  were  joined  together  at  Laira  junction,  and  on  leaving  that 
station  at  the  proper  time,  6.5  p.m.,  the  united  train  consisted  of  two  engines  and 
tenders,  a  break-van  with  the  guard  in  charge,  16  waggons,  a  second  break- van  with 
a  guard,  10  more  waggons,  and  a  third  break-van  with  another  guard  at  the  tail  of  the 
train.     The  vehicles^ were  marshalled  in  the  order  that  they  are  given. 

The  train  was  timed  to  pass  the  down  passenger  train  at  Horrabridge,  which  obliges 
the  engine-drivers  to  approach  the  station  cautiously. 

On  the  night  in  question,  which  is  reported  to  have  been  very  dark,  the  Horrabridge 
up  distant  and  home  signals  were  at  *'  danger  "  when  the  goods  train  approached. 
THie  down  passenger  train  was  entering  the  station  at  the  time,  and  the  goods  train  was 
being  stopped  inside  the  up  distant-si<;nal  by  the  engine-drivers  and  guards,  when  the 
up  home-signal  was  lowered  to  "  All  right,*'  upon  which  the  driver  of  the  second 
engine  put  on  a  little  steam,  the  guards  in  the  middle  and  tail  vans  and  the  firemen 
took  off  their  breaks,  and  the  goods  train  ran  forward  into  the  station. 

No  one  observed  that  the  goods  train  had  separated  in  two  parts  at  the  place  where 
steam  was  put  on,  until  the  front  of  the  goods  train  was  being  stopped  in  the  station 
in  consequence  of  the  starting-signal  being  at  danger. 

The  station-master,  who  was  the  first  to  observe  it,  held  out  his  hand-lamp  with  a 
red  light  towards  the  rear  of  the  train.  There  was  about  the  length  of  six  or  seven 
waggons  between  the  front  and  rear  portions  of  the  train  at  this  time.  The  hind  draw- 
bar of  the  sixth  waggon  had  been  pulled  out  of  the  waggon  in  consequence  of  the  pin 
breaking,  by  which  it  was  attached  to  the  buckles  shrunk  on  to  the  draw-bar  sj^i^i^g* 
The  pin  that  broke  was  1^  inches  in  diameter,  which  is  the  usual  size.  The  iron  was 
sound  and  good,  but  appeared  rather  hard  and  short  in  the  grain. 

The  draw-bar  was  pulled  through  the  cast-iron  face-plate  on  the  head-stock  of  the 
waggon.  This  plate  was  pulled  off  and  broken  in  two,  the  pieces  were  picked  up 
about  a  quarter  of  a  mile  to  the  south  of  Horrabridge  station,  showing  plainly  that 
the  train  separated  at  this  spot. 

The  accident  was  probably  caused  by  the  jerk  given  io  the  train  when  the  driver 
of  the  second  engine  put  steam  on. 

The  weight  of  the  two  engines  running  forward,  when  all  the  buffers  of  tlie  waggons 
were  close  together,  and  when  certainly  two,  but  probably  all  three  guards  had  their 
breaks  on,  gave  a  jerk  which  broke  the  pin. 

One  end  of  the  pin  had  dropped  on  to  the  frame  close  to  where  it  had  been  fixed, 
and  the  head  was  shot  horizontally  across  the  waggon  and  was  found  fii'mly  fixed  in 
the  side  frame,  from  whence  it  was  extracted  with  a  cold  chisel,  thus  affording  strong 
evidence  of  the  force  that  was  applied  when  it  broke. 

Ah  accident  of  the  same  kind  happened  to  a  similar  train  at  the  same  place  on  the 
5th  instant,  but  fortunately  it  was  not  attended  with  personal  injury  to  the  servants 
in  charge  of  the  train. 

The  dangers  attending  trains  that  require  more  than  one  engine  to  draw  them  have 
frequently  been  mentioned  by  all  the  inspecting  oflBlcers,  and  are  well  known  to  all 

K949.  I  ^  uigiiizedby  V:iOOQIC 


<    86    ) 

railway  people.  The  engine-driyers  and  guards  do  not  always  work  in  unison,  and 
only  too  frequently  some  of  them  trust  to  the  others  to  make  all  the  necessary  pro- 
visions for  the  safety  of  the  train  with  which  they  are  charged.  A  remarkable  instance 
of  this  occurred,  at  Holyhead  with  a  London  and  North- Western  passenger  train  a 
short  time  since.  The  two  guards  in  the  middle  and  hind  part  of  the  train  were  evidently 
in  the  habit  of  depending  on  the  guard  in  front  to  secure  the  train,  but  on  the  day  of 
the  accident  this  tnird  man  was  a  porter  doing  duty  as  porter  for  the  trip,  and  he  was 
not  aware  of  the  responsibility,  as  the  other  two  guards  had  not  told  him  of  the 
important  duty  he  had  to  perform,  and  consequently  a  collision  occurred. 

In  the  present  case  no  blame  appears  to  attach  to  any  of  the  servants  in  charge  of 
the  London  and  South-Westem  goods  train,  or  any  of  the  company's  servante  at 
Horrabridge  station,  the  accident  is  solely  attributable  to  part  of  the  material  of  one 
of  the  waggons  of  the  train  having  been  subjected  to  a  greater  strain  than  it  could 
bear.     I  do  not  think  it  was  constructed  to  bear  the  tug  or  jerk  of  two  engines. 

I  think,  moreover,  that  no  train  should  depend  on  one  coupling  as  all  material  and 
workmanship  are  liable  to  defects. 

I  have,  &c., 
The  Secretary,  F.  H.  Rich, 

(Railway  Department,)  Colonel  B.E. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Great  Western,  the  London  and  South-Western,  and  the 
Great  Eastern  Railway  Companies  on  the  6th  January. 


GREAT  WESTERN  RAILWAY. 


Sin,  17,  Queen's  Gate  Terrace,  14th  December  1878. 

In  compliance  with  the  instructions  contained  in  the  Order  of  the  4th  instant, 
I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the  result  of 
my  inquiry  into  the  circumstances  which  attended  the  locomotive  boiler  explosion 
that  occurred  on  the  30th  ultimo  at  Penzance  station,  on  the  Great  Western 
Railway. 

The  dome  of  the  lago  engine,  which  was  attached  to  the  3.50  p.m.  passenger  train, 
was  blown  oflf  just  as  the- train  was  going  to  start  for  Plymouth. 

No  persons  were  hurt,  but  the  cast-iron  dome  in  which  the  safety  valves  are  seated, 
and  the  brass  cover,  were  blown  into  the  air,  came  down  through  the  roofs  of  the 
station,  and  of  a  passenger  carriage  that  was  standing  in  the  siding  under  the  station 
roof,  and  lodged  on  the  floor  of  the  carriage.  A  small  piece  of  the  brass  dome  cover 
fell  on  the  public  road,  about  80  yards  further  off,  and  a  piece  of  the  wood  cleading 
was  picked  up  on  the  sea  beach  at  the  south  side  of  the  railway. 

When  the  engine  came  up  it  was  attached  to  a  train  which  consisted  of  five 
passenger  coaches,  and  a  break- van  at  the  tail  of  the  train,  in  which  the  guard  was 
to  travel.     The  engine  was  outside  the  passenger  station  at  the  time  it  blew  up. 

The  evidence  is  as  follows : — 


Gbeat  Wbstebn  Railway. 

Locomotive  and  Carriage  Department,  Newton  Abbot 
Station. 

lago  engine  is  a  6-wheeled  coupled  saddle  tank 
engine,  built  at  Swindon  October  1852. 


Cylinders  '        - 
Stroke  -  -  . 

Diameter  of  wheels   - 
Distance,  leading  to  driving  wheels 
„        driving  to  trailing       „ 

Total  wheel  base    * 


Weight  on  leading  wheels     - 
„         trailing      „ 
„  driving      „ 

Total    . 

with  6^  ins.  water,  7  cwt.  coke,  and  tank  full 


ft.  in. 
0  17 
0  24 
5     0 

7  44 

8  111 


Weight  when  empty 


16 

4 

tons. 

-  13 

-  11 

-  18 

cwts. 

8 

6 
18 

-     38 

12 

1. 

-     29 

12 

Boiler,  diameter  ' 

„       length 

„       thickness  of  plates 
Fire-box,  length 
„       breadth 
No.  of  tubes,  249 
Length  of  tubes     - 
Diameter  of  tubes,  outside 


Heating  surface,  fire-box 

„        „         tubes  (fireside) 

Total 


ft. 

in. 

.4 

6 

11 

0 

o 

0 

5 

4 

11     5ft 
0    2^ 


sq.  ft. 
-  128-3 
•     1287-7 

.     1416-0 


Area^  fire-grate     - 


19-2 


Contents  of  tank,  740  gallons. 
Tank  10  ft.  7^  in.  long,  18  ins.  and  12  ins.  at  bottom 
and  sides  respectively. 

lago  engine  was  sent  into  South  Devon  district 
from  Swindou,'  the  beginning  of  February  1877,  and 
was  used  at  Exeter  as  a  shunting  engine. 
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f  It  was  stopped  March  22nd,  1878,  for  a  Cew  general 
repairs,  and  was  sent  to  Newton,  and  afterwards  taken 
into  shops  March  24th,  1878,  a  few  slight  repairs  were 
done  to  the  boiler,  &c.  It  was  tested  with  cold  water 
June  19,  and  left  the  shops  again  October  30th,  and 
was  sent  down  to  Penzance  November  11th,  where  it 
was  working  up  to  November  30th,  the  day  of  the 
accident. 

Damage  done  to  engine  lago  bj  the  safety 
seat  failing,  November  30th : — 
Safety  valve  seat  broken. 
Spring  balance  screw  broken. 

„  „      lever  slightly  bent. 

Big  whistle  bell  dented  in  slightly. 
Weather  board  glasses  broken. 
Cleading  on  top  of  fire-box  slightly  disarranged. 
Baffle  plates  inside  part  of  boiler  over  fire-box  dis- 
arranged. 
Brass  dome  damaged. 

Exetei^  March  27th,  1878. 

Locomotive  Department. 

^port  of  repairs  required  to  lago  engine. 

Wheels  want  turning  up.  Axle-boxes  and  brasses 
all  want  examining.  BoUi  slide  valves  and  pistons  to 
be  examined ;  boti^big  and  little  ends  want  examining. 
Eccentric  want  letting  together.  Motions  want  ad- 
justing,  and  all  glands  bushing.  Outside  rod  brasses 
lining  up.  All  valve  gear  and  bolts  to  be  examined. 
Both  injectors  and  top  clacks  to  be  examined.  Grange 
and  cylinder  cocks  and  whistles  want  grinding  in. 
Left-hand  driving  wheel  tyre  loose.  Feed  valves  and 
strums  to  be  examined.  Tank  leaking  in  several 
places,  plate  very  thin.  Break  gear  to  be  examined. 
Break  holds  very  bad ;  more  leverage  wanted.  Fire- 
box and  tubes  to  be  examined.  Lubricators  to  be 
examined  and  cleaned  out.  Bolts,  kc.  in  foot-plate 
framing  to  be  examined. 

Engineman  William  Bakbb. 
(Signed)        Thomas  Hable. 


Great  Wkstebn  Railway. 

Locomotive  Department. 

Report  of  Repairs  done  to  lago  engine  at  Newton 
Station. 


Boiler  Work. 

Date  came  in  shop,  March  24th,  1878. 

Date  finished,  October  30th,  1878. 

Name  of  leading  man,  John  Kent. 

Ttdfes, — Four  old  tubes  taken  out  of  the  boiler,  and 
four  new  ones  put  in. 

hiitide  fire-box. — Old  seams  caulked  17  feet.  Safety 
plugs  examined,  both  of  Qreat  Western  Railway  pat- 
tern. Brick  arch  renewed,  and  new  smoke  deflectcH*, 
and  16  new  fire-bars  put  in. 

Outside  fire-box, — Small  patch  put  on  the  back  plate 
over  the  fire  hole,  ten  mud  holes  retapped,  and  two 
bushed  and  retapped,  and  ten  new  plugs  put  in. 

Boiler  barrel, — Old  seams  caulked  41  feet.  Rivets 
and  stays  caulked  89.  Water  space  cleaned  out.  Old 
rivets  taken  out,  and  new  put  in  13.  Lefb-hand  side 
and  bottom  of  the  tank  repaired  cleaned  out ;  and  both 
strums  examined.  All  loose  rivets  taken  out  of  the 
foot-plates,  and  the  ash  pan  repaired. 

Remarki^ — Boiler  tested  with  cold  water  June  19th 
to  140  lbs. 

Wheels, — Wheels  and  axles  examined,  tyres  turned 
Nos.  on  axles  driving  5727,  trailing  2829,  leading 
2828. 

Springs, — ^AU  springs  reset  and  spring  gear  repaired. 

Framing, — Both  frames  taken  down  and  repaired. 
Patches  put  on  right-hand  frame  over  driving  axle. 
Bottom  stay's  repaired^    Trailing  stays  renewed. 


Cylinders, — ^Left  piston  renewed.  All  piston  rings 
renewed.  Piston  rods  turned  and  valve  spindles  re- 
newed. All  glands  bushed  and  new  neck  rings. 
Cylinders  and  cylinder  fiices  faced  up  valves  reset 
thickness  11/16''. 

Motion, — Horn  blocks  lined  and  fresh  bolted.  Right 
driving  and  leading  blocks  renewed.  Axle  boxes  re- 
fitted. Motion  bars,  faced  blocks  re-metalled  and  fitted. 
Expansion  gear  and  radius  rods  repaired,  weigh  shaft 
renewed.  Eccentric  straps  and  sheares  refitted.  Li- 
side  and  outside  connecting  rod  brasses  refitted,  sheares 
keyed  on. 

JMiscellaneotis, — Tank  lifted,  new  wood  cleading  on 
boiler,  brake  gear  repaired,  top  of  brake  screw  and 
handle  renewed.  Injector  steam  cocks.  Water  gauge 
cocks,  pet  cocks  and  steam  chest  cock  ground  in.  Shrill 
whistle  repaired  and  break  whistle  renewed.  Injectors 
and  clack  valves  repaired.  Safety  valves  ground  in, 
md  all  joints  made.     Sand  gear  repaired. 

Robert  Wallaeey  fitter,  states. — I  was  chargeman 
in  chars^e  of  the  repairs  to  lago  engine.  I  Imd  the 
dome  taken  off  and  the  valve  seats  faced  in  the  lathe. 
I  examined  Hie  dome  and  made  the  joints  between 
dome  and  boiler  on  the  18th  June,  and  the  boiler  was 
tested  to  140  lbs.  with  cold  water  19th  June.  One 
of  the  dome  joint  studs  right  in  front  was  leaking 
when  tested,  the  joint  was  then  br<^en  and  a  new 
stud  was  put  in  and  the  joint  remade  the  same  day, 
when  th&  dome  'fixing  was  completed.  The  engine 
was  finished  and  tried  in  steam  30th  October,  when 
the  safety  valves  weie  adjusted  and  everything  about 
the  boiler  was  tight.  I  was  on  the  top  of  the  boiler 
when  the  engine  was  tested  with  cold  water,  and 
tiien  noticed  the  slight  leak  at  the  stud  mentioned.  I 
made  the  joint  the  first  time  with  gauze  wire  and 
cement  and  a  little  bit  of  lamp  cotton  inside  the  studs. 
The  joint  was  made  again  in  the  same  way,  and  on 
the  same  day  as  the  engine  was  tested.  The  seat  on 
the  boiler  was  a  little  hollow  and  I  used  the  lamp 
cotton  for  this  reason.  There  were  three  new  studs 
altogether  put  in,  the  other  two  were  worn  away  and 
required  to  be  renewed. 

John  Luxmorej  Esq,y  locomotive  superintendent  at 
Newton  Abbot — lago  engine  was  tested  31st  October 
with  120  lbs.  pressure  of  steam  and  appeared  steam- 
tight.  The  brass  cover  of  the  dome  was  on  at  the 
time  the  engine  was  tested. 

John  Jvey^  foreman  of  Penzance  running  shed, 
states. — The  lago  engine  arrived  at  Penzance  on  the 
night  of  Monday  1 1th  November  1 878,  working  the 
6.10  p.m.  passenger  train  ex  Plymouth,  Richard  Hurst 
being  the  engineman.  This  engine  on  that  day  had 
taken  the  place  of  the  Plato  engine  which  Richard 
Hurst  had  worked  to  Plymouth  with  the  11.15  a.m. 
passenger  train  ex  Penzance,  the  exchange  of  engines 
having  taken  place  at  Plymquth.  The  Plato  was 
stopped  at  Plymouth  in  order  to  be  sent  into  shops 
for  general  repairs.  Since  1 1th  November  the  lago 
has  been  working  the  11.15  a.m.  mixed  passenger 
train  from  Penzance  to  Plymouth,  returning  with  the 
6.10  p.m.  passenger  train,  Plymouth  to  Penzance, 
about  five  days  every  week,  on  the  sixth  day,  generally 
Thursday,  the  engine  being  stopped  in  shed  to  be 
washed  out  and  attended  to.  After  arriving  with  the 
6.10  p.m.  down  passenger  train  on  Wednesday  27th 
November,  Richard  Hurst  reported  as  follows  : — 

<*  lago  dome  joint  wants  making  and  R.  H.  cylinder 
<<  cover  joint  making,  L.  H.  trailing  spring  links 
"  broke,  and  smoke-box  want  bricking  up,  draws 
"  air. 

"  (Signed)        R.  Huiist." 

On  the  following  day  Thursday,  the  engine  was  in  shed 
and  the  fitter  commenced  the  repairs.  There  were 
no  spare  spring  links  at  Penzance,  and  the  broken 
ones  were  sent  to  Cam  Brea  shops  the  same  day,  and 
were  received  back  on  the  Friday  morning.  On 
Saturday  morning  the  links  were  put  on,  but  it  was 
then  found   that  the  spring  pin  was  bent,  and  we 
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could  not  get  the  links  in,  and  the  spring  pin  had  to 
be  taken  out  to  straighten  it,  and.  the  fitter  could  not 
complete  the  job  in  time  for  the  engine  to  work  the 
11.15  a.m.  train.  I  therefore  arranged  for  the 
Plymouth  engine,  which  had  worked  down  the  6.50  a.m. 
passenger  train  ex  Pljmouth  (which  engine  should 
have  worked  up  the  mails)  to  work  up  the  11.15  a,m. 
train,  and  I  appointed  the  lago  to  work  the  3.50  p.m., 
for  which  train  it  was  ready  in  good  time.  I  looked 
round  the  engine  before  it  went  back  to  the  station, 
and  saw  nothing  amiss.  When  the  explosion  occurred 
I  was  sitting  in  my  office  at  the  engine  shed,  300 
yards  from  the  station.  I  heard  the  noise,  but  it  did 
not  alarm  me.  However,  I  got  up  and  went  to  the 
office  door,  and  looked  down  the  shed,  as  I  thought  the 
sound  proceeded  from  the  shed.  As  I  was  standing 
in  the  doorway,  a  porter  ran  up  from  the  station,  and 
said  Mr.  Bone  had  sent  him  up,  as  the  mail  engine 
had  burst  its  boiler,  and  another  engine  was  wanted 
for  the  mails.  I  asked  him  if  anyone  was  hurt,  and 
he  said  no.  I  then  ran  to  the  door,  and  met  the 
station-master,  Mr.  Bone,  coming  in.  Ho  asked  for 
an  engine.  I  then  hurried  back  towards  the  station, 
and  told  George  Ventham,  engmeman  of  No.  2,124, 
which  was  standing  in  the  sea  siding,  near  the  west 
end  of  the  engine  shed,  after  arrival  with  the  11.0  a.m. 
passenger  train  ex  Plymouth,  to  pull  the  lago  down 
to  the  shed,  and  to  get  ready  for  the  mails.  He  did 
so,  and  then  turned  and  coaled  and  took  water,  and 
went  back  to  the  station  at  once,  and  the  mails  started 
27  minutes  late.  When  the  lago  was  brought  back 
to  the  shed  I  had  the  hose  pipe  put  on,  and  water 
thrown  on  the  fire,  which  was  then  deadened  down 
considerably.  I  examined  the  engine,  and  saw  that 
the  safety-valve  seat  or  dome  had  broken  off  all  round 
the  flange.  I  saw  a  sign  of  a  flaw  in  the  casting  about 
8|  inches  long,  and  on  the  front  side.  This  part 
looked  dirty  and  dull,  whilst  the  other  pai't  of  the 
fractured  casting  looked  bright,  and  there  appeared  to 
be,  both  inside  and  outside  at  the  flaw,  a  little  piece 
holding,  and  about  the  thickness  of  a  tin  plate.  I 
found  the  big  whistle  had  had  a  blow  on  the  front  side, 
the  weather  board  glasses  both  sides  were  broken, 
the  brass  dome  was  broken,  and  spring  balance  screw 
broken,  leaving  a  piece  on  the  balance  about  2 jf  inches 
long ;  the  cleading  on  top  of  the  fire-box  was  damaged, 
and  baffle  plates  inside  the  flre-box  displaced,  loosened 
from  their  fastenings,  and  bent  a  little.  I  do  not 
know  whether  the  fire-box  was  injured.  I  opened  the 
blow-off  cock  afterwards  when  the  engine  was  cool, 
and  found  no  water  at  all  in  the  boiler.  When  I  went 
back  to  the  station  I  found  the  cast-iron  dome  and  the 
brass  outside  dome  had  fallen  through  the  roof  of  the 
station  and  into  a  1st  and  2nd  composite  coach,  No.  302, 
and  had  lodged  on  the  floor  of  the  coach.  I  had  it 
brought  down  to  the  shed,  and  I  examined  it  and 
found  the  safety  valves  both  in  their  places,  and  the 
spring  balance  lever  in  its  place,  and  not  bent.  The 
safety  valve  was  acting  all  right.  The  spring  balance, 
after  the  explosion,  was,  I  think,  hanging  down  by  its 
attachment  to  the  fire-box.  No  one  was  injured,  to 
my  knowledge,  although  I  heard  that  some  man  in  the 
road  had  had  a  blow  From  a  small  part  (one  of  the 
square  bottom  pieces)  of  the  brass  dome,  which  part 
had  separated  fi'om  the  rest  of  the  brass  dome,  and 
was  found  in  Market  Jew  Street,  about  80  yards 
further  on  beyond  where  the  hole  was  made  by  the 
dome  in  the  roof.  The  coach  No.  302  was  sent  away 
•to  Swindon  with  the  6.50  a.m.  passenger  train  on 
Sunday  December  1st.  The  lago's  dome  joint  had 
not  been  reported  to  me  before  the  27th  November. 

Nicholas  Bowe,  fitter,  Penzance,  Great  Western 
engine  shed,  states. — On  Thursday  morning  at  about 
9.45.  a.m.  I  commenced  to  take  off  the  safety  valve 
seat  or  dome  of  the  lago  engine  in  order  to  make 
the  joint.  When  I  had  taken  the  brass  dome  off  I 
noticed  that  the  joint  had  been  blowing,  principally 
at  the  fore  and  back  part,  and  at  the  stud  holes  at 
these  parts.  I  notice<l  also  a  little  white  sediment  at 
some  other  parts.    I  took  the  dome  off;  the  old  joint 


was  made  of  a  double  thickness  of  gauze  wire  and 
cement.  I  cleaned  both  faces.  I  did  not  try  the  faces 
with  a  straight  edge.  The  faces  looked  very  fair.  I 
made  the  joint  with  two  thicknesses  of  gauze  wire  as 
before,  and  a  few  threads  of  lamp  wick  around  the 
studs  inside ;  none  of  the  studs  were  broken,  and  they 
all  appeared  good.  I  replaced  the  dome  and  screwed 
it  down  myself  carefully.  I  noticed  no  flaw  or  crack 
in  the  casting,  and  I  saw  nothing  amiss  with  it.  On 
Saturday,  when  the  steam  was  up,  I  got  up  to  look  at 
the  joint  and  found  it  all  tight.  I  saw  no  steam 
escaping  from  the  dome  whatever.  There  was  about 
40  lbs.  pressure  of  steam  at  the  time.  I  knew  of  no 
defect  in  the  casting  at  alL  I  was  about  half-way 
between  the  shed  and  the  station  and  on  the  turn- 
pike road  when  the  explrsion  occurred.  I  heard  it 
and  saw  the  dome  in  the  air.  I  hurried  to  the  station, 
and  on  arrival  there  I  found  the  lago  being  taken 
to  the  shed  by  No.  2,124  engine.  I  have  examined 
the  casting  and  am  of  opinion  that  there  has  been  a 
flaw  in  the  flange  about  4  or  5  inches  long  in  the 
front  part.  I  noticed  no  sign  of  this  flaw  when  I  had 
the  casting  off.  I  had  no  difficulty  in  getting  Hie 
dome  off,  it  came  off  very  easily.  After  taking  off  the 
dome  and  seeing  how  the  joint  was  made,  I  said  to  my 
mate,  *^  We  shsJl  have  some  trouble  with  this  joint  as 
it  is  made  with  a  double  thickness  of  the  gauze,"  that 
is  to  say,  with  a  double  part  inside  the  studs.  I  think 
the  screw  balance  was  hanging  down. 

Richard  Hursty  engineman,  states. —  I  was  booked 
to  work  the  11.15  a.m.  up  mixed  passenger  train  from 
Penzance  to  Plymouth  on  Saturday,  November  80th, 
but  the  fitter  not  having  finished  the  work  he  had  to 
do  at  the  engine  lago,  I  was  appointed  to  work  the 
3.50  p.m.  up  mails  instead.  I  went  back  to  the  station 
with  engine  lago  when  it  was  ready,  and  was 
attached  to  the  train,  and  just  as  the  guard  was  about 
to  blow  his  whistle,  or  about  half  a  minute  or  so  to 
starting  time,  the  safety  valve  seat  and  dome  was 
blown  off  and  fell  down  through  the  roof  of  the  station. 
I  was  standing  on  the  foot-plate  at  the  time  in  readi- 
ness to  start.  I  had  noticed  nothing  at  all  amiss  with 
the  engine,  and  the  dome  joint  was  perfectly  tight, 
and  T  had  no  suspicion  that  anything  was  wrong.  I 
had  just  before  come  down  from  filling  the  lubricator. 
At  this  time  there  was  hardly  100  lbs.  pressure  of 
steam  according  to  the  gauge.  The  spring  balance 
had  not  been  screwed  down  by  the  fitter,  and  my  mate 
was  in  the  act  of  screwing  it  down  when  the  explosion 
occurred.  I  believe  it  was  fully  screwed  down  to 
120  lbs.  pressure  when  it  exploded.  There  was  a 
ferrule  on  the  spring  balance  which  was  marked  to 
guage.  I  have  not  seen  it  since  it  was  blown  away. 
I  was  not  hurt  in  the  slightest  degree,  and  no  water 
splashed  over  me.  I  had  a  big  fire  in.  I  saw  no 
water  splashed  out.  The  engine  was  just  beginning 
to  blow  off  before  my  mate  commenced  to  screw  the 
spring  balance  down.  I  had  a  full  boiler  at  the  time, 
the  water  being  close  to  the  top  of  the  glass.  The 
water  was  blown  out  of  the  boiler,  I  cannot  say 
whether  in  the  form  of  steam  or  water,  but  none  left 
in  the  glass.  As  soon  as  possible  I  got  the  fire  buckets 
out  of  the  station,  and  with  assistance  threw  water  in 
the  fire.  No.  2,124  engine  was  at  the  time  standing 
near  the  shed  in  a  siding,  and  this  vras  brought  out 
and  took  the  lago  engine  down  to  the  shed  where 
the  fire  was  completely  put  out.  On  the  27th  instant, 
after  arrival  from  Plymouth,  I  reported  the  "  dome 
joint  of  the  lago  wants  making ; "  this  joint  was 
made  before  I  took  the  engine  out  on  the  3()th.  This 
was  the  first  time  the  dome  joint  had  blown  since  I 
had  the  engine.  I  took  charge  of  the  engine  at  Ply- 
mouth on  the  11th  November,  when  it  came  from 
Newton  workshops,  I  did  not  notice  the  position  of 
the  spring  balance  after  the  explosion,  or  whether  any 
part  of  it  was  broken.  I  have  been  an  engine-driver 
since  1851. 

George  Couch,  fireman,  jBtates. — I  am  Richard 
Hurst's  fireman.     I  came  on  duty  at  10  a.m«  on 
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Saturday  November  30th,  and  found  that  my  mate 
had  to  work  the  3.50  p.m.  up  mails,  instead  of  the 
11.15  a.m.  I  therefore  went  home  and  returned 
again  about  2.30  p.m. ;  I  found  the  engine  in  shed 
on  No.  1  pit.  I  made  up  the  fire  and  noticed  that 
the  water  was  as  high  as  half  an  inch  from  the  top 
of  the  glass,  and  there  was  about  40  lbs  of  steam  in 
the  boiler.  I  took  the  engine  out  to  the  coal  stage 
and  had  27  cwt.  of  coals  put  on.  I  was  alone  on  the 
engine  at  this  time.  I  then  came  back  for  water  and 
my  mate  was  then  at  the  shed,  this  would  be  before 
3.0  p.m.  We  left  the  shed  about  3.35  p.m.  and 
went  back  to  the  station,  the  engine  was  not  blowing 
off  then.  Whilst  standing  at  the  station  I  screwed 
the  spritig  balance  down,  and  I  was  standing  on  the 
trailing  spring  on  the  left-hand  pide  doling  this 
when  the  explosion  occurred ;  my  mate  was  on 
the  foot-plate  at  this  time.  I  was  not  at  all  hurt  by 
the  explosion,  nor  was  I  knocked  off  the  spring,  but 
I  stepped  back  myself  before  I  commenced  to  screw 
the  spring  balance  down.  The  pressure  as  shown  by 
the  pressure  gauge  was  close  upon  100  lbs.  The 
steam  was  just  beginning  to  blow  off  at  the  safety 
valves  before  I  screwed  the  balance  down.  I  got  off 
the  engine  after  the  explosion  and  assisted  my  mate 
to  put  water  on  the  fire. 

Robert  Wallace,  chargeman,  further  states. — 
When  the  engine  lago  was  tested  with  water  on 
the  19th  June  I  got  up  on  top  of  the  boiler  and  fire- 
box to  see  that  the  safety  valve  seat  joint  was  tight 
and  the  studs  alright  There  was  no  leakage  from 
the  joint,  but  there  was  a  little  water  oozing  up 
between  one  of  the  nuts  and  its  stud ;  this  stud  was 
just  in  the  front  of  the  seating.  There  was  no  other 
leak  than  this  at  the  joint  or  at  any  part  of  the  seat  I 
saw  no  sign  of  any  crack  in  front,  and  if  any  water 
had  been  coming  thi*ough  a  crack  in  front  I  must 


have  noticed  it  I  saw  tiie  engine  tried  in  steam  on 
the  30th  October,  and  travelled  with  it  on  the  trial 
trip  to  Totnes  and  back,  17^  miles.  The  brass  dome 
was  on  at  this  trial.  I  got  up  on  the  boiler  and  fii'e- 
box  before  the  engine  started  on  its  trip,  in  order  to 
examine  the  safety  valves  and  see  if  they  were  blow- 
iug  at  all  or  required  any  further  facing  up.  I  looked 
right  down  on  the  top  of  the  valves.  I  saw  a  slight 
blow  at  one  of  the  valves.  I  could  not  see  the  joint 
itself,  but  if  it  had  been  blowing  I  should  have  detected 
it  by  seeing  the  steam  coming  out  under  the  brass 
dome.  I  saw  no  steam  at  all  coming  out  under  the 
brass  dome.  If  any  steam  had  been  issuing  from  a 
crack  in  front  of  the  seating  it  must  have  made  its 
appearance  from  under  the  steam  dome.  I  heard  no 
blow  of  steam  at  all  nor  any  whistling  of  steam. 
There  was  no  crack,  in  my  opinion,  in  the  seating 
right  through,  or  it  could  scarcely  have  escaped  notice. 
When  I  had  the  seating  off  on  the  i  8th,  previous  to 
the  water  test,  I  examined  it  carefully  inside,  I  also 
sounded  it  with  my  hammer,  and  I  could  detect  no 
defect  at  all.  After  returning  from  the  trial  trip  on 
the  30th  October,  I  got  up  on  the  boiler  again,  and 
could  see  no  blow  at  all  from  the  joints. 

Tliomas  Chicken,  fitter,  states. — It  is  my  duty  to 
test  the  safety  valves  of  all  engines  going  out  of  the 
repairing  shops  at  Newton  Abbot,  and  to  adjust  the 
same.  When  the  engine  lago  was  being  prepared 
for  its  trial  trip  on  the  30th  October  I  got  up  and 
looked  at  the  safety  valves.  I  noticed  the  lock  valve 
was  blowing  slightly.  1  saw  no  steam  blowing  from 
the  joint  If  any  steam  had  been  escaping  from  the 
joint  it  would  have  made  its  appearance  underneath 
the  brass  dome.  I  did  not  notice  any  whistling  or 
blowing  of  steam  except  from  the  safety  valve.  The 
lock  valve  was  taken  out  the  next  day  and  ground  in 
and  replaced. 


The  dome  that  gave  way  was  of  the  pattern  generally  used  on  the  broad-gange 
systems  at  the  time  the  lago  was  built.  The  cast-iron  was  \  inch  thick,  and  the 
dome  15  inches  in  diameter,  outside  measurement.  It  broke  at  the  flange,  as  shown  on 
the  accompanying  drawing. 

There  was  one  flaw  in  the  front,  about  8f  inches  long,  which  extended  almost  through 
the  metal,  and  another  small  flaw  close  alongside,  which  was  about  1^  inch  long,  and 
extended  about  half-way  through  the  metal.  These  flaws  and  the  fracture  caused  by 
the  dome  being  blown  away,  formed  a  clean  and  nearly  level  fracture  all  round 
the  flange  of  the  dome,  by  which  it  is  fastened  with  20  studs  to  the  top  of  the  boiler. 

It  appears  from  the  evidence  that  when  the  lago  engine  was  tested  on  the  19th 
June,  after  it  had  been  repaired  at  the  company's  workshops  at  Newton  Abbot.,  that 
the  dome  leaked  in  front,  and  that  the  fitter  thought  that  the  leak  was  at  one  of  the 
studs.  Three  studs  were  renewed,  and  the  dome  was  taken  off,  refixed,  and  again 
tested  on  the  31st  October  with  120  lbs.  pressure  of  steam.  It  appeared  all  right, 
but  the  brass  dome  cover  was  on  at  this  time.  The  engine  was  sent  out  to  work  on 
the  11th  November,  and  on  the  27th,  which  was  the  I7th  day  that  tlie  lago  had  been 
working  between  Penzance  and  Plymouth,  a  leak  was  again  observed  by  the  engine- 
driver  in  the  front  of  the  dome.  The  engine  was  taken  to  the  worshops  at  Penzance, 
the  dome  was  taken  off,  and  the  fitter  who  was  employed  on  this  work  stated  that  he 
noticed  that  the  joint  of  the  dome  with  the  boiler  had  been  blowing,  principally  at  the 
.fore  and  back  parts,  and  at  the  stud  holes  at  these  parts.  He  repacked  the  joint, 
replaced  the  dome,  and  looked  at  it  on  the  30th  November,  when  the  steam  was 
getting  up  for  the  lago  to  take  the  3.50  p.m.  train  to  Plymouth.  When  the  fitter 
looked  at  the  engine  the  pressure  of  steam  was  only  about  40  lbs.  The  fireman 
subsequently  took  the  lago  to  Penzance  station,  where  he  was  joined  by  the  engine- 
driver.  The  spring  balance  was  only  screwed  down  to  100  lbs.  pressure,  but  the 
ferrule  was  arranged  and  the  engine  was  intended  to  work  up  to  120  lbs.,  and  as 
steam  was  blowing  off  at  the  safety  valves,  the  fireman  screwed  down  the  spring 
balance  to  120  lbs.     As  the  screw  reached  the  120  mark  the  dome  blew  up. 

Although  the  fitters  at  Newton  Abbot  and  at  Penzance  believe  the  steam  to  have 
escaped  at  the  studs,  when  the  engine  was  sent  for  repair,  I  cannot  help  thinking  that 
the  steam  was  escaping  at  those  times  at  the  flaw  which  was  just  behind  and  inside 
the  studs.    I  quite  absolve  these  men  from  all  blame  for  not  discovering  the  flaw 
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Tinder  the  tests  that  were  applied ;  but  I  think  that  engines,  before  being  sent  out  to 
work,  when  they  are  tried  or  after  undergoing  repairs,  should  be  tested  with  a  greater 
pressure  of  steam  than  they  are  intended  to  be  worked  with. 

I  would  fuither  suggest  that  firemen  should  not  be  allowed  to  move  engines  imless 
the  driver  is  with  them.  These  men  should  always  work  together,  and  no  engine 
should  be  moved  without  two  men  being  present  with  the  engine. 

The  cast-iron  domes  are  no  longer  used  on  the  Great  Western  engines ;  they  are 
now  made  of  wrought  iron. 

I  have,  &c.. 
The  Secretary,  F.  H.  Rich, 

( Railway  Department,)  .  Colonel  B.JE. 

Board  of  l^rade. 

Printed  copies  of  the  above  repent  were  sent  to  the  Company  on  the  6ih  January* 


GREAT  WESTERN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  26th  December  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  17th  instant,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  the  two  collisions  which 
occurred  on  the  12th  instant  at  Slough  station,  on  the  Great  Western  Railway,  the 
first  between  an  up  passenger  train  and  a  goods  train,  and  immediately  afterwards 
another  between  a  down  passenger  train  and  a  break- van  which  had  been  detached 
from  the  rear  of  the  goods  train  and  thrown  off  the  rails  by  the  collision  which  had 
just  occurred,  and  stood  foul  of  the  down  line. 

It  is  stated  that  no  persons  were  injured  in  either  collision.  The  two  passenger 
train  engines  were  very  slightly  damaged,  and  the  passenger  van  of  the  up  train  had 
its  side  broken,  and  all  the  windows  on  one  side  of  a  third-class  carriage  were  also 
broken. 

In  the  goods  train  the  van  at  the  tail  of  the  train  and  two  trucks  were  completely 
broken  up,  and  four  other  trucks  were  damaged. 

The  Windsor  branch  of  the  Great  Western  Railway,  which  was  opened  for  traffic 
in  1849,  is  about  2f  miles  in  length,  and  there  are  no  intermediate  stations  between 
Wiadsor  and  Slough,  where  the  branch  lings  join  the  main  lines  of  the  Great 
Western  Railway. 

The  traffic  is  not  worked  on  the  absolute  block  system. 

The  connection  between  the  up  branch  line  from  Windsor  with  the  main  lines  of 
the  Great  Western  Railway  is  protected  by  up  home  and  distant  signals,  worked  from 
a  signal-box  placed  rather  more  than  70  yards  west  of  the  west  end  of  the  down 
platform  in  the  fork  between  the  main  and  branch  lines.  The  up  home-signal  is 
162  yards  from  the  signal-box,  and  the  up  distant-signal  is  308  yards  from  the  up 
home-signal,  and  about  4i4  yards  south  of  the  bridge  that  carries  the  public  road  (Bath 
road)  over  this  branch  railway. 

The  junction  of  this  branch  line  with  the  main  lines  at  Slough  is  approached  on  a 
curve  bending  to  the  right,  and  having  a  radius  of  17^  chains  for  a  length  of  22 
chains.  This  curve  commences  shortly  after  the  branch  line  passes  under  the  Bath 
road  bridge,  and  on  account  of  this  curve  and  some  intervening  buildings  the  view  is 
limited  and  the  Bath  road  bridge  cannot  be  seen  from  the  west  end  of  the  down 
platform,  from  whence  the  down  branch  line  trains  start. 

Evidence. 

Samuel  Panter,  engine-driver  two  years  and  ten  Windsor  side  of  it.    Tbe  fogman  wae  showing  a  red 

months,  driver  of  engine  No.  569,  states. — ^I  worked  light  at  the  same  time.    I  had  shut  off  steam  hefore 

the  7.36  p.m.  goods,  Windsor  to  Slough,  on  the  12th  I  ran  over  the  detonators.     Just  at  the  time  of  passing 

December.    IiSt  Windsor  right  time  with  28  trucks  over  them  I  first  saw  the  light  of  the  up  distant- 

and  van.     After  passing  Chalvej  road  underbridge,  signal,  which  was  at  danger.    I  could  not  see  it  before, 

we  ran  over  two  detonators,  I  think  near  the  large  I  passed  the  distant-signal  slowly  at  about  four  or  five 

packer's  hut  (known  as  "  Gammon's  Hut,"  but  I  may  mUes  an  hour,  and  stopped  dead  just  after  the  engine 

be  mistaken  as  to  the  exact  spot,  as  I  was  standing  on  had  passed  through  the  Bath  road  bridge.     I  then 

the  ofi*side  of  the  foot-plate).     The  detonators  were  drew  ahead  again  up  to  the  home-signal,  and  stopped 

as  near  as  possible  opposite  the  hut  or  a  little  on  the  just  opposite  to  it. .   I  stopped.at  the  home-signal  at 
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about  7.44,  and  stood  there  dbont  a  qilat*ter  of  an  hour. 
Just  at  8  p.m.  I  looked  at  my  watch  and  remarked  to 
the  fireman,  "I  don't  hear  the  7.50  up  train  from 
Windsor  anywhere,  it  is  time  he  was  coming/*  My 
engine  was  blowing  off  at  the  time.  Almost  directly 
after  this  I  felt  the  shock  of  something  running 
violently  into  the  tail  of  my  train,  and  my  engine  was 
moved  forward  several  yards.  I  had  heard  nothing 
of  the  following  train  until  the  collision  happened. 
I  had  not  heard  any  whistle  fix)m  the  up  tridn.  I 
went  back  immediately  to  see  what  was  the  matter, 
and  seeing  one  of  the  trucks  was  across  the  down 
line,  I  ran  back  towards  the  station  and  showed '  a  red 
light  with  my  gauge  lamp  to  the  train  whidi.  was 
coming  out,  viz.,  the  6.22  p.m.  from  Moorgate  Street. 
That  train  did  not  slop  in  time  but  ran  into  the  truck 
on  the  down  line.  I  was  about  half-way  up  my  train 
when  the  down  train  passed.  I  think  it  was  running 
12  or  15  miles  an  hour.  The  steam  had  been  shut 
off  when  it  passed  me.  It  was  on  when  I  first  saw  it. 
The  driver  noticed  me,  sounded  the  whistle,  and  shut 
off  steam.  I  crossed  my  engine  to  the  down  line,  and 
assisted  to  dear  the  road.  The  collision  with  my 
train  occurred  about  8.18  p.m.  It  was  a  very  foggy 
night. 

Crearge  Hattm^  chief  goods  porter  at  Windsor, 
states. — ^I  left  Windsor  with  the  7.35  p.m.  up  goods 
on  the  12th  December,  acting  as  guard  and  riding  in 
the  van  at  the  tail  of  the  train.  There  were  28  trucks 
and  van  on  the  train,  the  greater  part  of  the  trucks 
being  empty.  The  ^iver  passed  the  Slough  distant- 
signal  slowly,  four  or  five  imles  an  hour,  and  went  in 
slowly  up  to  the  home-ragnal,  and  stopped  there.  I  got 
out  of  the  van  on  the  ballast,  taking  my  hand-lamp  and 
somct  detonators.  I  examined  the  tail  lamp  and  found 
it  burning  bright  and  clear.  After  standing  by  the 
van  seven  or  eight  minutes,  I  heard  two  detonators  go 
off  in  the  direction  of  Windsor.  I  ran  back  towards 
Windsor  with  my  hand-lamp  showing  a  red  light.  I 
had  got  back  about  150  yai^,  but  had  put  down  no 
detonators,  when  an  engine  and  passenger  train  passed 
me  running  so  fast  that  I  feared  it  would  run  into  my 
train.  I  did  not  notice  whether  steam  was  on  or  not, 
nor  whether  the  breaks  were  being  applied.  I  shouted 
out  to  the  driver,  "  Can't  you  see  my  tail  lamp  ?  are 
you  mad  ?"  After  the  train  had  paied  I  heard  the 
noise  of  a  collision.  I  went  back  towards  my  train 
and  met  the  poiter,  Sanders,  who  was  acting  as  under 
guard  of  the  passenger  train,  and  who  was  coming 
back  towards  Windsor  with  a  lamp  in  his  hand.  He 
said,  "  What  shall  I  do  ?"  I  replied,  <*  Go  back  towards 
Windsor,"  and  he  did  so.  I  went  forward  to  my  own 
train.  I  did  not  go  so  far  back  as  the  distant-signal, 
but  I  went  as  far  as  the  over  bridge  (Bath  road  bridge). 
I  afterwards  said  to  the  driver  ot  the  passenger  train, 
"  You  ought  to  have  seen  mv  tail  lamp,"  to  which  he 
made  no  reply.  I  have  worked  as  guard  of  the  train 
in  question  nearly  12  months,  and  have  been  between 
13  and  14  years  in  the  service.  It  was  not  very 
foggy.  I  could  see  the  back  light  of  the  distant-signal 
from  the  tail  of  my  train.  I  did  not  hear  the  driver 
of  the  up  passenger  train  blow  the  whistle.  The 
break- van  of  my  train  was  knocked  off  the  up  line  on 
to  the  down  line. 

John  Tucker^  of  Bristol,  engine-driver  between  seven 
and  eight  years,  engine  782,  driver  of  the  7.50  p.m. 
passenger  train  from  Windsor  to  Slough,  states. — I 
left  Windsor  at  7.54  with  11  coaches  on,  including  two 
break-vans  with  two  guards .  On  passing  the  small  fog- 
man's  hut,  a  short  distance  on  the  Windsor  side  of  the 
distant-signal,  the  engine  ran  over  two  or  three  deto- 
nators. Just  before  passing  over  the  detonators  I  saw 
a  red  light,  shown  by  the  fogman's  hand-lamp.  I 
shut  off  the  steam  on  seeing  the  red  light,  and  as  soon 
as  I  ran  over  the  detonators  I  blew  the  break  whistle, 
and  the  fireman  applied  his  break  at  the  same  time. 
Mine  was  a  tender  engine  running  with  the  tender 
first.    The  fog  was  so  thick  at  the  time  that  I  did  not 


see  the  distant-signal  until  I  had  got  nearly  under  it. 
I  passed  the  distant-signal  at  a  speed  of  from  15  to  20 
miles  an  hour,  nearer  15  than  20.  I  looked  at  my 
watch  just  about  as  we  passed  under  the  road  bridge, 
and  found  the  time  was  8.1  p.m.  We  had  just  passed 
through  that  bridge  when  I  saw  a  red  light,  and  heard 
a  shout  from  some  one  on  the  ground.  I  reversed  the 
engine  immediately,  and  blew  the  break  whistle  again, 
but  almost  at  the  same  moment  we  ran  into  the  tail  of 
a  train  standing  outside  the  home-signal.  The  speed 
at  the  time  of  the  collision  was  so  reduced  that  it 
could  not  have  been  more  than  ^yq  miles  an  hour.  I 
received  a  blow  on  the  head  and  was  stunned  for  a 
few  moments.  My  break  whistle  was  blowing  when 
I  recovered  myself,  and  I  then  shut  it.  My  fireman 
and  I  were  both  on  the  foot-plate  when  the  collision 
happened.  I  was  not  aware  that  the  Windsor  branch 
was  not  worked  by  block  telegraph,  and  did  not 
expect  that  we  should  be  allowed  to  leave  Windsor 
while  a  train  was  outside  the  home-signal  at  Slough. 
I  have  been  into  Windsor  in  charge  of  a  train  on  only 
six  or  seven  days  altogether,  but  am  perfectly  well 
acquainted  with  the  road  and  signals.  I  have  never 
worked  over  the  line  as  a  fireman.  The  tail  lamp  of 
the  goods  train  was  burning,  but  I  think  not  brightly. 

George  Dicks,  fireman  to  J.  Tucker,  confirms  this 
statement  and  adds  : — ^After  the  collision  I  got  off  the 
engine  to  stop  a  train  which  I  saw  coming  from  Slough, 
but  was  not  able  to  do  so  in  time.  The  gauge  lamp 
was  knocked  down  and  put  out  by  the  first  collision. 
I  went  back  to  my  own  engine  and  waited  till  assist- 
ance came.  I  afterwards  walked  back  and  picked  up 
three  freshly  exploded  detonators  close  to  the  rail  and 
about  two  yards  apart.  They  were  about  103  paces 
outside  the  distant-signal,  and  close  to  the  small  hut. 
I  did  not  go  as  far  as  the  large  hut.  I  could  not  see 
the  distant-signal  until  we  got  to  within  a  yard  or  two 
of  it,  when  we  were  running  at  from  15  to  20  miles 
an  hour,  nearer  15  than  20,  Ihe  steam  was  shut  off 
when  we  ran  over  the  detonators. 

Thomas  Sanders,  porter  at  Slough,  states. — I  acted 
as  under  guard  of  the  7.50  p.m,  passenger  train  from 
Windsor,  on  the  12th  instant,  riding  in  the  front  van. 
When  the  train  was  just  passing  the  packer's  hut, 
known  as  **  Gammon's  "  (the  big  hut),  we  i*an  over  two 
or  three  detonators.  I  put  my  break  on  hard  imme- 
diately, and  was  holding  on  my  break,  and  looking 
out  at  the  same  time  on  the  near  side  when  I  saw  a 
red  light  apparently  held  up  by  some  one  on  the 
giound.  I  continued  to  hold  on  to  the  break  until  I 
found  my  train  run  into  something  else  in  front  and 
come  to  a  stand.  I  did  not  hear  any  break  whistle 
until  we  had  run  into  the  goods  train,  when  I  heard 
one  blow,  but  I  do  not  know  by  what  engine.  I  did 
not  see  the  distant-signal,  nor  the  fogman's  hand-lamp, 
and  1  heard  no  shout  from  the  ground  previous  to  the 
collision.  I  think  tbe  speed  of  the  train  was  a  little 
higher  than  usual  all  the  way  from  Windsor  ;  but  it 
was  somewhat  reduced  before  the  collision,  though  I 
cannot  judge  at  all  closely  what  the  speed  was  when 
we  pitched  in,  I  was  knocked  down  in  the  van.  When 
we  stopped  I  got  out  of  the  van  and  went  back  towards 
Windsor  and  met  Hatton  at  the  Bath  road  bridge.  I 
spoke  to  him  and  then  went  farther  back  and  protected 
the  train.  I  took  a  packet  of  detonators  which  I  found 
in  the  fogman's  small  hut,  and  went  back  and  found 
the  fogman,  Hunter,  near  Chalvey  road  bridge,  and 
walking  towards  Windsor.  There  was  a  fire  in  a  bucket 
standing  dose  to  tbe  small  hut.  I  gave  him  the 
packet  of  detonators,  and  asked  him  to  give  me  some, 
and  he  gave  me  three.  I  went  farther  back  towards 
Windsor,  until  I  met  and  stopped  the  8.15  passenger 
train  from  Windsor.    It  was  a  rather  foggy  night. 

James  Gomer,  branch  guard,  belonging  to  Windsor, 
states. — I  was  in  charge  of  the  7.50  p.m.  passenger 
train  from  Windsor  to  Slough  on  the  12th  December. 
My  train  consisted  of  engine  and  tender,  1 1  coaches, 
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and  one  break-van.    We  started  at  7.50,  and  when  wore  running  with  the  chimney  of  the  engine  behind, 

approaching  the  Slough  distant-signal   I  heard   the  so  that  the  trailing  wheels  were  in  front.     I  think  we 

train  run  over  three  detonators,  and  put  on  my  break  might  be  running  12  or  13  miles  when  I  first  saw  the 

in  the  break -carriage  at  the  tail  of  the  train  imme-  red  light.    The  break-van  was  a  good  deal  damaged, 

diately,  and  held  it  on  until  I  felt  the  shock  of  a  colli-  I  think  I  was  runniug  eight  or  nine  miles  an  hour 

sion,  and  the  train  came  to  a  stand.     I  got  out  of  the  when  we  struck  the  break-van. 
van,  ran  ahead,  and  sent  Sanders  back,  and  then  ran 

forward  myself  towards  Slough  to  stop  the  down  train,  John  Hunter^  platelayer  belonging  to  Slough,  states, 

but  was  not  in  time  to  do  so.     I  heard  a  break  whistle  — At  5  p.m.  on  the  12th  December  I  went  out  to 

blown  directly  after  we  ran  over  the  detonators,  while  Slough  up   Windsor  branch  distant-signal  to  relieve 

I  was  putting  on  my  break.    The  speed  of  the  train,  the  diay  fogman,  and  I  remained  there  up  to  and  after 

was  very  much  reduced  between  running  over  the  the  passing  of  the  7.35   p.m.  up  goods  train   from 

detonators  and  the  place  of  the  collision,  so  much  so  Windsor.     The  distant-signal  was  right  for  the  pre- 

that  I  feel  sure  the  train  would  not  have  run  up  to  vious  train,  but  was  at  danger  when  the  goods  came 

the  home-signal  without  more  steam  being  applied.     I  up.     I  had  two  detonators  down  near  the  small  hut, 

think  we  were  not  running  more  than  five  miles  an  about  100  yards,  or  a  little  more,  outside  the  distant - 

hour  when  the  collision  took  place,  about  8  o'clock  as  signal.     The  goods  ti*ain  ran  over  and  exploded  them, 

near  as  possible.     I  looked  at  my  watch  as  I  got  out  and  passed  me.    The  distant-signal  remained  at  danger, 

of  my  carriage  after  the  collision   had  occurred.     I  and  I  therefore  walked  back  further  towards  Windsor 

have  worked  the  branch  trains  for  22  years,  and  this  and  put  down  three  detonators  about  200  yards  nearer 

is  the  first  collision  I  have  been  in.  Windsor  than  the  place  where  the  goods  had  run  over 

my  detonators,  and  on  the  Windsor  side  of  the  large 

James  Gilder^  engineman  about  18  years  of  Slough  hut  known  as  "  Gammon's."     I  could  just  make  out 

engine  No.  463,  states. — I  worked  the  6.22  p.m.  from  the  red  light  from  where  I   put  down    the  three 

Moorgate  Street  to  Windsor.     All  was  right  down  to  detonators.  A  few  minutes  after  a  passenger  train  ran 

Slongh,  where  we  arrived  at  7.58,  and  started  again  at  over  my  detonators.     I  cannot  say  at  what  speed.     I 

8.1  p.m.     I  saw  nothing  unusual  until  I  had  passed  think  the  steam  was  on  to  the  best  of  my  recollection, 

the  coke  stage,  and  had  nearly  reached  the  engine  I   heard  the  driver  blow   his  break   whistle  almost 

shed,  when  I  saw  a  red  light  being  waved  in  front,  directly  after,  and  a  few  moments  later  I  heard  the 

I  shut  off  steam  and  tried  to  «top,  also  blowing  the  noise  of  one  train  running  into  the  other.     I  cannot 

break  whistle ;  but  we  were  unable  to  stop  until  we  say  whether  any  breaks  were  on  as  it  passed  me  or 

had  run  into  a  break-van  across  the  down  line,  and  not.     I   went    back    towards   Windsor    beyond   the 

came  to  a  stand.     The  trailing  wheels  of  my  engine  Chalvey    road    bridge,    and  *  then     remained     with 

were  thrown  off  the  road,  and  the  life-guards,  &c.,  bent  detonators  down  until  brought  in,  about  11  p.m, 
and  broken.     Mine  was  a  tank  engine,  6-wheeled,  we 

From  the  preceding  statements  it  appears  that  on  the  day  in  question  the  7.35  p.m. 
up  goods  train  from  Windsor  to  Slough  consisted  of  an  engine  and  tender,  28  trucks 
(mostly  empty),  and  a  hreak-van  at  the  tail  of  the  train.  It  left  Windsor  at  its 
appointed  time,  and  stopped  at  the  Slough  up  home-signal  at  7.44  p.m.,  the  driver  having 
approached  the  station  cautiously  in  consequence  of  the  existence  of  fog,  which  had 
necessitated  fogmen  heing  employed  outside  the  up  distant-signal  to  indicate  the  state 
of  the  distant-signal  to  the  drivers  of  the  up  trains.  This  goods  train  ran  over  and 
exploded  two  fog  signals  which  were  put  on  the  rails  opposite  to  a  small  hut  outside 
the  up  distant-signal.  The  goods  train  remained  in  the  same  position  until  it  had 
been  run  into  by  the  7.50  p.m.  up  passenger  train  from  Windsor  to  Slough.  The  tail 
of  the  goods  train  stood  132  yards  inside  the  up  distant-signal  when  the  collision 
occurred.  The  company's  book  of  regulations  do  not  require  that,  under  such  circum- 
stances, when  the  tail  of  a  train  is  standing  between  the  distant  and  home  signals,  that 
the  guard  of  the  train  should  go  back  to  protect  it.  Thus  rule  219  states,  "  When 
**  trains  are  stopped  between  the  home  and  distant  signals,  guards  must  not  consider 
"  them  protected  by  the  distant-signal  unless  the  engine  is  near  to  the  home-signal,*' 
and,  as  already  stated,  the  train  stopped  at  the  up  home-signal.  The  7.50  p.m.  up 
passenger  train  from  Windsor  to  Slough  consisted  of  ^in  engine  and  tender  (running 
with  the  tender  in  front),  10  coaches,  and  one  break- van,  with  two  guards,  and  it  left 
Windsor  according  to  the  guard  at  its  appointed  time,  and  according  to  the  engine- 
driver  (J.  Tucker)  at  7.54  p.m.,  or  four  minutes  late.  The  engine-driver  states  that  in 
passing  a  fogman  s  small  hut,  a  short  distance  on  the  Windsor  side  of  the  up  distant- 
signal  (110  yards),  the  engine  ran  over  two  or  three  detonating  signals,  and  just  before 
doing  so  he  saw  a  red  light  shown  from  the  f ogman's  hand-lamp,  that  he  shut  off  the 
steam  on  seeing  the  red  light  and  as  soon  as  he  ran  over  the  detonators  he  blew  the 
brake  whistle  and  the  fireman  at  the  same  time  applied  the  tender  break.  He  admits 
that  he  passed  the  up  distant-signal,  which  was  on  at  danger,  while  running  at  a 
speed  of  from  15  to  20  miles  an  hour,  but  nearer  15  than  20 ;  that  when  they  had 
just  passed  through  the  over  bridge  he  saw  another  red  light  ahead  and  heard  a  shout, 
and  then  he  reversed  his  engine  and  again  blew  the  break  whistle,  and  he  ran  into  the 
tail  of  the  goods  train,  at  a  speed  which  could  not  have  been  more  than  five  miles  an 
hour,  about  8.1  or  8.2  p.m. 

The  platelayer  (Hunter)  who  was  employed  as  fogman,  distinctly  states  that  he  put 
down  fog  signals  for  the  goods  train  opposite  to  the  small  hut  used  by  the  fogmen,  a 
little  more  than  100  yards  outside  the  distant-signal,  but  then  he  went  further  out 
towards  Windsor,  and  placed  the  detonators  for  the  7.50  p.m.  up  passenger  train  from 
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Windsor,  about  200  yards  nearer  to  Windsor  than  the  place  where  the  goods  train  had 
run  over  the  detonators,  and  on  the  Windsor  side  of  the  large  hut  known  as  Gammon's 
Hut,  and  from  this  spot  he  says  he  could  just  make  out  the  red  light  from  the  distant- 
signal. 

Gammon's  Hut  is  320  yards  from  the  distant-signal,  and  thus,  if  the  platelayer's 
evidence  is  to  be  depended  on,  as  it  seems  to  me  that  it  should  be,  the  driver  of  the 
7.60  p.m.  up  passenger  train  received  a  warning  to  stop  upwards  of  460  yards  from 
the  break- van  of  the  goods  train  into  which  he  subsequently  ran. 

This  first  collision  was,  therefore,  entu-ely  due  to  the  driver  of  the  7.50  p.m.  up 
passenger  train  running  at  too  high  a  rate  of  speed  as  he  approached  Slough  station 
during  a  fog,  and  also  to  his  not  having,  when  he  ran  over  the  detonating  signals,  at 
once  taken  all  the  steps  idiich  were  within  his  power  to  arrest  the  progress  of  his 
train.  It  should,  however,  be  stated  that  this  driver  (J.  Tucker)  had  only  been 
working  in  chaise  of  trains  over  this  branch  line  into  Windsor  six  or  seven  dav« 
altogether. 

As  soon  as  the  collision  between  the  7.50  p.m.  up  passenger  train  from  Windsor  had 
taken  place  with  the  up  goods  train,  about  8.1  or  8.2  p.m.,  the  driver  (Panter)  of  the 
goods  train  on  seeing  that  the  down  branch  line  had  been  fouled  by  a  truck,  which 
had  been  detached  from  the  goods  train  by  the  shock  of  the  collision,  ran  towards 
Slough  station  for  the  purpose  of  stopping  the  6.22  p.m.  down  passenger  train  from 
Moorgate  Street  station  to  Windsor  and  showed  a  red  light  towards  it.  The  pas- 
senger train  consisted  of  an  engine  and  eight  carriages,  of  which  the  first  and  last 
were  fitted  with  breaks.  The  red  light  was  seen  by  the  driver  of  the  6.22  p.m.  down 
passenger  train,  who  did  all  in  his  power  to  stop,  but  the  distance  was  too  short  and 
the  6.22  p.m.  down  passenger  train  ran  into  the  break- van  of  the  goods  train  at  a 
speed  estimated  at  eight  or  nine  miles  an  hour,  and  the  leading  wheels  of  the  engine 
(which  was  running  with  ^he  chimney  behind  and  coal  bunker  in  front)  were  thrown 
off  the  rails  and  the  life-guards  were  bent  and  broken. 

If  the  two  passenger  trains  had  been  fitted  with  continuous  breaks,  placed  under  the 
control  of  the  engine-drivers,  it  is  probable  that  the  two  collisions  would  not  have 
occurred,  and  it  may  also  be  remarked  that  the  first  collision  would  not  have  taken 
place  if  the  traffic  on  the  branch  line  had  been  properly  worked  on  the  absolute  block 
system  so  that  line  clear  should  not  have  been  given  while  a  goods  train  was  standing 
between  the  home  and  distant  signals. 

The  up  distant-signal  on  this  branch  line  should  be  removed  to  a  greater  distance 
from  the  home-signal,  and  an  electric  repeater  be  placed  in  the  signal-box,  to  show 
its  position,  whether  on  or  off. 

I  have,  &c., 

The  Secretary,  W.  Yolland, 

(Railway  Department,)  Colonel. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  6th  January. 


HIGHLAND  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
SiE,  13,  Downing  Street,  London,  S.W.,  December  20th,  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  10th  instant,  the  result 
of  my  inquiry  into  the  causes  of  an  accident  which  occurred  at  Lentran,  on  the 
Highland  Railway,  upon  the  22nd  of  November. 

In  this  case,  as  the  3.10  p.m.  down  passenger  train  from  Inverness  was  entering  the 
passing  loop  at  Lentran,  at  about  3.45  p.m.,  the  engine,  tender,  and  the  six  leading 
vehicles  in  the  train  left  the  rails,  and  the  remainder  of  the  train  took  the  wrong 
road. 

The  train  was  made  up  as  follows  : — Engine,  tender,  luggage  van,  composite  carriage, 
post  office  mail  carriage,  break-van,  in  which  the  breaksman  was  riding,  third-class 
carriage,  sleeping  saloon,  break-van,  in  which  the  guard  was  riding,  composite,  and 
six  third-class  carriages. 

No  passengers  or  servants  of  the  Company  were  injured. 
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On  the  tender  the  tool  box-  ww  i^t^T?  inrand*  oner  spring  .was  hrok^n,  the  txdOi^ 

{)anels  of  the  leading  composite  caniage  were  stoTe  in^  and  t^e  rear  couplings  of  the. 
uggage  van  were  broken. 

There  was  considerable  damage  to  the  permanent  way.  One  rail  was  broken  and 
40  others  had  to  be  replaced,  143  sleepers,  130  chairs,  two  switeh  coimecting  rods, 
four  pairs  of  fish  plates,  and  a  number  of  bolts  were  broken. 

DescHption, 

Lentran  station  is  about  5f  milas  from  Inverness,  on  the  Highland  Railway,  which 
there  runs  from  east  to  west. 

The  line,  which  was  opened  in  1860,  is  single,  but  there  is  at  this  station  a.  passing 
loop  586  yards  in  length. 

There  is  a  distant-agnal  in  either  direction,  the  down  distant-signal  being  446  yards 
outside  the  east  end  of  the  loop.  :•-.  t*. 

The  home-signals  are  two  arms  on  one  post  situated^ on  the  station  platform 
343  yards  inside  the  points  at  the  east  end,  and  243  yards  inside  the  points  at  the 
west  end  of  the  loop. 

The  home-signals  are  worked  from  the  platform,  and  the  distant-signals  from  a 
pointsman's  hut  at  either  aid  of  the  loop.  There  is  no  interlockingy  and  the  facmg^ 
points  are  not  provided  with  either  locking-bars  or  bolts. 

There  is  a  good  view  of  the  down  distantnsignal  from  an  appioachiiig  train  for 
about  600  yards. 

The  line  is  level  at  this  distant-signal,  and  up  to  a  point  200  yards  outside  the  east 
end  of  the  loop,  whence  it  is  on  a  rising  gradient  of  1  in  100  up  to  the  station 
platform. 

The  following  rules  In  the  Company's  book  of  regulations  bear  upon  this  case : —      ^ 

No.  76. — Junction  signalmen,  and  other  men  in  charge  of  points,  wiU  be  held 
responsible  for  the  good  working  condition  of  the  same.  The  lever  must  be  held 
firmly  down  whilst  engines  and  trains  are  passing  thronghfacing'ptnnts. 

No.  77. — ^The  duties  of  the  men  attending  to  points  aa'e  very  simple  and  easily 
understood,  but  require  great  care  and  attention.  Men  in  charge  of  points  must 
therefore  always  be  upon  the  alert,  and  cautious  in  the  discharge  of  their  dutieff. 
They  must  also  try  the  points  before  the  passing  of  a  train,  in  order  to  be  certain 
that  there  is  no  impediment  to  the  working. 

Where  there  are  facing-points  these  precautions  become  doubly  important, 

EfTidence. 

James  Reach,  guard  seven  years,  states.— On  the  over  the  heel  of  the  switches  and  the  connecting-rod 
22nd  of  Novembei  I  was  guard  of  the  3.10  p.m.  down  was  broken.  The  points  are  worked  by  hand-lever  on 
passenger  train  from  Inverness  to  Wick,  consisting  of  the  ground,  and  there  is  no-  &^kig*poiut  bcdt  or  lock- 
engine  and  tender,  close  luggage  van,  composite  ing-bar.  I  spoke  to  the  pointsman,  who  was  at  the 
carriage,  post  office  mail  carriage,  break-van,  in  which  lev^,  but  I  did  not  a^  him  how  he  had  caused  the 
the  breaksman  was  riding,  third-class  carriage,  sleep-  accident*  He  was  a  little  excited,  but  1  do  not  think 
ing  saloon,  rear  break-van,  in  which  1  was  riding,  he  was  under  the  influence  of  liquor.  I  did  not  notice 
composite  carriage,  and  six  third-class  carriages.  We  any  smell  of  liquor  on  him.  I  heard  no  whistle  for 
left  Inverness  at  3.27  p.m.,  17  minutes  late,  and  my  breaks.  We  were  not  running  any  faster  than 
Bumchrew  at  3.41  p.m.,  20  minutes  late.  The  signals  usual,  and  would  have  pulled  up  easily  at  the  station, 
were  all  right  for  running  into  Lentran,  where. we  were  The  pointsman's  box  and  the  man  himself  up  at  the 
timed  to  stop  at  3.27  p.m.  We  arrived  at  the  loop  points  are  clearly  visible  half  a  mile  off,  1  had  my 
points  at  3.45  p.m.  We  were  then  running  at  about  break  working  on  my  van  only.  The  breaksman  in 
10  or  12  miles  an  hour.  I  was  putting  <m  my  break  the  front  van  had  a  Fay's  break  on  his  van  and  one 
as  usual  to  pull  up  at  the  station  when  I  felt  a  shock,  carriage. 
I  held  on  to  the  break  and  put  it  •n  harder  until  we  came 

to  a  stop,  in  about  80  yards.     I  got  out  and  found  the  Peter     Hepburn,     breakfeman,     states.— ^n      the 

engine  and  tender  with  all  the  wheels  off  in  the  G^foot,  22nd  November  £  was  riding  in  the  front  break-van 

the  luggage  van  with  all  wheels  off  partly  on  the  up  of  the  3.10  p.m.  down  train.     Hie  first   thing  I  knew 

loop,  and  partly  in  the  6-foot,  the  composite  carriage  of  anything  being  wrong  oft  approaching  Lentran  was 

in  a  simi.ar  position,  the  post  office  van,  breaksman's  hearing  the  drivei'  sound  his  whistle,  about  30  oi*  40 

van,  and  third-class  carriage,  with  all  wheels  off  on  yards  before  he  got  to  the  pointsman's  box  at  the  loop 

the  up  loop.'    The  sleeping  saloon  with  the  ftont  bogie*  points.     I  put  on  ray  break  at'  cmcei    It  waft  a  Pay^s 

off  on  the  up  loop.    AH  ti^e  remainder  of  the  vehicles  break  on  my  van  and  on^  ^mrif^e^     I  then  looked 

were  on  the  rails  on  the  up  loop,  except  the  two  rear  out,  and  felt  something  jerking,  and  I  saw  the  engine 

carriages,  which  were   outside   the  loop  points.     No  and  tender  running  off  the  rails  with  the  rear  wheels 

vehicle  was  thrown  over  on  its  side,  but  the  luggage  in  the  4-foot  of  the  down  loop,  and  the  off  wTieels  in 

van  was  ^slewed  a  good  deal.     I  went  iit  once  and  the  6-foot.    The  Six  succeeding  vehid^  followed  the 

inquired  tf  any  passengers  were  hurt     Ne^  one  made  up  loop  off  •  thiB  railfe.     I  did  not  see  t^e  pointsinaa 

any  complaint.     I  then  went  back  and  looked  at  the  till  I  got  out,  when  the  train  caJDe  to  a  stand,  with  the 

points,  and  found  them  lying  right  for  the  up  loop,  engine  about  100  yards  ov^r  the  points.     We  were 

There  were  marks  where  the  engine '  wheels  had  run  iH>t  Tiinning   any  faster  tlian' usual.     No  couplinge 

^^ 
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y^^jQ  huf^eBj^ ,  Wb^nlfi^  ih^.^f\ii\}Bam  afterwards 
he  was  quite  sober,  lie  asked  me  if  anyone  wae 
hurt,  and  £  told  him  I  saw  none.  I  asked  him  how 
it  had  happened  and  he  etaid  he  did  not  kno^*  I  was 
sent  baok  to  pull  up  the  special  with  the  break^down 
gang.  I  afterwards  asked  the  pointsman  again  how 
it  Jiad  happened.  He  said  he  had  lowered  his  signals 
and  went  into  his  box  without  setting  his  points  right, 
and  then  he  had  sat  down  and  fallen  half  asleep^  He 
got  op  when  the  train  was  just  at  his  ,box,  but  too 
hite  to  put  the  points  right.  The  wbisde  I  heard  was 
the  ordinary  whistle  and  not  the  break  wliistle.  We 
were  running  from  15  to  20  miles  an  hour  at  the  time, 
at  least  I  should  think  so.  I  spoke  to  the  driver 
afterwards,  and  he  said  he  and  bis  mat^  were  npt  hurt. 
Y^e  did  not  speak  about  the  points.  I  ,put  my  break 
on  because  it  is  not  usual  to  whistle  there,  and  I 
thought  something  was  wroAg.^ 

Ralph  Clark,  driver  14  years  on  Highland  Rail- 
way and  eight  years  on  North  British^  states. — ^I  was 
driver  of  the  3.10  p.m.  down  passenger  train  on  the 
22nd  Novembei^.'  te^^eryliiing  wei  right  until  we  got 
to  t^e  ld6p  pointa  at  Lentran.  The  down  distant  and 
home  signals  were  both  o%  and  I  was  running  at  my 
usual  speed  of  ftx)m  40  to  46  miles  an  hour  up  to 
the  point  where  we  always- shpt  off  s^m^  about  half 
a  mile  from  the  loop.  The  break  was  applied  as 
usual  about  the  distant-signal,  and  my  speed  was 
reduced  to  about  15  or  18  miles  an  hour.  Wheirl  had 
come  to  within  20  yards  of  the  points,  I  saw  that 
they  were  half  set.  I  reversed  my  enffii^O)  and  my. 
mate  put  on  the  tender  break  hard.  1  had  whigded 
when  about  half-way  from  the  distant-signa^  because 
the  pointsman  was  not  at  Ikis  lever.  He  came  out 
just,  after  I  had  seen  that  the  points  were  half  set, 
and  he  had  just  got  his  ^hand  to  the  point>lever  when 
my  engine  wheels  struck  the  end  of  the  points  and 
we  got  astride  and  ran  off.  We  ran  about  100  yards. 
When  the '  pointsman  eame  forward  afterwards  he 
asked  if  anyone  was  hurt,  and  I  said  "  No."  Noting 
more  passed  between  us.  I  was  a  little  late,  but  was 
i>ot  running  any  faster  than  usual  in  order  to  make 
up  titne.  I  comd  have  palled  up  easily  at  the  station. 
On  a  clear  day  I  can  see  the  pointsman  a  long  way 
off.  It  was  rather  a  dull  foggy  evening.  I  did  not 
observe  that  the  pointsman  wa^  not  at  his  post  until 
just  after  I  had  passed  the  distant-signal.  I  sounded 
my  "whistle  when  about  200  yards  from  the  points. 
I  did  not  sound  sooner  because  tiie  man  usually  comes 
out  when  I  am  about  200  yards  off.  I  know  thfM^  hie; 
should  not  leave  his  lever  when  his  signals  are  off, 
but  I  thoiight  he  would  come  out  as  usual.  There  is 
no  rule  that  I  am  to  puUup  if  the  man  is  ilot  at  hia 
lever.  My  engine  is  a  4-whoel  coupled  bbgie  engine. 
There;  are   nQ  break  blocks  in  the  engine  wlieel% 


{  There,  is  a^  hand-break  in  th^  tender  with  one  wooden 
break  block  on  each  of  the  six  wheels. 

'William  Farquhar,  formerly  pointsman  at  Lentran, 
states. — I  was  in  the  service  of  the  Highland  Railway 
for  18  years,  and  had  been  two  yeai^s  at  Lentran  when 
the  accident  occurred  on  the  22nd  of  November ;  on 
that  day  I  came  on  duty  at  5  a.m.  My  duties 
were  to  attend  to  the  points  at  both  ends  of  the  loop, 
and  to  do  other  outside  work  at  the  station,  where  I 
was  the  only  man  employed  under  the  station-master. 
On  the  day  of  the  accident  I  had  been  working  the 
points  at  both  ends  of  the  loop  from  5  a.m.  till 
3  p.m.,  with  half  an  hour's  interval  for  dinner. 
My  daily  tour  of  duty  was  from  5  a.m.  till  8  p.m. 
An  up  goods  passed  at  about  L32  p.m.,  and  the  next 
train  either  way  wte  the  3.10  p.m.  down  passenger 
train.  I  was  not  at  the  east  or  np  end  of  the  loop 
when  the  goods  passed,  as  I  had  to  be  at  the  other 
<^d  to  hold  the  facing-points  for  it  to  come  in.  At 
the  time  of  the  accident  the  points  at  the  east  end 
were  weighted  to  lie  for  the  up  road,  but  the  lever 
could  be  fastened  over  for  the  down  road.  They 
have  since  been  altered,  and  a  li^er  hfus  been  fitted 
with  weight  to  lie  either  way.  1  was  at  the  station 
at  about  3.15  p.m.  and  lowered  the  down  home-signal 
as  usual  for  the  3.10  train,  and  then  went  down  to 
the  east  end  of  the  loop,  and  lowered  the  down 
distant-signal,  which  is  worked  from  the  hut  by 
-diese  points.  This  was  about  a  quarter  g£  an  hour 
before  the  accident.  I  did  not  set  the  points  for  the 
down  r<v»d,  but  left  them  just  as  they  had  been  lying 
for  the  up  goods  to  pass.  I  then  went  into  my  hut 
and  sat  down.  I  cannot  say  whether  or  not  I  fell 
taleep,  but  I  never  observed  the  train  until  it  was 
.within  a  few  yards  of  the  points.  I  ran  out  and  put 
my  hand  on  the  lever  but  the  engine  was  over  the 
points.  I  held  the  lever  for  the  remainder  of  the 
train  to  pass.  The  en^ne  had  got  off  the  rails,  and 
the  whole  of  the  train  took  the  wrong  road.  I  did  not 
try  to  alter  the  points  as  the  engine  was  on  them.  I 
had  not  oiled  the  points  that  morning  as  they  did  not 
require  it.  I  am  certain  they  were  in  good  working 
otder  and  that  they  were  lying  quite  right  against  the 
stock-rail  when  I  came  to  them.  I  know  that  there 
is  a  rule  that  the  points  should  be  tried  before  a  train 
comes..    I  did  not  do  so. 


Alexander  Coekhum, 
stales.-r-Lentaran  is  not  a 
it  has  ceased  to  be  so 
for  all  the  work  under 
He  has  also  occasional 
trains  only.  The  late 
complaint  oi  tiie  hours 
regular  daily  trains  each 


station-master  at  Lentran, 
regttlar  crossing  place.  Since 
there  haa  been  only  one  man 

me  from  5  a.m.  till  8  p.m. 
night  duties,  but  for  special 
pointsman  never  made  any 
of  work.  There  are  five 
way. 


-  '  ,  ConeUmon. 

.  From  the  foregoing  evidence  it  ajppears  that  the  pointsman  at  Lentran,  having 
taicen  the  signals  oflF  ibr  the  3.10  p.m.  down  train  from  Inverness,  omitted  to  set  the 
facing-points  in  their  proper  position  for  the  down  loop,  and  that  the  engine,  running 
at  the  time  ahout  15  miles  an  hour,  struck  the  end  of  the  right-hand  point-rail,  which 
was  not  properly  closed  to  the  stock-rail,  and  getting  astride  of  the  switches  ran  oflf 
into  thej6-lootwa^,  followed  hy  the  tender,  and  the  six  leading  vehicles  of  the  train. 
When  the  engine  came  to  a  stand,  144  yards  inside  the  points,  these  six  vehicles 
trereiofif  the  rails,  partly  in  the  6-foot  way  and  partly  on  the  up  loop,  the  rear  hogie 
of  the  sixth  vehiclle,  a\^leet>ing  saloon,  and  aU  the  remainder  of  the  train  being  on  the 
rails  on  the  up  k)Op,  e:xc£^  tiie  two  rear  third^okss  carriages,  which  were  on  the  line 
outside  the  loop  points. 

It  is  probable  that  the  points,  which  were  weighted  to  lie  right  for  the  up  loop, 
had  been  shaken  partly  open  by  the  goods  train  which  had  passed  oyer  them  in  a 
tmUing  direction  about  two  hours  previously,  and  that  when  the  pointsman  came 
down  to^  them  he  failed  to  notice  that  they  were  half  set. 

•  This  accident  was  therefore  due  ti>  Jieglect  of  duty  on  the  part  of  the  pointsman, 
who  omitted  to  obey  the  Oompany^s  rules  mrecting  that  all  points  must  be  tried  before 
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the  passing  of  a  train,  and  that  "  the  lever  must  be  held  firmly  down  whilst  engines 
and  trains  are  passing  through  facing-points.** 

The  man  in  fault,  who  has  since  been  dismissed  from  the  service  of  the 
Company,  does  not  attempt  to  excuse  himself,  but  states  that,  feeling  tired,  he  sat 
down  in  his  hut  after  taking  off  the  distant-signal  and  forgot  all  about  the  train, 
probably  being  half  asleep,  and  when  the  duration  of  his  daily  tour  of  duty  is 
remembered,  it  is  not  surprising  that  sooner  or  later  this  should  have  happened. 

It  must  also  be  remarked  that  an  accident  of  this  description  cannot  well  occur 
where  the  proper  appliances  according  to  present  requirements  arc  provided,  that  is, 
where  the  points  and  signals  are  interlocked,  and  all  facing-points  are  fitted  with 
locking-bars,  facing-point  bolts,  and  gauge  ties. 

It  is  most  desirable  that  the  arrangements  at  all  stations  should  be  altered  to  meet 
these  requirements  as  soon  as  it  is  possible  to  do  so,  and  in  the  mean  time  the 
Company  should  at  any  rate  at  once  provide  proper  locking-bars  and  bolts  for  the 
facing-points  at  the  ends  of  this  loop,  the  levers  working  which  should  be  inter- 
locked with  the  existing  distant-signal  levers. 

I  have,  &c., 

The  Secretary,  F.  A.  Marindin, 

(Railway  Department,)  Momt.  B.E. 

Board  of  Trade. 

Printed  copies  of  the  above  repoit  were  sent  to  the  Company  on  the  2l8t  January. 


HIGHLAND  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
SiE,  13,  Downing  Street,  London,  S.W.,  18th  December  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  5th  instant,  the  result 
of  my  inquiry  into  the  causes  of  an  accident  which  occurred  on  the  27th  of  November, 
near  Blair  Athole  station,  on  the  Highland  Railway. 

In  this  case,  as  the  up  mixed  train,  which  left  Inverness  at  10  p.m.  on  the  26th 
November,  was  approaching  Blair  Athole  station,  at  about  5.12  a.m.  on  the  27th 
November,  the  fourth  goods  waggon  from  the  front  left  the  rails,  and  was  followed  by 
21  others,  the  engine  and  three  leading  waggons  running  ahead. 

The  train  was  made  up  as  follows :  engine  and  tender,  two  empty  goods  waggons, 
one  empty  van,  27  goods  waggons,  of  which  four  were  loaded,  goods  break-van,  in 
which  a  breaksman  was  riding,  luggage-van,  sleeping  saloon,  third-class  carriage, 
and  rear  break-van,  in  which  the  guard  was  riding. 

No  passengers  were  injured,  and  none  of  the  passenger  carriages  left  the  rails. 

Three  goods  waggons  were  totally  wrecked,  five  were  knocked  off  their  wheels  and 
much  broken,  and  fifteen  others  were  damaged,  some  considerably  so. 

The  only  damage  to  the  passenger  vehicles  was  the  brei^ng  of  three  bogie 
guides  in  the  sleeping  saloon. 

About  90  feet  of  the  permanent  way  was  knocked  away,  and  some  sleepers  and 
chairs  damaged  elsewhere. 

The  following  new  material  has  been  required  to  make  good  the  permanent  way : 
8  rails,  36  sleepers,  eight  pair  of  fish-plates  and  bolts,  and  92  chairs. 

Description. 

The  scene  of  this  accident  was  about  five  fiirlongs  north  of  Blair  Athole  station. 

Coming  from  the  North  the  line  is  quite  straight  for  more  than  a  mile,  up  to  a  point 
about  200  yards  north  of  the  spot  where  the  first  traces  of  the  accident  were  found,  and 
is  then  on  a  curve  of  84  chains  radius  to  the  east  for  about  800  yards. 

The  line  falls  from  beyond  Struan  station,  about  4^  miles  north  of  Blair  Athole ;  the 
gradient,  which  is  1  in  80  for  about  1^  mUes,  changing  to  1  in  500  about  400  yards 
north  of  the  break-down. 

The  line  is  single,  and  this  portion  of  it  was  opened  in  1868. 

The  permanent  way,  which  has  at  this  point  not  been  relaid  since  that  date,  consists 
of  a  76-lb.  double-headed  iron  rail,  fished  with  plates  weighing  20  lb.  per  pair,  laid  ia 
22-lb.  chairs,  fixed  by  two  spikes  for  each  chsur  to  larch  sleepers  9'  X  9"  x  4^'',  or 
9^  X  10''  X  6". 
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Evidence. 


WUliam  Shepherd^  driver  seven  years,  states : — On 
the  26tli November  I  was  driver  of  the  10  p.m.  up  mixed 
train  from  Inverness  to  Perth,  consisting  of  engine 
and  tender,  running  engine  first,  27  goods  waggons, 
of  which  four  were  loaded,  guard's- van,  luggage -van, 
drd-dass  carriage,  sleeping  saloon,  and  guard*8-van  in 
rear.  We  lefl  Struan  at  5.3  a.m.  on  the  27th,  right 
time,  and  had  been  running  right  all  through.  I  shut 
off  steam  in  the  usual  place,  about  two  miles  outside 
Blair  Athole,  and  was  running  ray  usual  speed.  Soon 
after  coming  in  sight  of  the  Blair  Athole  up  dlstant- 
signal  I  felt  a  slight  blow  at  the  rear  of  the  tender. 
I  could  not  see  what  had  caused  it,  but  I  applied 
steam  because  I  thought  something  was  wrong,  and 
I  wanted  to  get  on  out  of  tiie  way^  The  blow  felt  as 
if  something  had  run  into  us  from  behind.  There 
was  no  jerk  before  the  blow.  I  was  sitting  down  at 
the  time,  looking  forwai*ds,  and  was  knocked  back- 
wards. I  don't  ^ink  the  train  had  broken  in  two, 
because  I  had  been  watching  the  Hghts  of  the  train 
all  down  the  incline,  and  they  did  not  seem  to  change 
their  position.  I  hadn't  che<;ked  or  increased  my 
speed  suddenly.  It  was  a  clear  frosty  night.  My 
tender  break  was  slightly  on  ut  the  time,  easing  down 
for  the  stop  at  the  station,  and  my  mate  took  it  off. 
I  ran  on  for  about  200  yards  and  then  stopped.  I 
found  there  were  only  three  vehicles  left  attached. 
I  went  and  looked  at  the  couplings,  but  can't  say  how 
they  were.  I  found  that  the  rear  vehicle  of  the  three, 
a  closed  van,  had  lost  its  trailing  wheels,  and  that  the 
panels  at  the  rear  were  smashed.  The  front  wheels 
of  this  van,  and  all  the  wheels  of  engine  and  tender, 
and  the  two  othpr  vehicles  were  on  the  rails.  The 
breaksman  came  forward  and  told  us  that  the  vonA 
was  blocked,  and  I  went  back.  I  found  that  a  good 
many  of  the  trucks  were  off  the  rails  on  both  sides, 
and  piled  up  in  a  heap.  None  of  the  passenger  car- 
riages were  off  the  rails.  I  had  been  running  my 
usual  speed,  and  quite  steadily.  I  had  not  felt  any- 
thing wrong  with  the  road.  I  did  not  go  back  to 
examine  it. 

James  Stables^  fireman  three  years,  states :  —  I 
have  heard  the  driver's  evidence,  and  it  is  correct.  I 
had  put  on  the  break  about  a  mile  before  I  felt  the 
blow  behind.  The  coupling  at  the  rear  of  the  closed 
van  Was  broken,  but  I  can't  say  in  what  manner. 

John  Mackayy  guard  seven  years,  states : — On  the 
26th  November  I  was  guard  of  the  10  p.m.  lip  mixed 
train  from*  Inverness.  The  train  was  made  up  as 
follows : — engine  and  tender,  two  empty  goods  wag- 
gons, empty  dosed  van,  27  trucks,  of  which  four  were 
loaded,  goods  break-van,  in  which  the  breaksman  was 
riding,  luggage-van,  sleeping  saloon,  third-class  car- 
riage, and  i*ear  break- van,  in  which  I  was  riding.  We  . 
were  running  about  10  minutes  late.  We  left  Struan 
at  5.1  a.m.,  11  minutes  late.  We  were  next  timed  to 
stop  at  Blair  Athole  at  5.5  a.m.  We  were  not  making 
up  time,  but  were  running  our  usual  speed.  The  train 
was  running  quite  steadily,  and  I  felt  no  jerk  at  all. 
The  first  I  knew  of  anything  being  wrong  was  beings 
knocked  down  in  my  van.  I  got  out  as  soon  as  I 
could,  and  asked  the  passengers  if  they  were  hurt. 
There  wei*e  a1>out  20  passengers,  and  none  of  them 
complained.  None  of  the  passenger  carriages  were 
off  the  rails.  When  I  got  to  the  ftout  of  the  train  I 
found  22  of  the  waggons  all  off  the  rails,  and  piled  up 
in  a  heap,  smashed  up.  This  was  at  5.12  p.m.,  and 
about  400  yards  outside  the  Blair  Athole  up  distant- 
signal.  The  en^ne,  tender,  and  the  three  leading 
vehicles  were  on  the  rails  about  200  yards  ahead.  I 
didn't  examine  the  road.  The  closed  van,  which  was 
the  last  vehicle  of  those  remaining  attached  to  the 
engine,  was  without  the  trailing  wheels,  nxle-boxes, 
and  springs,  and  smashed  in  behind.  The  coupling 
was  broken  off;  I  cannot  say  if  the  draw-bar  was 
broken.  There  was  a  portion  of  a  truck  in  this  closed 
van ;  I  think  it  was  the  side,  but  am  not  sure.    Thei-e 
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was  no  sudden  occeleration  of  speed  or  jerk,  that  I 
could  feel.  My  break  was  on  about  300  yards  before 
entering  the  wood,  that  is  about  600  yards  before  the 
site  of  the  accident.  There  were  side  chains  to  the 
closed  van,  but  I  don't  think  they  were  coupled.  We 
were  running  about  18  miles  an  hour  at  the  time. 
The  signals  were  off  for  us  to  run  into  the  station. 
I  haven't  felt  anything  wrong  with  the  road  before  or 
since.  I  didn't  think  that  the  train  had  broken  in 
half,  for  I  had  been  watching  the  engine  side  light 
down  the  incline,  and  it  didn't  seem  to  leave  us  at  all. 
There  were  seven  vehicles  in  front  of  the  leading 
passenger  carriage,  which  were  remaining  on  the 
rails. 

John  Mcr^rmartf  breaksman  three  years,  states: — 
On  the  26th  November  I  was  acting  as  breaksman  to 
the  10  p.m.  up  mixed  train  from  Inverness,  and  was 
riding  in  the  break-van  between  the  goods  waggons 
and  the  passenger  carriages.  We  came  at  about  our 
usual  spe^  from  Struan.  The  first  I  knew  of  any- 
thing being  wrong  was  from  being  knocked  over  in 
my  van,  when  we  were  approaching  Blair  Athole, 
running  about  18  miles  an  hour.  When  I  got  up,  I 
fonnd  that  the  train  had  come  to  a  stand,  and  I  got 
out.  We  were  about  300  yards  outside  the  up  dis- 
tant-signal at  Blaur  Athole,  and  I  found  about  22  of 
the  waggons  off  the  rails,  and  piled  up  in  a  heap  on 
both  sides  and  in  the  middle.  The  engine  and  three 
leading  waggons  were  standing  about  200  yards  ahead. 
I  went  forward  to  look  at  them,  and  found  that  the 
closed  van,  the  rear  vehicle  of  the  three,  was  without 
its  trailing  wheels.  I  can't  say  what  was  the  state  of 
the  couplings.  There  was  the  piece  of  another  truck 
inside  the  ^closed  van.  My  break  had  been  applied 
wh«n  the  driver  shut  off  steam,  and  it  was  still  on  at 
the  time  of  the  accident.  I  felt  no  sudden  jerk  before 
the  accident,  and  no  sudden  checking  of  the  speed. 
The  road  seemed  to  be  running  smoothly.  I  hadn't' 
much  time  to  look  about,  for  I  was  sent  off  with  the 
engine  and  two  leading  waggons  to  telegraph  from 
Blair  Athole  for  assistance.  I  don't  think  the  train 
had  divided,  because  I  had  been  looking  out  all  down 
the  bank,  and  hod  seen  the  engine  light.  I  was  just 
looking  out  at  the  time  of  the  accident,  and  the  engine 
light  was  the  right  dbtance  ahead.  When  I  came 
back  firom  the  engine  I  found,  opposite  to  the  rear 
break-van  where  it  was  then  standing,  two  axle-boxes 
and  springs.     The  boxes  were  markeil  C.  U. 

John  Smithy  in^>ector  of  permanent  way,  states  :— « 
I  have  charge  of  44  miles  from  Stanley  junction  to 
Daluaspeedle.  I  had  been  over  the  road  at  the  site 
of  the  accident  every  day  for  a  fortnight  preceding  the 
26th  November,  as  I  was  working  just  above.  I 
^uged  the  road  up  to  the  place  where  the  accident 
occurred,  and  found  it  pretty  regulai*,  but  about  one- 
eighth  of  an  inch  tight  for  about  50  yards  on  both 
sides  of  this  place.  The  line  here  has  not  been  relaid 
since  it  was  made  in  1863,  but  there  have  been  several 
new  sleepers  and  chairs  put  in.  The  cant  is  about 
three  inches,  and  is  even.  I  consider  the  road  was 
in  good  order.  I  got  there  at  about  9  a.m.,  and  made 
a  careful  examination,  but  could  find  nothing  wrong, 
and  no  obstruction  to  account  for  the  accident  The 
first  mark  of  any  kind  was  a  piece  out  of  a  sleeper 
between  the  rails,  about  50  yards  north  of  the  place 
where  the  trucks  were  piled  up,  as  if  it  had  been 
scooped  out.  There  was  no  mark  of  a  wheel  running 
over  the  top  of  the  rails,  but  marks  along  the  tops  of 
the  sleepers,  about  one  foot  inside  each  rail.  About 
90  feet  of  the  road  was  knocked  away  ;  and  the  follow- 
ing new  material  has  l>een  used  to  make  good  the 
damages :  four  pair  of  rails,  36  sleepers,  eight  pair 
of  fish-plates  and  bolts,  and  92  chairs.  The  waggons 
were  piled  up  in  a  heap,  principally  between  the  rails. 
Beyond  the  heap  of  waggons  there  were  n)arks  along 
the  sleepers  where  the  trailing  end  of  the  closed  van 


had  been  dragged. 
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Mr.  Kennedy^  inspector,  states :  —  I  was  on  the  ,  di^w-bar  of  the  closed  van  was  broken  and  drawn  out, 
groand  at  2.30  p.m.  on  the  27th.     I  exammed  the    ^mkI  the  trailing  wheels,  axle,  axle-trees,  and  springs 

road  carefcdly.     There  were  marks  on  the  sleepers  in  were  all  off.     I  can't  say  for  certain  where  they  were, 

the  four-foot  way,  commencing  30  or  40  yards  back  but    two  springs,   not   a  pair,  aud  two    axle-boxes 

from  the  heap  of  wrecked  waggons.     These  marks  marked  C.  R.  were  found  some  way  back,  a  few  yards 

ran  parallel  to  the  rails,  about  one  foot  inside  each  further  from  the  h^ap  of  waggons  than  the  position  of 

rail.     They  were  on  nearly  all  of  the  sleepers,  but  the  first  tnark  on  the  sleepers.  I  saw  the  broken  journal, 

missed  a  few.     The  i^ark  on  the  right  side  looked  as  I  think  it  was  among  the  debris,  and  don't  know  where 

if  it  had  been  caused  by  a  wheel  being  scraped  along  it  was  picked  up.     The  axle  belonging  to  it  was  lying 

sideways.    The  first  mark  was  a  large  scoop  out  of  a  near  to  the  front  of  heap  of  d6bris. 
sleeper.     There  was  no  mark  on  the  rails  there,    llie 

Cofwltmon. 

^-  The  evidence  of  the  driver  in  this  case,  in  regard  to  the  shock  which  he  felt  at  the 
hack  of  the  engine,  would  rather  point  to  the  possibility  of  this  accident  having  been 
caused  by  the  train  breaking  into  two,  and  by  the  rear  overrunning  the  front  portion ; 
but  this  view  is  contradicted  by  the  evidence  of  both  the  guards  and  of  the  driver 
himself,  as  to  the  relative  position  of  the  lights  on  the  engine  and  the  train. 

There  is  no  trace  of  any  wheels  having  run  off  ovec  the  iBils  before  the  accident 
occurred ;  the  speed  of  the  train  does  not  seddi  to  have  been  esioessive ;  nor,  according 
to  the  evidence,  was  there  any  sudden  alteration  of  speed  at  the  change  of  the 
gradient.  ' 

It  appears  that  the  third  vehicle  from  the  engine^  a  dosed  van  belonging  to  the 
Caledonian  Railway  Company,  lost  its  trailing  wheels,  axle-^boxes,  and  springs,  and 
was,  after  the  accident  occurred,  dragged  for  about  200  yards  in  this  condition,  being 
still  coupled  to  the  waggon  in  front,  while  part  of  the  side  or  end  x>f  another  waggon 
being  found  inside  it  shows  that  it  had  been  mounted  by  the  waggon  behind  it. 

This  waggon,  also  belonging  to  the  Caledonian  Railway  Company,  had  the  journal 
of  the  axle  on  the  left  side  broken  off,  and  was  found  much  damag(^  among  the  heap 
of  the  22  waggons  which  left  the  rails. 

It  seems  clear  that  the  accident  was  due  to  the  break-down  of  one  or  other  of  these 
two  vehicles,  and  as  there  is  no  sign  of  any  old  flaw  in  the  broken  journal,  it  may  very 
well  have  been  broken  by  the  accident ;  while,  on  the  other  hand,  the  two  springs  and 
axle-boxes,  picked  up  some  30  or  40  yards  behind  the  heap  of  waggons,  may  very 
possibly  have  belonged  to  the  closed  van,  although  not  identified  at  the  time,  and 
prove  conclusively  that  some  vehicle,  at  any  rate,  was  damaged  before  the  final  break- 
down took  place. 

Judging  from  these  facts,  and  from  the  marks  on  the.  sleepers,  I  am  of  opinion 
that  from  some  cause  the  closed  van  lost  it^  triailing  springs  and  axle  boxes,  that  the 
trailing  pair  of  wheels  then  got  loose,  and  w^^  dragged  along  under  the  bed  of  the 
van  for  some  distance,  and  that  the  trailing  end,  dropping  on  to  the  ground,  was 
moimted  by  the  fourth  waggon,  which  then  left,  the  rails  altogether,  followed  by  those 
behind  it,  the  engine,  two  leading  waggons,  and  the  crippled  van  breaking  off  and 
running  ahead.  ... 

This  accident  therefore  furnishes  another  proof  of  the  risk  to  which  passengers  are 
exposed  by  th^  running  of  mixed :  trains,  especially  when  they  are  made  up  with  the 
goods  waggons  in  front;  and  it  is  fortunate  that  in  this  instance  the  break-down 
occurred  at  the  front  of  the  train,  and  not  to  one  of  the  waggons  near  to  the  passenger 
carriages,  or  the  consequences  would  probably  have  been  more  Serious. 

In  conclusion,  although  I  do  not  attribute  this  accident  to  the  state  of  the  permanent 
way,  yet  I  cannot  too  strongly  urge  upon  the  company  the  necessity  of  relaying  this 
portion  of  the  line  with  as  little  delay  as  possible,  for  the  rails  are  very  muqh  worn 
and  reduced  in  weight,  with  parts  showing  a  ragged  working  face,  and  are  in  places 
quite  unfit  for  the  passage  of  heavy  traffic  at  anything  more  than  a  low  rate  of  speed, 

I  have,  &c.. 
The  Secretary,  F.  A.  Mabindin, 

Railway  Department,  Board  of  Trade.  Major^  B.E. 

Printed  copies  of  the  above  I'eport  were  sent  to  the  EUgbland  Bailwajr  Company  on  the  21st  January,  and 
to  the  Caledonian  Bidlway  Company  on  the  24th  January. 
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mEDS  iOtNt  STATION. 

Board  of  Trade,  (Railway  Department,) 
18,  Downing  Street,  Ix)ndon,  S.W., 
Sib,  27th  January  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  30tti  Novemher  last,  the  result  of  my  inquiry  into 
the  circumstances  connected  with  the  collision  which  occurred  on  the  20th  Novemher 
last,  at  Leeds  new  station,  between  a  North-Eastem  Company's  passenger  train  and 
a  London  and  North- Western  Company's  engine  attached  to  some  empty  coaches. 

In  this  case,  as  the  6.10  p.m.  North-Eastem  OoijOLpany's  passenger  train  from 
Ilkley,  due  at  Leeds  at  7.5  p*m.,  and  consisting  of  a  tank  engine  (running  tank  first) 
and  seven  vehicles,  with  a  break-carriage  at  each  end  of  the  train,  was  running  into 
the  station,  it  came  into  collision  with  a  North- Western  Company's  engine  attached 
to  five  empty  coadies,  which  were  to  form  part  of  the  8.15  p.m.  train  to  Manchester. 

No  passengers  were  injuxed. 

The  guard  of  the  North-Eastem  Company's  passenger  train  and  the  driver  of  the 
London  and  North- Western  Company's  engine  were  injured. 

The  buffers  of  both  engines  were  damaged.     No  wheals  were  thrown  off  the  rails. 

I>esoripti(m. 

This  collision  occurred  between  the  canal  cabin  at  the  western  entrance  to  the 
Leeds  new  station  and  the  west  cabin  (near  to  the  west  end  of  the  platforms),  about 
300  yards  from  it.  The  signalmen  in  these  cabins  mutually  control  each  other*s 
home-signals,  the  distant-signal  for  the  west  cabin  being  the  home-signal  at  the  canal 
cabin,  and  vice  versA.  The  signalman  at  the  west  cabin  also  worked  a  stop -signal 
applying  to  incoming  trains,  situated  about  160  yards  to  the  west  of  his  cabin,  the 
home-signal  applying  to  line  No.  3,  on  which  line  the  North-Eastem  Company's 
train  was  coming  in,  being  about  80  yards  nearer  the  cabin.  The  crossing  between 
Nos.  1  and  3  lines,  on  which  crossing  the  collision  occurred,  was  interlocked  with  the 
home-signal  for  No.  3  line,  but  not  with  the  stop-signal. 

The  trafBlc  through  the  station  is  not  worked  on  the  block  system,  but  the  signalmen 
inform  each  other  of  the  nature  of  approaching  trains  by  means  of  telegraphic  signals. 
At  the  time  of  the  collision  the  alterations  in  the  arrangements  of  the  signals  and 
lines,  which  were  fully  brought  into  use  on  the  5th  January  last,  were  in  progress, 
and  when  I  made  my  mquiry  the  state  of  thii^  which  had  existed  at  the  time  of  the 
collision  had  been  entirely  altered. 

Eoidence. 

1.  John  Cotttnghamy  driver  in  the  London  and  I  waa  standing  on  the  nght-hand  side  of  the  en^e 
North- Western  Compan7*8  service  since  1861. — I  had  before  we  drew  out  with  the  empty  coaches.  B^ore 
brought  in  the  train  irom  Manchester*  dne  at  Leeds  at  going  ahead  the  shunter,  who  was  standing  by  the 
6.15  p.m.,  and  was  engaged  in  making  up  the  8. 15  p.ih.  loot-platCt  said  we  were  to  go  on  to  No.  2  road,  and 
passenger  train  for  Manchester,  .^iter  making  one  the  signalman  said  *'  Come  ahead,"  but  we  found,  after 
shunt  I  had  taken  hold  of  five  coaches  of  the  empty  passing  through  the  points,  that  we  were  going  on  to 
train,  and  was  waiting  ready  to  take  these  out  to  thie  No.  3  road.  I  at  the  same  time  saw  the  North-Eastem 
back  of  the  ticket  plaSform,  when  I  received  a  hand-  train  approaching  us.  I  had  just  time  to  get  my  break 
signal  from  the  signalman  in  the  weet  cabin  to  draw  on,  and  my  driver  to  reverse,  when  tbe  engine  met  about 
ahead,  and  be  ako  said  ^^  Come  ahead,  North-Westem."  the  middle  of  the  crossing.  I  was  not  hurt.  We  were 
Iwaedrrvingatank^ngineyWhidiwasnowchimn^first,  about  30  or  40  yards  from  the  points  when  we  started 
and  on  drawing  ahead  found  that  I  was  being  turned  with  the  coaches.  The  shunter  shouted  at  the  same 
on  to  the  main  line  (No.  3)  instead  of,  as  I  had  thought  time  that  we  saw  the  North-Eastem  train.  The  night 
I  should  have  been,  on.  to  No.  2  Ime  at  the  back  of  was  at  this  time  rather  foggy,  but  not  very  thick.  I  had 
the  ticket  platfomi^  and  I  was  on  the  crossing  leading  seen  no  light  engine  pass  ^ong  the  No.  3  Une  just  before, 
to  No.  3  when  I  met  the  engine  of  the  lUd^  tram. 

Neither  I  nor  the  fireman  had  seen  this. train  till  it  3.  Robert    Clarke^  signalman   eight  years  in  the 

was  close  to  us.     1  had  only  time  to  shut  off  steam  service  of  the  Leeds  Joint  Station  Committee,  four 

and  reverse  beibre  die  other  engine  stmok    mine,  years  in  the  west  cabin.— J  came  on  duty  at  2.  p.m. 

We  were  in  forward  motion  at  a  speed  of  abotit  two  on  the  20th  Noven^i^er  for  eight  hours.     A  London 

miles  an  hour  when  we  stmck.     We  neither  of  us  and    North- Western    Company's    signalman  named 

jumped  off.    I  was  knocked  against  the  front  of  the  Scott  was  with  me  at  the  time,  learning  the  duties  of 

fire-box  and  injured  in  the  shoulder.     A  shunter  who  signalman.    At  about  7.36  or  7.40  p.m.  I  received  a 

was  standing  near  the  cabin  called  me  on,  as  well^  as  bell  signal  (two  beats)  for  a  North-Eastern  passenger 

the  signalman.  train,  and  concluded  it  was  the  Ilkley  train  due  at 

,'                ...»  7.5  ;  the  trains  having  been  detained  owing  to  fog, 

2.  Joseph  NiekolSy  ^restaM^yesTS  in  ihBmsrticeoi  which  had  cleared  considerably  at  this  time.  I 
the  London  i^id  No^th- Western, Railway  Company.—^  loiy^r^  ^th  distant,  home,  and  stop  signal.    On  the 
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engine  of  the  supposed  train  coming  in  sight,  I  found 
it  was  a  light  engine  which  phased  on  through  the 
station,  with  the  signals  which  I  had  off  for  it.  I  had 
passed  on  the  bell-signal  to  the  station  cabin  as  a 
train,  and  I  p^ave  no  error  signal  to  the  station  cabin 
on  finding  it  was  a  light  engine.  I  put  my  distant- 
signal  up  very  soon  after  the  engine  had  passed,  and 
rang  a  small  key  bell  once  into  the  station  to  inform 
them  that  a  North-Eastern  passenger  train  was 
coming  in.  I  put  my  home-signal  up  as  soon  as  the 
engine  had  passed  it,  or  perhaps  the  station  signalman 
might  have  put  his  slot  on  first.  Two  or  three 
minutes  after  this,  during  which  time  no  other  signal 
had  been  given  from  canal  cabin,  I  opened  the  points 
to  allow  the  London  and  North-Western  engine  to 
proceed  from  No.  1  to  No.  3  line,  using  a  hand  lamp 
for  the  purpose,  and  I  also  shouted  to  the  driver.  I 
should  have  turned  the  engine  along  No.  2  road,  but 
thought  there  was  no  room,  as  there  were  already 
some  empty  coaches  standing  in  No.  2.  I  saw  nothing 
of  the  Ilkley  train  approaching,  until  I  heard  the 
shunter  shout,  and  then  on  looking  I  saw  it  in  colli- 
sion with  the  London  and  North- Western  engine  on 
the  crossing.  The  home-signal  for  No.  3  line  had 
certainly  been  on  two  or  three  minutes  before  the 
collision.  The  light  engine  could  not  have  got 
on  to  No.  3  line  without  the  permission  of  the  canal 
cabin  signalman,  who  ought  to  have  signalled  it  on  to 
me.  Some  ten  minates  before  this  the  canal  cabin 
signalman  had  signalled  the  light  engine  on,  which 
had  passed  ;  and  this  signal  J  had  acknowledged.  I 
had  put  the  stop-signal  to  danger  directly  after  the 
distant-signal.  This  stop-signed  was  about  160  yards 
on  the  canal  side  of  the  cabin,  and  80  yai*ds  from  the 
home-signal  and  on  the  canal  side  of  it.  I  am  confident 
that  the  stop-signal  was  not  interlocked  with  the 
crossing  from  No.  1  to  No.  3.  I  deny  having  received 
two  consecutive  signals  for  light  engines  from  canal 
cabii^. 

4.  Donald  Foster  Scott,  relief  signalman  in  the 
London  and  North- Western  Company's  service,  and 
at  the  time  of  the  collision  learning  the  duties  of 
signalman  in  the  west  cabin,  with  a  view  of  taking 
temporary  duty  during  the  alterations  at  the  station. — 
There  had  been  no  signal  from  canal  cabin  for  at 
least  a  quarter  of  an  hour  previously  to  that  for 
the  North-Eastern  passenger  train,  viz.,  two  strokes. 
Clarke  passed  it  on  to  the  station  cabin  signalman, 
who  pulled  the  slot  off  the  home-signal,  and  Clarke 
then  lowered  the  home  and  stop  signal,  but  I  am  not 
sure  whether  or  not  he  pulled  the  distant-signal  ofiT. 
An  engine  then  came  up  instead  of  (as  we  had 
expected)  the  passenger  train.  Clarke  put  on  his 
signals  directly  the  engine  had  passed  and  made  the 
remark^  "  The  train  has  turned  out  to  be  an  engine." 
Before  Clarke  was  aware  it  was  not  the  Ilkley  train 
he  had  rung  it  forward  to  the  station  cabin.  Two 
or  three  minutes  after  the  light  engine  had  passed 
Clarke  allowed  the  Ixindon  and  North-Western  engine 
to  come  out  on  to  No.  3  line,  and  I  had  not  seen 
anything  of  the  Ilkley  train  till  1  saw  the  engines  in 
cofiision  on  the  crossing.  I  heard  the  shunter  shout 
a  second  before  the  collision.  I  did  not  ask  the  North- 
Eastern  driver  how  he  came  to  pass  the  signals  at 
danger.     There  were  no  wheels  off  the  rails. 

5.  Joseph  Nealy  signalman  5^  years,  all  the  time 
in  the  canal  cabin. — I  came  on  duty  at  2  p.m.  for 
eight  hours.  At  about  7.35  p.m.  I  had  signalled  on 
a  light  engine  with  five  strokes  to  west  cabin,  and 
got  the  signal  acknowledged.  It  was  standing  some 
time  after   this  at  the  home-signal  (the  road  being 


occupied  by  an  outgoing  London  and  North-Western 
train  and  two  other  engines),  and  then  proceeded 
towards  the  west  cabin  about  10  minutes  after  it 
had  been  signalled,  and  remained  stranding  at  the 
stop-signal  for  No.  3  line  working  from  the  west 
cabin.  On  seeing  the  stop-signal  lowered  and  Uie 
engine  go  away  I  signalled  the  Ilkley  train,  which 
had  all  but  come  to  a  stand  on  the  canal  bridge,  to 
the  west  cabin  signalman,  who  gave  back  two  bells. 
I  went  to  the  window  and  said  to  the  driver  "  Draw 
ahea<l."  He  went  past  my  cabin,  but  whether  my 
signal  was  off  or  not  I  cannot  say.  I  noticed  that 
the  stop-signal  was  off  before  the  collision,  when  the 
tail  of  the  train  was  at  my  cabin^  but  I  did  not 
observe  the  west  cabin  home-signal. 

6.  John  Schofieldy  driver  in  the  service  of  the 
North-Eastern  Company  20  years. — I  was  in  charge 
of  the  6.10  p.m.  from  Ilkley,  which  consisted  of  a 
tank  engine,  running  tank  first,  and  seven  vehicles* 
We  started  about  35  minutes  late,  having  been 
detained  by  fog.  We  were  stopped  at  the  camd  box, 
and  called  forward  by  woitl  of  mouth  widiont  the 
home-signal  being  lowered.  I  drew  past  the  cabin, 
and  as  I  did  so,  both  the  stop  and  home  signals 
worked  from  the  west  cabin  were  taken  oiT.  I  saw 
nothing  in  front  of  us,  but  the  canal  signalman 
said  that  an  engine  had  gone  ibrward  about  10  minutes 
before.  I  then  went  forward,  and  passed  the  stop- 
signal  at  all  right.  I  then  lost  sight  of  the  home- 
signal,  and  on  getting  to  the  points  found  them 
open  for  No.  1  line  and  the  North-Western  engine 
coming  towaixls  us.  I  had  shut  off  steam  at  the 
stop-signal,  and  had  just  time  to  reverse  and  get  steam 
against  my  engine  when  we  came  into  collision,  my 
speed  being  three  or  four  miles  an  hour.  We  neither 
of  us  jumped  off.  No  wheels  were  off  the  rails  and 
no  damage  done.  We  stopped  dead  at  the  canal 
cabin  about  two  minutes. 

6.  William  Clapham^  fireman  in  the  service  of 
the  North-Eastern  Company  six  years. — We  stopped 
dead  at  canal  cabin  about  two  minutes,  and  we  were 
then  called  forward  by  the  signalman  and  told 
to  go  on  to  the  stop-signal.  I  observed  nothing 
standing  at  this  signal,  which  was  at  danger  when 
we  passed  the  canal  cabin,  but  was  taken  off  as  we 
approached  it.  It  remained  off  till  we  passed  it, 
as  did  also  the  home-signal,  which  remained  off 
till  I  had  lost  sight  of  it  on  passing  under  the 
new  bridge.  We  then  found  ourselves  turned 
through  the  crossing.  I  had  just  time  to  get  my 
break  hard  oa  and  the  driver  to  reverse  the  engine 
and  give  it  steam.  The  speed  was  very  slow  when 
we  struck.     I  was  not  hurt. 

7.  William  Hudson^  guard  five  years. — I  left 
Ilkley  with  the  6.10  p.m.  train  for  Leeds  at  6.41  p.m., 
the  detention  having  been  caused  by  late  arrival  due 
to  fog.  The  train  consisted  of  a  break-carriage  at 
each  end  of  the  train  and  five  vehicles,  seven  in  all. 
We  had  a  clear  run  in  till  we  came  to  tlie  canal  box, 
where  we  stopped  two  minutes  by  signal.  The  signal- 
man called  the  driver  past,  and  just  by  the  cabin 
I  saw  the  stop  and  home  signals  at  the  west  cabin 
taken  off.  I  saw  that  they  remained  off  till  the 
engine  had  passed  the  stop-signal,  when  I  came 
inside  and  booked  the  time  we  had  lost,  and  before 
I  had  done  this  the  collision  had  occurred  and  my 
head  was  knocked  through  the  window  in  the  van. 
I  was  knocked  down,  and  was  laid  up  for  about  a 
month.  I  booked  the  time  as  being  7.40.  The  speed 
at  the  time  of  the  collision  was  three  or  fbur  miles 
an  hour. 


Conclusion. 

This  collision,  in  which  a  North-Eastern  Company's  passenger  train  from  Ilkley 
and  a  portion  of  a  London  and  North-Western  Company's  empty  train  came  together 
on  a  crossing  between  two  of  the  main  lines  close  to  the  station,  was  brought  about 
by  the  signalman  in  the  west  cabin  having  forgotten  the  fact  that  a  light  engine  was 
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standing  on  No.  3  line  at  a  stop-signal  about  160  yards  from  his  cabin.  Upon 
receiving  an  announcement  from  the  canal  cabin  of  the  approach  of  the  Ilkley  tmin 
on  No,  3  line  he  lowered  his  signals,  and  then  to  his  surprise  found  that  it  was  a  light 
engine  (and  not  the  passenger  train)  which  had  come  up  and  passed  his  cabin. 
He,  however,  merely  thinking  that  the  canal  cabin  signalman  had  sent  on  a  wrong 
signal,  opened  the  points  of  the  crossing  leading  from  No.  1  line  (on  which  the 
London  and  North-Westem  engine  and  carriages  were  standing)  to  No.  3  line,  to 
allow  the  North- Western  driver  to  make  a  shunt,  which  there  was  not  room  for  him 
to  make  on  No.  2  line.  Before  opening  this  crossing  he  had  probably  neglected 
to  put  the  stop-signal  (which  it  appears  was  not  interlocked  with  the  points)  to 
danger,  for  the  North-Eastern  driver,  fireman,  and  guard  all  state  positively  that 
it  was  oflf  until  the  engine  had  passed  it. 

As  the  arrangements  of  the  station  have  now  been  completely  altered  no  similar 
collision  can  recur. 

I  have,  &c., 

The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Major-General^  R.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  Whitehall,  London,  S.W.,   30th  November  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  15th  instant,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  accident  which  occurred  on 
the  14th  instant  to  the  7.15  a.m.  down  passenger  train  from  Euston  station  to  Carlisle, 
a  short  distance  north  of  Wigan  station,  on  the  North  Union  section  of  the  London 
and  North-Western  Railway. 

One  passenger  has  complained  of  having  been  injured  on  this  occasion,  but  the 
circimistance  was  not  known  to  the  Officers  of  the  Company  at  the  time  of  the 
accident ;  the  driver  and  fireman  of  the  engine  were  also  hurt,  the  fornaer  somewhat 
severely,  as  ho  has  not  yet  been  enabled  to  return  to  his  work. 

No  damage  was  done  to  any  of  the  vehicles  in  the  train  except  the  engine,  and 
the  particulars  of  the  damage  to  the  engine  are  given  in  Appendix  A. 

Some  damage  was  done  to  the  permanent-way  by  the  train  running  off  the  rails 
for  about  100  yards,  by  the  displacement  of  five  lengths  of  rails,  thre^  of  which  were 
torn  out  and  bent,  and  one  was  broken ;  and  23  chairs  were  also  broken,  and  25  sleepers 
damaged. 

Eoidence. 

William    Oakes,  engine-driver  20    yeai-s,  and  27  went  on  or  not     I  think  we  were  running  from  30 

years    in    the    Company's    service,    stHtes : — I    was  to  35  miles  an    hour  when  I  felt  the  first  jar.    The 

drivingthe"Champion"  engine, No.2l47,ofthe  11.11  leading  wheels  of  the  en^n^  were  still  on  the  rails 

a.m.  down  passenger  train  from  Crewe  to  Carlisle  on  the  when  "the  engine  stopped  ;   all  the  other  wheels   of 

14th  November,  which  consisted  of  an   engine    and  the  engine,  and  the  tender  and  the  other  vehicles  in 

tender  and  five  vehicles.     All  went  right  as  far  as  the  train,  ail  got  off  the  rails  on  the  6-feet  side,  and 

Wigan,  where  I  was  not  appointed  to  stop  ;  and  as  fouled  the  up  main  line.    After  the  train  had  stopped  I 

we  passed  through   the  station  we    ran  over  a  fog-  got  off  the  engine,  and  when  I  saw  that  the  up  line 

signal,  and  a  man  showed  us  a  green  flag.     This  was  was  fouled  by  the  carriages,  I  ran  and  walked  ahead 

just  befoi-e  wo  reached  an  under-bridge  on  the  line,  to  the  signal-box  at  Rylands  siding,  a  full  quarter  of  a 

which  was   under  repair.     We   were   running  about  mile  ahead,  and  told  the  signalman  there  not  to  allow 

40  miles  an  hour  when  we  ran  over  the  fog-6ignal.  anything  to   pass  on   the  up  line,  as  it  was  blocked. 

I  shut  off  the  steam  at  once,  and  the  fireman  put  on  the  This    occiured    about  6    minutes    past     12   o'clock, 

tender-break,  and  we  reduced  the  speed  so  that  when  There  was  an  up  passenger  train  from  Carlisle  due  at 

we  passed  over  the  bridge,  which  was  under  repair,  Wigan  at  12.5.     I  heard  this  up  train  coming  before 

I  think  we  were  not  going  more  than  20  miles  an  I  got  to  the  signal-box.     That  up  train  was  stopped 

hour, — not  so  much  as  that.     After  passing  over  the  at  the   Rylands  siding   signals.     I  was   hurt   in   the 

bridge  I  turned   on  the  steam  again,  and  the  speed  knee,  and  am  not  yet  able  to  return  to  my  work,  but 

had  increased,  when  I  suddenly  felt  a  break  or  jar,  I  do  not  know  how  I  was  hurt, 
and    this  was  succeeded  by  a  second  jar  before  the 

engine  got  off*  the  rails.   There  was  no  time  to  do  any-  Peter  Sntallwood,  fireman  1 5  years  in  the  Company's 

thing  but  to  shut  ofiT  the  steam  and  to  close  the  fire-  service,  states : — I  was  acting  as  fureman  to  William 

hole  door.    The    fireman    pulled   the   string  for  the  Oakes,  driver  of  the  11.11  a.m.  down  passenger  train 

continuous  breaks,  but  I  cannot  pay  whether  they  from  Crewe  to  Carlisle,  on  the  14th  ^^ovember.     The 
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train  was  not  appointed  to  stop  at  WJgan  ;  but  as  wo 
passed  the  north  end  of  the  station,  a  flagman  showed 
us  a  green  flag,  and  my  driver  shut  off  the  steam,  and 
had  reduced  the  speed  to  between  20  and  30  miles  an 
hour,  when  suddenly,  and  without  any  previous  notice, 
the  crank-axle  of  the  engine  broke,  and  the  engine 
wi;s  thrown  off  the  rails,  except  the  leading  wheels, 
which  still  remained  on  the  rails.  I  was  struck  on  the 
head,  and  thrown  into  the  tender,  and  my  mate  was 
badly  hurt  in  one  leg.  I  do  not  know  whether  he  had 
time  to  do  anything.  I  had  hold  of  the  cord  to  put  on 
the  breaks,  but  I  do  not  know  whether  I  put  them  on 
or  not.  I  was  confused,  but  not  insensible*  I  do  not 
know  what  it  was  that  hit  me.  We  had  again  put  on 
steam,  after  slackening  speed,  when  the  crank-axle 
broke,  and  we  were  tl^n  running  about  30  miles  an 
hour  with  the  steam  on.  This  occurred  about  5 
minutes  past  12  o'clock.  The  whole  of  the  train  was 
thrown  off  the  rails. 

Thomas  Houghtony  inspector  of  permanent-way  19 
years,  states : — I  got  to  the  spot  with  the  break-down 
gang  about  1  p.m.,  and  found  the  whole  train  off  the 
rails,  with  the  exception  of  the  leading  wheels  of  the 
engine,  nearly  three-quarters  of  a  mile  north  of  Wigan 
station.  The  inside  i-ail  of  the  down  line,  on  which 
the  tram  was  running — that  next  the  6-foot — ^had  five 
lengths  of  21-feet  rails  displaced,  three  were  completely 
torn  out,  and  one  rail  was  broken ;  the  broken  one  was 
the  farthest  from  the  station.  I  think  there  were 
23  chains  broken,  and  about  20  sleepers  damaged. 
The  road  was  in  good  order.  All  the  carriages  were 
foul  of  the  up  line.  The  gradient  is  1  in  330  from 
Rylands  bridge,  rising  northwards.  At  that  part 
the  line  is  quite  straight.  The  first  indication  of 
anything  being  wrong  with  the  train  was  the  finding 
of  a  piece  of  a  cylinder  cover,  70  yards  before  any 
wheel  left  the  rails;  and  from  the  place  where  a 
wheel  first  got  off  the  rails  to  where  it  came  to  a  stand 
was  100  yards.  The  train  consisted  of  an  engine 
and  tender  and  five  vehicles,  including  a  dummy  post- 
office  tender,  two  composite  carriages,  and  one  break- 
van  at  the  tail  of  the  train,  with  Clark  and  Webb's 
continuous  breaks  throughout  the  train  worked  both 
from  the  engine  and  from  the  guard's  van. 

F.  IV.  ffebby  Mechanical  Engineer  and  Locomotive 
Superintendent  of    the  London   and  North- Western 


Ballway  Company,  states  : — 1  have*  examined  engine 
2147  (Champion)  since  the  aoeident  north  oi  Wigan, 
the  primary  cause  of  which  was  supposed  to  have 
been  the  breakage  of  the  crank-axle;  but  upon  a 
careful  examination  of  the  engine,  I  have  no  doubt 
that  the  first  cause  of  failure  was  the  breaking  of  one 
of  the  gudgeons  of  the  right-hand  ci-osshead,  which 
was  made  of  iron  (a  sketch  of  which  I  enclose  here 
with),  causing  the  small  end  of  the  connecting-rod 
to  be  liberated,  and  allowing  the  end  of  the  con- 
,  necting-rod  to  8ti*ike  against  the  end  of  the  piston-rod 
in  the  first  instance,  and  knocking  out  the  cylinder 
cover  ;  it  then  struck  the  snectacle-plate  and  partially 
doubled  up  the  small  end  ot  the  rod  (as  shown  in  the 
accompanying  diagram).  The  damage  Was  then  still 
further  incr^sed  by  the  end  of  the  liberated  rod 
striking  the  sleepers,  causing  the  connecting-rod  to 
break,  as  shown.  The  end  of  the  connecting-rod 
left  attached  to  the  crank-axle  was  then  forced  through 
the  outer  and  inner  casings  of  the  flre-box,  just  above 
the  solid  foundation-rixig,  which  was  also  considerably 
bent  bv  the  force  of  the  blow.  The  effect  then  was 
to  break  the  crank-axle  in  the  manner  shown  in  the 
accompanying  sketch.  The  part  which  is  wanting 
where  the  connecting-rod  broke,  I  have  no  doubt,  was 
broken  awiQr  when  the  rod  drove  through  the  st^el 
boiler-shell.  The  fractured  end  A.  shows,  by  being 
upset,  the  very  great  strain  that  was  put  upon  it. 
There  was  no  previous  flaw  of  any  kind  in  the  axle, 
and  the  fractu^  shows  the  metal  to  have  been  ex- 
tremely good.  From  the  peculiar  way  in  which  the 
fracture  took  place,  the  wheel  was  forced  out  out- 
wards, and  afltor  bending  the  frame  somewhat  con- 
siderably, and  finally  breaking  it,  it  gave  way,  causing 
the  driving-wheel  to  burst  the  road  and  throwing  the 
train  off  the  line ;  the  leading  wheels  of  the  engine, 
however,  stiU  remained  on  the  road.  For  some  con- 
siderable time  the  crossheads,  similar  to  the  one  which 
has  failed,  have  been  made  in  steel,  and  a  large  pro- 
portion of  our  stock  is  now  so  fitted.  The  engine 
was  built  in  1874,  and  since  first  starting  has  run 
169,789  miles.  She  is  a  5'  C  4-wheel  coupled  pas- 
senger engine,  inside  cylinder  17" -I- 24"  stroke,  and 
was  last  in  the  shop  for  repairs  in  January  (being 
turned  out  again  in  April),  when  there  was  no  flaw 
apparent  in  the  crossh^.  The  repairs  tiien  done  to 
her  were  as  per  enclosed  memorandum. 


Concltmon. 

From  the  preoeding  statements,  and  . from. informatioii  obtained  on  the  spot,  it 
appears  that  the  7.15  a.m.  down  passenger  train  from  Euston  station  to  Carlisle, 
while  running  at  from  30  to  36  miles  an  hour  on  a  gradient  of  one  in  330, — rather  more 
than  three-quarters  of  a  mile  north  of  Wigan  station, — suddenly  all  got  off  the  rails  on 
the  6-feet  side,  with  the  exception  of  the  leading  wheels  of  the  engine,  and  after  running 
about  100  yards  off  the  rails  the  train  was  stopped  with  the  engine  370  yards  south 
of  Rylands  siding  signal-box. 

This  train  consisted  of  an  engine  and  tender  and  five  vehicles,  including  a  guard's 
break- van,  placed  at  the  tail  of  the  train,  which  was  fitted  throughout  with  Clark  and 
Webb's  continuous  breaks.  , 

The  first  indication  which  could  be  traced,  on  search  being  made  of  anything  l)eing 
wrong  with  this  train,  was  the  finding  of  a  portion  of  one  of  the  cylinder  covers 
10  yards  north  of  Rylands  under-bridge,  and  70  yards  south  of  the  spot  where  the 
first  wheels  of  any  vehicle  got  off  the  rails. 

The  line  at  this  part  is  straight  and  on  an  embankment,  and  fortunately  the  train 
got  off  the  rails  on  the  east  or  6-feet  side,  although  in  doing  so  it  fouled  the  up 
main  line. 

This  down  passenger  train  was  appointed  to  run  through  Wigan  station  without 
stopping,  and  according  to  the  service  time-tables  it  was  due  to  pass  at  12.6  p.m., 
and  was  apparently  running  according  to  its  proper  time,  as  the  train  was  brought  to  a 
stand  at  12.6  p.m. 

The  8.46  a.m.  up  passenger  train  from  Carlisle  to  London  was  due  to  arrive  at 
Wigan  at  12.5  p.m.,  and  to  leave  at  12.8.  Fortunately  it  was  not  quite  punctual  that 
morning,  or  a  very  terrible  collision  might  have  ensued  between  tbe  7.15  a.m. 
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passenger  train,  ys^bicl^  had  got  off  the  ;rails  and  fouled  the  up  main  line,  and  the  8.15 
a.m.  up  passenger  train  which  was  then  'due. 

That  a  serious  collision  was  avoided  was  owing  to  the  engine-driver,  William  Oakes, 
of  the  down  passenger  train,  having  at  once,  as  soon  as  he  found  that  his  train  had 
fouled  the  up  main  line,  proceeded  to  the  Rylands  siding  signal-box,  situated  about 
370  yards  to  the  north  of  the  spot  where  the  engine  had  stopped ;  and  he  got  there  in 
time  to  warn  the  signalman  of  what  had  occurred,  and  to  enable  the  latter  to  stop 
the  up  passenger  train ;  and  I  consider  that  this  engine-driver  deserves  great  credit 
for  having  so  promptly  done  his  duty.  He  was  not  a  minute  too  soon,  as  he  heard 
the  up  train  approaching  before  he  reached  the  signal-box. 

The  accident  waa  ajitributed  at  the  time  to  the  fracture  of  the  crank-axle  of  the  engine, 
but  I  agree  with  the  opinion  of  Mr.  Webb  (the  Company's  Mechanical  Engineer  and 
Locomotive  Superintendent),  that  the  original  cause  of  tne  accident  was  evidently  due 
to  the  breaking  of  one  of  the  pins  or  gudgeons  of  the  right-hand  cross-head,  attached 
to  the  small  end  of  the  connecting-rod.  The  breakage  of  this  pm,  which  is  three  inches 
in  diameter,  and  of  iron,  liberated  the  small  end  of  the  connecting-rod,  and  allowed 
it  to  strike  against  the  end  of  the  ^ton-rod  in  the  first  instance,  and  then  against 
and  to  knock  out  the  cylinder  cover,  which  dropped  on  the  ground,  and  was  the  first 
indication  found  on  the  ground.  The  coupling-iod  is  then  supposed  to  have  struck 
the  spectacle-plate  and  partially  doubled  up  the  small  end  of  the  rod  (see  diagttbm)  ; 
and  the  liberated  end  of  th^  rod  then  struck  the  sleepers  and  broke,  and  the 
other  end  of  the  connecting-rod,  which  sc^ained  attached  to  the  crank-axle,  was  then 
forced  through  the  outer  and  inner  casings  of  the  fire-box,  just  above  the  solid 
foundation-ring  which  was  also  considerably  bent  by  the  force  of  the  blow ;  and  then, 
and  not  until  then,,  the  crank-axle  was  broken* 

The  engine  was  new  in  1874i,  and  had  run,  since  first  starting,  169,789  miles. 

There  was  no  appearance  of  any  flaw  either  in  the  broken  crank-axle  or  broken 
connecting-rod  wMch  were  both  of  steel  of  good  quality.  The  engine  was  in  the  shops 
for  repair  from  January  to  April  of  this  year,  at  which  time  it  is  stated  that  there  was 
no  flaw  apparent  in  the  cross-head,  which  was  of  iron.  The  ends  of  the  metals  where 
this  fracture  took  place  were  so  filled  with  oil  and  dirt  that  no  flaw  could  be  distinctly 
seen,  but  I  have  ho  doubt  that  the  breaking  of  this  pin  was  the  residt  of  a  gradusd 
and  increasing  fracture  commencing  from  the  outside,  and  not  of  an  instantaneous 
fracture  resulting  from  any  single  blow,  and  I  think  it  likely  that  if  the  cross-head  had 
been  examined  on  the  day  previous  to  the  accident  a  circular  crack  on  the  outside  of 
the  pin  would  have  been  visible. 

I  have,  &c.. 

The  Secretary^  ^  W.  Yollanb, 

(Railway  Department,)  Borttd  of  Trade.  -  Colonel. 


APPENDIX  A.  Valve  seatings  faced. 

•  Two  new  brass  valves. 

New  pbton  heads. 
London  and  North- Western  RAttWAY.  Piston  rods  turned.    Glands  bored. 

Slide  bars  faced.     Slide  blocks  lined. 
Locomotive  Department^  Connecting,     couplii^,      and     eccentric     rods 

Crewe  Works,  November  25,  1878.  repaired. 

Engine  2U7"Ch.mpi»n."    In,  26U.  J.n..,7  1878.  Sll^ZIST^   .B"«™¥  8?"  "I^"«^ 

OnJ««,Apri.W8.  .'  .     t,r?.2rt„'SKrio™  blook. 

D'jtails  of  repairs :  ..       trued  up.    • 

]^^w  copper  tube  plate  and  other  alight  repairs  New  fire  hole  door.    New  mud  and  lead  plugs. 

to  boiler.  Hand  rails  repaired.     Cab  repaired. 

New  set  of  brass  tubes.  ;  Boiler  stays  repaired.     Safety  Talve  repaired. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  21st  December  1878. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  London,  S.  W".,  December  10th,  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  19th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  attending  a  collision  which  occurred  on  the 
15th  ultimo  at  Rugby,  on  the  London  and  North- Western  Railway. 
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In  this  case,  as  the  12.45  a.m.  up  express  from  Carlisle,  consistiiig  of  engine  and 
tender,  four  horse-boxes,  one  carriage  truck,  one  second-class,  one  composite,  one 
third-class,  one  composite  carriage,  one  break-van,  one  carriage  truck,  one  saloon 
and  two  composite  carriages,  and  rear  break-van,  or  15  vehicles  in  all,  besides 
engine  and  tender,  was  approaching  the  Midland  junction  sigi>al-box  at  the  north  end 
of  Rugby  station,  at  about  7.40,  a.m.,  it  came  into  collision,  first  with  one  loaded 
truck  which  had  been  uncoupled  from  a  train  of  trucks  attached  to  the  shunting 
engine,  and  had  been  left  standing  on  the  up  main  line,  and  then  with  the  tail  of  the 
train  of  trucks  which  was  moving  slowly  ahead. 

No  passengers  or  servants  of  the  Company  were  injured. 

The  engine  buffers  were  broken,  and  also  the  ends  of  the  truck  first  struck. 
This  truck  and  one  other  were  thrown  oflF  the  rails. 

There  was  no  damage  to  the  permanent  way. 

Description. 

The  Midland  junction  signal-box  at  Rugby,  near  which  this  collision  occurred,  is 
about  75  yards  north  of  the  down  end  of  the  station  platform,  and  the  station  yard 
extends  from  this  point  northwards,  as  far  as  Trent  junction,  a  distance  of  about  three 
quarters  of  a  mile. 

Between  Trent  junction  signal-box  and  Midland  junction  signal-box  there  are 
two  others,  viz.,  Leamington  junction  and  Foootbridge  signal-boxes. 

About  35  yards  north  of  the  Midland  junction  signal-box  there  is  a  connection 
between  the  coal  yard  on  the  up  side  of  the  line  and  the  up  main  line,  the  actual 
point  of  collision  being  between  this  connection  and  the  signal-box. 

Midland  junction  up  home-signal  is  situated  160  yards  north,  and  Footbridge  up 
home-signal,  which  is  slotted  as  a  distant-signal  from  Midland  junction,  is  345  yards 
north  of  Midland  junction  signal-box ;  Leamington  junction  is  660  yards,  Leamington 
junction  sicrnal-box  is  690  yards,  and  Leamington  junction  up  home-signal  for  the 
main  line  Si  5  yards  north  of  Midland  junction  signal-box- 

The  line  is  worked  on  the  block  system  up  to  Trent  junction,  but  from  this  point, 
through  Rugby  station,  station  yard  working  with  an  electric  gong  code  is  in  use, 
although  for  through  trains  the  whole  yard  is,  under  the  existing  rules,  treated  as  one 
section,  and  block  working  is  practically  in  force. 

In  stopping  trains  the  drivers  are,  under  Rule  No.  51rf,  responsible  that  their 
engines  are  imder  such  control  that  they  can  stop  clear  of  any  obstruction  shoxdd  the 
signals  be  against  them. 

The  "  Be  ready  "  signal  for  approaching  trains  is  passed  on  from  box  to  box,  so  that 
the  "  Be  ready  "  for  an  up  train  is  received  in  Midland  junction  signal-box  when  the 
train  is  at  Brincklow,  4^  miles  oflF,  and  shunting  is  supposed  to  cease  when  the 
**  Be  ready  "  is  received. 

The  line  is  level  and  nearly  straight. 

Evidence. 

John  Mokhtr^  signalman  11  years,  four  years  of  started  to  set  back,  but  hearing  the  Scotch  express 
which  in  Midland  junction  box,  Rugby,  states. — On  coming,  and  whistling  for  the  signals,  I  thought  it 
the  15th  November  I  came  on  duty  at  6  a.m.  for  an  better  to  send  him  on,  and  tlie  engine  had  just  corn- 
eight  hour  shift.  At  about  half-past  7  a.m.  the  shunt-  menced  to  move  ahead  when  the  Scotch  express  came 
in g  engine  brought  18  or  20  waggons  out  of  the  down  up  and  struck  the  tail  of  the  rear  waggon.  The 
sidings  on  to  the  up  main  line,  and  two  enginen  and  express  came  up  at  a  good  speed,  perhaps  rather 
two  breaks  followed  them.  Two  or  three  of  the  faster  than  usual.  At  the  time  of  the  collision  the 
waggons  were  for  the  coal  yard,  and  the  remainder  of  shunting  engine  was  between  my  box  and  the  station, 
them  were  for  the  south  end  of  the  station.  The  and  the  tail  of  the  waggon  about  20  yards  north  of 
engines  and  breaks  were  for  the  coal  yard.  At  this  the  box.  ^Fhe  Scotch  express  was  due  at  7.20. 
time  there  was  a  goods  train  standing  in  the  station  When  I  let  the  shunting  engine  come  out  from  the 
on  the  up  main  line,  and  this  prevented  the  shunting  down  sidings  the  express  was  not  signalled,  and  I  do 
engine  from  drawing  ahead  far  enough  to  dear  the  not  know  where  it  was,  though  I  knew  it  was  due. 
points  of  the  coal  yard  sidings.  They  stood  there  till  The  practice  is  to  continue  shunting  until  the  '^  Be 
about  7.34  a.m.,  when  I  received  a  signal  from  Foot-  ready  "  is  received  from  the  next  cabin.  The  "  Be 
bridge  cabin,  two  beats  of  the  bell,  for  the  up  Scotch  ready  "  is  passed  on  from  one  box  to  the  other  through 
express.  Just  at  this  time  the  goods  train  went  the  yard,  and  probably  a  train  is  two  miles  off  when  I 
forward,  and  the  shunting  engine  and  the  other  two  receive  the  **  Be  ready."  It  arrived  at  7.40.  My  up 
engines  followed  up  in  accordance  with  orders  I  had  home-signal  was  at  danger,  and  my  up  distant,  which 
given.  As  soon  as  the  points  were  cleared  I  set  is  a  slot  on  Footbridge  box  up  home-signal,  was  also 
them,  and  the  engines  and  break  went  back  into  the  at  danger.  There  was  no  rule  that  the  Footbridge 
coal  yard.  The  shunter  then  unhooked  two  or  three  box  signalman  should  keep  his  slot  on  the  Leamington 
waggons  to  be  kicked  back  into  the  coal  yard.  I  junction  signals,  when  my  home-signal  is  at  danger, 
called  out  to  him  that  he  must  go  back  altogethev  into  but  it  has  been  done  since  this  accident, 
the  sidings,  the  Scotch  express  being  signalled.    He 


Digitized  by 


Google 


(    85    ) 


William  Dyiham^  shunting  porter  two  jears, 
states. — On  the  15th  November  at  about  7.30  a.m. 
I  brought  out  from  the  down  sidings,  on  to  the  up 
line,  the  shunting-eiigine  and  18  waggons.  The 
last  waggon  was  for  the  coal  yai'd,  and  behind  were  two 
engines  and  two  breaks,  also  for  the  coal  yard.  When 
the  waggons  got  on  to  the  up  main  line  there  was  no 
room  for  the  engine  and  waggoas  to  get  ahead  over 
the  coal  yai*d  points,  because  of  a  goods  train  in  the 
up  main  line,  and  they  had  to  wait  for  some  minutes, 
six  or  seven  I  should  think.  When  the  goods  started  we 
drew  ahead,  and  as  soon  as  the  points  were  clear 
the  engine  set  back  into  the  coal  yard,  and  I  signalled 
my  driver  to  knock  back  the  last  waggon,  which  I 
had  uncoupled.  The  signalman  then  called  out  that 
the  engine  and  all  the  waggons  were  to  set  back  into 
the  coal  yard,  as  the  Scotch  express  was  on.  Just  as 
he  spoke  I  heard  the  express  coming,  and  the  whistle 
sounding.  I  looked  round  and  saw  it  coming,  then 
signalled  to  my  driver  to  go  ahead  out  of  the  way. 
He  started  to  go  ahead,  and  got  a  few  yards  when  the 
collision  occurred  with  the  last  waggon,  which  was 
left  standing  on  tlie  line.  I  had  not  had  time  to 
couple  it  on  again.  The  express  was  runi^ing  at 
about  8  to  10  miles  an  hour.  The  waggon  was 
knocked  over  on  to  the  down  road,  fouling  both  lines, 
and  it  was  broken  at  the  ends.  The  engine  then 
struck  the  rear  waggon,  which  had  remained  coupled, 
and  knocked  it  on  the  road.  It  was  a  fine  morning 
and  the  signals  were  clear.  The  mil  was  not  a  dry 
rail,  a  little  greasy.  The  engine  was  whistling,  but 
I  did  not  notice  any  breaks  except  those  on  the  tender, 
which  were  on.  When  the  collision  occurred  I  was 
nearly  half-way  along  the  waggons,  so  that  I  could 
not  see  the  breaks  on  the  train.  When  the  collision 
occurred  the  shunting  engine  became  uncoupled  and 
ran  ahead.  I  saw  that  the  home-signal  was  against 
the  train,  but  did  not  see  the  distant.  I  had  got  the 
signalman's  authority  for  the  shunting,  as  he  had 
opened  the  points  when  the  shunting  engine  whistled 
for  them. 

James  Beachj  passenger  driver  seven  years,  states. — 
On  the  15th  of  November  I  was  driving  the  up  Scotch 
express,  12.45  p.m.  from  Carlisle.  I  took  it  at  Crewe. 
We  left  Crewe  at  5.45  a.m.  15  minutes  late,  and 
Stafford  at  6.25  a.m.,  about  15  minutes  late.  The 
next  stop  was  Rugby,  where  we  were  due  at  7.20. 
The  signals  were  right  for  us  the  whole,  way  until  I  came 
in  sight  of  the  up  home-«ignal  at  Midland  junction 
cabin,  which  was  at  danger.  I  could  see  it  about 
300  yards  off.  I  saw  this  signal  before  I  saw  the 
Footbridge  cabin  home-signal,  which  I  did  not  see  till 
cjose  on  it.  It  was  at  danger  also.  I  was  running 
about  15  or  20  miles  an  hour  at  the  time.  My  steam 
had  been  shut  off  about  three  quarters  of  a  mile  back. 
My  mate  applied  the  breaks,  and  very  soon  after  I 
sounded  the  whistle  for  the  guards  breaks,  and  then 
I  pulled  the  break  cord.  The  sand-boxes  were 
opened,  and  acted  properly.  I  cannot  say  if  the  guards 
breaks  acted.  I  found  the  train  was  not  pullin ;  up, 
so  I  reversed  my  engine,  and  put  steam  against  her. 


All  this  failed  to  stop  the  tmin,  and  1  ran  into  a 
loaded  truck  which  was  standing  on  the  line,  knocked 
it  over,  and  then  struck  the  tail  of  some  waggon  a 
little  further  ahead.  It  was  not  a  clear  morning  for 
seeing,  and  the  rail  was  very  wet.  1  jumped  off  my 
engine  before  the  collision,  and  so  did  my  mate.  We 
were  not  hurt.  The  train  consisted  of  engine  and 
tender,  and  fifteen  vehicles,  the  two  leading  carnages 
coupletl  to  my  engine  with  chain  break,  but  there 
were  four  horse  boxes  and  a  truck  between.  My 
engine  is  a  4-wheeletl  coupled  engine,  with  hand 
break  on  tender,  having  one  wooden  break  block  on 
each  of  the  six  wheels.  My  engine  buffers  were 
broken,  but  there  was  no  other  damage  to  my  train, 
and  no  vehicle  off  the  rails.  I  pulled  the  break  cord 
about  the  north  end  of  the  old  shed. 

Harry  Nashy  fireman  about  two  years,  states. — ^I 
had  applied  my  tender  break  pretty  firmly  when 
passing  Trent  junction,  as  I  generally  do,  but  when 
the  driver  saw  the  Midland  junction  signal  against  us 
I  went  to  tighten  it  up.  The  driver  pulled  the  break 
cord  at  once.  This  was  about  40  yards  south  of 
Leamington  junction. 

John  Lambert^  passenger  guard  14  or  15  years, 
states. — On  the  15th  November  I  was  in  chai-ge  of  the 
12.45  a.ra.  up  express  from  Carlisle,  consisting  of 
engine  and  tender,  four  horse-boxes,  one  carriage 
truck,  one  second-class,  one  composite,  one  third- 
class,  one  composite,  one  break- van,  one  carriage 
truck,  one  saloon,  two  composites,  and  rear  break-van, 
15  vehicles  in  all ;  besides  tlie  engine  and  tender.  I 
was  in  the  rear  van,  and  worked  a  chain  break  on  the 
van  and  the  two  composites.  We  left  Stafford  19 
minutes  late,  and  were  running  the  usual  speed  all 
the  way,  the  signals  being  right.  I  nevef  heard  the 
driver  whistle  at  all  for  the  breaks  or  for  the  signals. 
I  wa^s  looking  out  and  saw  the  Midland  junction 
home- signal  at  danger,  I  should  say  about  500  yards 
off,  but  some  distance  after  passing  Leamington  junc- 
tion. My  hand-break  had  been  applied  soon  after 
passing  Leamington  junction,  but  I  did  not  apply  my 
patent  break  till  after  passing  the  Footbridge.  I  then 
put  it  on,  because  I  thought  we  wejre  not  going  to 
stop  at  the  signal.  It  was  a  wet,  rough  morning,  and 
a  greasy  i-ail.  I  did  not  speak  to  the  driver  at  all 
before  the  accident,  but  I  did  so  afterwards,  and  he 
appeared  quite  sober.  We  were  going  at  least  10 
miles  an  hour  when  the  collision  occurred.  No 
passengers  complained  of  injury. 

Henry  James  Killman^  porter  1 1  years,  states. — I 
was  acting  as  assistant  guard  to  the  Scotch  express  on 
the  15th  November,  and  was  riding  in  the  front  van. 
When  we  we  reapproaching  Rugby  I  heard  a  good  deal 
of  whistling,  but  cannot  say  whether  it  was  from  the 
engine  of  my  train  or  not.  I  looked  out  and  saw  the 
Midland  junction  up  home-signal  at  danger.  My 
break  was  on  at  the  time.  I  felt  the  patent  break  go 
on  befoi'e  I  looked  out,  and  this  was  a  little  this  side 
of  Leamington  junction,  from  40  to  60  yards. 


Cmwltmon. 

This  accident  was  caused  by  the  fault  of  the  driver  of  the  12.45  a.m.  up  express, 
who  neglected  to  comply  with  rule  No.  51d  in  the  Company's  rule  book,  under  the 
terms  of  which  he  should  have  taken  steps  to  get  his  engine  under  such  control 
that  he  could  have  stopped  his  train  short  of  the  obstruction  on  the  line,  the  signals 
at  Midland  junction  being  against  him. 

He  states  that  he  did  not  see  the  Footbridge  up  home-signal,  which  was  at  danger, 
until  he  was  close  upon  it,  and  that  he  saw  the  Midland  junction  up  home-signal 
first,  but  only  about  300  yards  off.  This  statement,  judging  from  the  evidence  of 
the  guards  as  to  the  time  when  the  breaks  were  applied,  is  probably  pretty  correct,  and 
it  is  evident  therefore  that  the  driver  cannot  have  been  keeping  a  proper  look-out,  for 
both  these  signals  are  clearly  visible  for  over  600  yards.  He  was  also  probably 
running  at  too  high  a  rate  of  speed,  for,  by  his  own  showing,  there  was  an  available 
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distance  of  at  least  450  yards  in  whicji  he  failed  to.  piiU  up  his  train.,  Ife  would 
probably  have  been  able  to  do  so  had  he  at  once  reversed  his  engine,  as  he  ought 
to  have  done,  and  he  would  certainly  have  had  no  difficulty  in  doing  so  had  he  had 
at  his  command  a  proper  continuous  break. 

Since  the  accident  the  signalmen  at  Footbridge  and  Leamington  junction  have 
been  ordered  to  keep  their  slots  on  the  home-signals  of  the  signal-boxes  in  rear  until 
the  home-signal  at  the  signal-box  in  advance  has  been  lowered ;  and  considering  the 
very  short  distance  between  these  boxes,  it  is  most  desirable  that  this  order  should 
be  adhered  to,  for  when,  as  in  this  case,  there  is  a  block  which  prevents  the  signalman 
from  clearing  the  line,  he  should  have  some  better  means  of  covering  the  obstruction 
than  a  slot  on  a  signal  only  185  yards  outside  his  home-signal. 

If,  however,  it  be  found  that,  owing  to  the  amount  of  traffic,  this  is  impossible,  a 
separate  up  distant-signal  should  be  provided  for  Footbridge  at  or  near  Leamington 
junction,  the  lever  working  which  distant-signal  should  be  preceded  by  that  working 
Footbridge  up  home-signal.  The  Footbridge'  up  home-signal  lever  should  also  be 
mechanically  controlled  from  Midland  junction  signal-box,  so  that  it  cannot  be  pulled 
over  without  the  consent  of  the  signalman  in  tiie  latter  signal-box,  which  would 
ensure  a  train  being  brought  under  control  at  Leamington  jimction,  whenever  there 
was  an  obstruction  on  the  line  which  prevented  the  Midland  junction  up  home-signal 
from  being  lowered,  and  would  yet,  under  the  existing  rules,  permit  of  it  being 
brought  forward  cautiously  as  far  as  Footbridge  up  hcwme'signjal. 

It  would  also  be  well  if,  in  the  code  of  gong  signals  in  these  signal-boxes,  provision 
were  made  for  a  signal  to  block  the  line  in  cases  of  necessity,  as  in  the  present  instance. 

I  have,  &c., 

The  Secretary,  F.  A.  Mabikbin, 

(Railway  Department,)  Board  of  Trade.  Major ^  B.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  30th  January. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  London,  S.W.,  29th  November  1878. 

I  HA.VE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  21st  instant,  the  result 
of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the  19th  instant,  near 
Springs  branch,  on  the  London  and  North- Western  Railway. 

In  this  case,  as  the  6.0  a.m.  down  passenger  train  from  Liverpool  to  Wigan, 
consisting  of  engine  and  tender,  front  break-van,  one  first-class,  one  second-class,  two 
third-class,  and  one  composite  carriage,  and  rear  break- van,  was  travelling  between 
Ince  Moss  junction  and  Springs  branch  junction,  at  about  7J0  a.m.,  it  came  into 
collision  with  the  tail  of  a  coal  train  which  was  standing  on  the  Liverpool  branch 
about  350  yards  outside  the  Springs  branch  down  home-signaL 
J5  ^No  passengers  were  injured. 

The  buffer-plank  of  the  passenger  engine  was  broken,  and  one  goods  waggon  was 
slightly  damaged. 

The  permanent- way  was  not  distiirbed,  and  the  only  vehicle  thrown  off  the  rails  was 
the  break-van  of  the  goods  train. 

DesoripUan* 

At  Ince  Moss  jimction  the  line  from  Liverpool  and  St.  Helen's  to  Wigan,  which 
runs  from  west  to  east,  divides  into  two  lines ;  the  one  to  the  right  being  continued 
over  the  London  and  North- Western  main  line,  to  join  the  Manchester  and  Wigan 
branch  at  Piatt's  Bridge  junction;  while  the  one  to  the  left  forms  a  loop,  about 
716  yards  in  length,  up  to  Springs  branch  junction,  where  it  joins  the  main  line  about 
a  mile  south  of  Wigan. 

This  loop  is  straight  for  about  150  yards,  and  is  then  on  a  20-chain  curve  up  to 
the  junction. 

The  line  is  level,  or  nearly  so. 

Ince  Moss  junction  is  protected  by  the  usual  signals,  the  down  home-signal  being 
a  double  bracket  signal,  situated  about  108  yards  west  of  the  signal-box,  which  is  a 
little  west  of  the  jimction  points. 


Digitized  by 


Google 


i  sT  ) 


The  down  home-signal  for  the  loop  is  slotted  as  a  distant-signal  from  Springs  branch 
jimction-box,  and  there  is  a  disc  in  Ince  Moss  junction-box,  moorked  "  line  clear  to 
Springs  branch/'  and  worked  from  Springs  branch  jimction-box  by  the  same  lever 
which  works  this  slot. 

Springs  branch  junction-box  is  a  little  north  of  the  jimction,  and  the  down  home- 
signal  is  on  a  post. carrying  two  down  signals  and  one  up  signal,  situated  close  to  the 
box,  and  beyond  the  fouling  point  of  the  junction. 

No.  81  lever  in  this  box,  which  works  the  slot  and  disc  at  Ince  Moss,  is  correctly 
interlocked  with  the  other  levers  in  the  franae. 

The  point  of  collision  was  on.  the  loop,  400  yards  from  Ince  Moss  junction,  and 
816  yards  from  Springs  branch  junction. 

The  Liverpool  branch  is  worked  on  the  block  system  up  to  Ince  Moss  junction, 
between  which  and  Springs  branch  junction  station  yard  worlang,with  an  electric  gong 
code  of  signals,  is  in  use. 

JBvidefwe. 


John  NewaUy  signalinan  three  years,  all  of  which  at 
,Ince  Moss  junction,  sti^tes  : — On  the   19th  instant  I 
came  on  duty  at  6  a.m.  for  an  eight-hours  shift.    At 
6.26  I  got  "be  ready"  from  Brynu  Hall,  and  at  6.27 
"train  on  line"  for  a  jgoods  train.    It  arrived  and 
passed  at  6.32.    I  gonged  it  on  to  Springs  branch 
!No.  1  at  6.30,  aad^  after  asking  for  the  mot  to  be 
taken  off  ray  home-signal,  by  giving  five  beats  on  the 
gong,  I  got  permission  for  it  to  proceed  at  once,  and, 
when  it  passed,  the  slot  was  off  and  the  disc  turned. 
At  6.36  I  got  the  **  be  ready  "  and  "  train  on  line  "  for 
a  coal  train,  and  it  arrived  at  6.42.     My 'signals  were 
at  danger,  as  the  slot  and  disc  from  Springs  branch 
No.^  1  were  not  off.    The  train  stopped  for  about  four 
minutes  at  my  home-signal,  and  at  6.46  I  got  permis- 
sion for  it  to  proceed,  and  it  passed  on,    I  then  gave 
"  line  clear  "  to  Brynn  Hall,  and  at  7  ajn.  I  got  "  be 
ready  "  and  '^  ti^ain  on  line  "  for  another  goods  train. 
This  train  arrived  at  7.5,  and  I  shunted  it  on  to  the 
Lancashire  Union  out  of  the  way  of  a  passenger  train, 
and  then  gave  **  line  clear  "  back.     At  7.5  I  got  "  be 
ready  "  for  the  passenger  train,  and  "  train  on  line  " 
at  7.6.     When  I  got  "  tx-ain  on  line "  for  this  train 
from  Brynn  Hall,  I  gonged  it  on  to  Springs  branch. 
This  was  at  7.6,  and  at  7.8  I  got  permission  from 
Springs  branch  for  a  train  to  approach.     It  arrived 
at  7.9,  and,  the  signals  being  all  right,  it  passed  the 
home-signal  towards  Springs  branch.     It  was  a  very 
foggy  morning,  and  at  the  time  I  could  not  see,  the 
back  lights  of  my  home-signals.     There  was  a  fogman 
posted    at  the  home-signal,  and  one  later  on  at  the 
distant-signal.      1  could  hear    the   passenger  train 
approaching,  but  could  not  see  it.    As  far  as  I  could 
judge,  it  must  have  been  about  20  yiwds  beyond  my 
home-signal,  when  the  disc  from  Springs  branoTi  was 
turned  to  danger,  and  I  got  six  beat^  oa  the  gong, 
three    times    in    succession,   indicating    **  block "   or 
**  obstruction."     There  was  a  long  pause  between  each 
set  of  six  beats,  and  I  took  it  merely  as  a  repetition, 
and  not  as  a  double  set  of  six  beats,  meaning  '*  impe- 
rative obstruction."    The  home-signal  was  thrown  to 
danger  by  pulling  off  the  slot,  but  the  engine  must 
have  been  past  it.     I  ran  to  my  window  and  shouted, 
and  waved  my  red  lamp.     I  could  not  get  the  driver's 
attention  until  he  was  opposite  to  the  box.     The  fire- 
man was  on  the  driver's  side,  looking  over  his  shoulder. 
Just  as  they  passed,  both  driver  and  fireman  heard  me, 
and  saw  the  light,  and  I  saw  the  break  applied.     I 
.kept  on  shouting   to  attract   the   guard's  attention, 
which  I  failed  to  do.     Soon  aft^r  I  heard  the  collision. 
The  train  was  running  fast,  I  dare  say  at  40  miles  an 
hour,  about  the  usual  speed,  and  not  slower,  on  account 
of  the  fog.     The  driver  whistled  for  the  breaks  as 
soon  as  he  saw  and  heard  me.     The  guard  came  back 
after  the  collision.     I  had  not  cleared  the  line  back  to 
Brynn   Hall.     I   cannot   speak   positively  as   to   the 
speed  of  the  train,  but  it  was  going  as  fast  as  usual. 
No  train  whatever  came  off  the  Lancashire  Union. 


John  Gay  nor ^  signalman  fo\u-  Vears,  two  years  and 
nine  months  of  which^  at  Sprin^*branch,  states  :•— On 


the  19th  Inst  1  came  on  duty  in  Springs  brandi. 
No.  1  box,  at  6  a.m.,  for  an  eight  hours  shift.    The 
4.40  a.m.  fast  goods   train  from  St.  Helen's  left  St. 
Helen's  at  5. 1 8  a.m.,  and  had  a  clear  passage  through 
to  Wigan,    The  next  train  signalled  to  me  was  a  coal 
train  or  slow  goods.    I  think  this  was  at  6.32  a.m. 
My  slot  was  on  at  the  time.    In  about  five  minutes 
afterwards  I  took  off  my  slot.     This  train  came  up  in 
about  four  minutes  afterwards,  and  was  worked  in  the 
ordinary  course  up  Springs  branch,  being  kept  not 
more  than  three  or  four  minutes.     The  next  train 
which  was  signalled  was  the  6.0  a.m.  passenger  train 
from  Liverpool.      As   soon  as  I  got  it  I  signalled 
to  Springs   branch.  No.  2,  got  a  clear  road  for  it, 
and  took  my  slot  off  at  Ince  Moss.    I  called   out   to 
the  fogman  below,  *'  Clear  off  the  Lancashire  main 
line."     He  shouted  back,  "  Yes,   it's  here  coming." 
Knowing  that,  from  the  time  which  had  elapsed,  this 
couldn't  bo  the  passenger  train  which  I  had  taken  my 
signals  off  for,  I  immediately  threw  up  the  slot,  and 
sent  back  the  **  Imperative  obstruction  "  signal^^ — six 
beats,  twice  repeated,  to  Ince  Moss,  and  it   was  ac- 
knowledged.    I  didn't  receive  any  signal  for  either  of 
the  two  goods  trains  which  were  standing  between  my 
box  and  Ince  Moss.     I  believe  theie  were  in  all  three 
goods   trains  which    passed  Ince  Moss  between  the 
fast  goods  train  and  the  passenger  train,  and  of  these 
I  only  took  my  slot  off  for  one.      There  is  a  telegraph 
clerk  in  my  box,  but  I  do  not  book  trains.     There 
was  a  relief  signalman  in  my  box  at  the  time^  but  he 
was  not  on  duty, 

John  Goffy  guard  six  years,  states : — I  was  guard 
of  tl^e  6  a.m.  down  train  from  Liverpool  to  Preston 
on  the  19th  inst.  The  train  was  made  up  as  follows : 
engine,  tender,  break  van,  one  first-class,  one  second- 
class,  two  third-class,  and  one  composite  carriage,  and 
rear  break- van.  The  front  van  and  the  leading 
carriage  were  fitted  with  chain  break,  and  the  rear 
van  and  rear  carriage  were  also  coupled  with  the 
same  break.  We  passed  Ince  Moss  junction  at  about 
eight  miles  an  hour.  I  heard  the  driver  whistle  for 
my  breaks,  and  heard  a  man  shouting,  after  we  passed 
the  signal-box.  I  applied  my  break  as  tight  as  I 
could.  My  wheels  skidded  and  slid.  The  collision 
was  not  very  violent.  I  asked  all  the  passengers  if 
they  were  hurt,  and  none  complained.  We  had  a 
clear  road  all  the  way,  and  are  due  at  Wigan  at 
7  a.m.  I  believe  we  were  running  to  time.  We 
were  approaching  Ince  Moss  junction  at  our  usual 
speed. 

William  Shaw,  platelayer,  states : — On  the  morning 
of  the  19th  I  came  on  duty  at  7  a.m.,  as  fogman  at 
Ince  Moss  down  home-signals.  It  was  a  very  thick 
morning,  but  I  didn't  know  when  the  fog  commenced. 
I  couldn't  see  the  signals  further  than  15  or  20  yards 
I  stood  within  five  yards  of  the  signals.  I  was  not 
there  when  the  goods  train  passed.  I  saw  the 
signal  lowered  for  the  passenger  train.  I  could  hear 
the  train  coming  at  the  time,  but  couldn't  see  it.     I 
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walked  towards  it,  and  had  gone  about  50  yards,  when 
I  met  it.  My  fog-signals  had  been  down  about  40 
yards  out,  and  I  had  taken  them  up  after  seeing  the 
signal  lowered.  1  showed  a  green  light  for  the 
train  to  come  on,  and  it  passed  me.  I  then  heai-d 
the  signal  go  up,  liut  I  should  think  the  engine  must 
have  got  past  it.  I  then  heard  the  signalman 
shouting.  The  train  was  not  running  very  fast,  but 
when  I  showed  my  green  light  the  driver  put  on 
steam,  and  went  ahead  at,  I  should  s(iy,  about  15  miles 
an  hour. 

William  Wain^  goods  driver  about  three  years, 
states: — On  the  morning  of  the  19th  inst.  I  was 
driving  a  special  goods  train  from  St.  Helen's  to 
Springs  branch.  After  leaving  Brynn  Hall  I  was 
not  stopped  till  I  arrived  at  the  down  home-signals 
at  Springs  branch,  where  I  was  stopped  for  about 
40  minutes.  I  am  quite  certain  that  the  Ince  Moss 
down  home-signal  was  off  when  I  passed  it.  It  was 
a  foggy  morning,  but  I  could  see  the  light.  I  left 
Brynn  Hall  at  about  6.30.  I  followed  close  behind 
the  fast  goods  train  when  it  had  passed  Brynn  Hall, 
and  am  certain  there  was  no  train  between  us. 

John  Highavdy  goods  driver  about  five  or  six  years, 
states : — On  the  morning  of  the  19th  inst.  I  was 
driving  a  mineral  train  from  Norley  to  Springs 
branch.  I  was  stopped  at  Brynn.  Hall  by  signal, 
and  again  at  Ince  Moss  junction.  The  signal  was 
lowered  for  me  at  about  6.45  a.m.  I  also  got  a  hand- 
signal  from  the  signalman  to  proceed  cautiously,  but 
I  am  quite  certain  that  the  home-signal  was  lowered. 
It  was  a  thick  morning,  but  I  could  see  the  signal- 
box  when  I  was  standing  at  the  signal-post ;  it  came 
on  thicker  afterwards.  I  went  on  cautiously  to 
Springs  branch,  and  pulled  up,  seeing  the  tail-lights 
of  another  train  in  front  of  me.  After  standing  for 
about  15  or  20  minutes,  this  train  went  on,  and  I 
drew  up  towards  the  home-signal  post ;  it  was  so 
thick  that  I  couldn't  see  the  signal-box.  As  1  was 
moving,  the  passenger  train  came  up  behind,  and 
struck  the  tail  of  my  train,  but  I  couldn't  feel  it. 
I  couldn't  see  the  signals  at  the  time.  The  train 
consisted  of  engine  and  tender,  nineteen  waggons, 
and  break -van ;  the  break- van  was  thrown  off  the 
rails.  There  was  a  fogman  at  the  home-signal  post, 
but  I  couldn't  see  him,  for  the  fog,  at  the  time  I  was 
struck.     My  head  light  was  burning. 

Samuel  Skclland,  passenger  driver  25  years  : — On 
the  morning  of  the  19th  instant  I  was  driving  the 
6  a.m.  passenger  train  from  Liverpool  to  Preston, 


consisting  of  engine  and  tender  and  six  coaches, 
including  two  break- vans.  We  left  Liverpool  right 
time.  We  stopped  at  Brynn  station,  and  left  it  at 
right  time.  The  signals  were  off  for  me  on  approach- 
ing Ince  Moss  junction.  I  was  coming  at  about  nine 
or  10  miles  an  hour  when  I  met  the  fogman,  who 
signalled  me  on.  I  then  increased  my  speed,  and 
when  I  passed  the  home-signal  it  was  off.  When  I 
came  to  the  signal-box  I  heard  the  signalman  shouting, 
and  he  sliowed  me  a  light.  I  was  not  running  over 
10  miles  an  hour  then.  I  shut  off  steam  and  shouted 
to  my  mate  to  pull  the  break  cord ;  he  did  so,  and 
also  applied  the  tender  break.  I  reversed  the  engine 
and  got  steam  against  her,  and  mj  mate  and  I  opened 
the  ffand  boxes.  I  whistled  for  the  guard's  breaks. 
'J'he  rails  were  so  slippery  that  I  couldn't  pull  up,  and 
we  ran  into  the  tail  of  a  goods  train,  which  I  couldn't 
see  till  I  was  close  on  it.  1  can't  say  whether  it  was 
moving  forward  or  not.  I  cannot  have  been  going 
above  five  or  six  miles  an  hour  at  the  time.  My 
tender  wheels  were  skiding.  There  was  no  break  on 
the  engine,  which  is  a  four-wheel  coupled  engine. 
There  was  a  screw-break  on  the  tender,  with  one 
wooden  block  on  each  of  the  six  wheels.  The  leading 
carriage,  that  is,  the  second  vehicle  from  the  engine, 
was  fitted  with  chain  breaks,  which  tvere  applied  from 
the  engine.  There  was  no  guard  in  the  front  van. 
The  shock  of  the  collision  was  very  slight,  I  hardly 
felt  it.  None  of  my  train  was  off  the  rails.  The  only 
damage  to  my  train  was  the  breaking  of  the  engine 
buffer-plank. 

George  Watson,  relief  signalman,  states  : — I  was  in 
Springs  bi*anch  No.  1  box  on  the  morning  of  the 
19th  in<3tant.  I  was  there  on  duty,  but  not  in  charge. 
I  WLs  sitting  near  the  gong  worked  from  Ince  Moss. 
The  fast  goods  train  was  signalled  and  ])assed  at 
about  6.30  a.m. ;  then  an  ordinary  coal  train  was 
signalled  at  abdut  6.42,  the  slot  having  been  asked 
for.  This  train  arrived  and  went  up  Springs  branch 
About  four  minutes  afterwards  Ince  Moss  gonged  on 
a  passenger  train,  and  "  line  clear"  was  given  for  it  to 
come.  The  signalman  called  out  to  the  fogman, 
**  All  right  off  the  Union,"  and  he  replied,  "  Hero  is 
the  train."  Gaynor  said,  "  What  is  it  ?"  and  he  I'eplied, 
"  Coal  train."  Gaynor  then  threw  up  his  signals, 
and  blocked  the  line.  I  am  certain  that  only  one 
train  was  signalled  between  the  fast  goods  and  the 
passenger  train,  and  the  slot  was  not  taken  off  for  any 
other  train.  There  were  two  standing  on  the  line  at 
the  time  of  the  collision.  The  one  in  front  started  Uy 
^;ome  on  when  the  signal  was  lowered  for  the  passenger 
train. 


Conclusion. 

The  foregoing  evidence  shows  clearly  that  this  accident  was  due  to  the  mistake  of 
one  or  other  of  the  signalmen  at  Ince  Moss  junction  and  Springs  branch.  No.  1,  and, 
as  is  usual  in  such  cases,  the  statements  of  these  two  men  directly  contradict  each 
other. 

The  signalman  at  Ince  Moss  asserts  that  he  signalled  forward  to  Springs  branch, 
No.  1,  two  goods  trains,  at  6.30  a.m.  and  6.36  a.m.,  between  the  "  fast  goods  "  and  the 
6.0  a.m.  passenger  train,  and  that  the  slot  worked  from  Springs  branch  was  taken 
off  for  these  trains,  which  passed  on  at  6.32  a.m.  and  6.46  a.m. 

The  signalman  at  Springs  branch,  No.  1,  is  equally  positive  that  only  one  train  was 
so  signalled  to  him  at  about  G.32  a.m.,  and  that  this  train  having  been  kept  waiting 
at  his  home-signal  for  only  about  four  or  five  minutes,  was  sent  on  up  the  branch. 
He  declares  that  his  slot  on  the  Ince  Moss  home-signal  was  taken  off'  for  this  train 
only,  between  the  *'  fast  goods  '*  and  the  6.0  a.m.  passenger  train,  and  his  statement 
is,  on  the  whole,  borne  out  by  that  of  a  relief-signalman,  who  was  in  his  box  at  the 
time,  though  not  on  duty. 

From  the  other  evidence,  however,  it  seems  certain  that  these  two  men  are  mistaken. 
It  is  quite  clear  that  at  the  time  of  the  collision  there  were  two  goods  trains  standing 
outside  the  Springs  branch  home-signal,  both  of  them  having  been  kept  there  for  a 
much  longer  period  than  the  four  or  five  minutes  stated  by  the  signalman  in  this  box. 
The  driver  of  the  first  of  these  trains  is  sure  that  no  other  train  can  have  beea 


Digitized  by 


Google 


(    89    ) 

running  between  him  and  the  '*  fast  goods ;"  and  both  these  drivers  state  that  the 
Ince  Moss  home-signal  was  off  for  them  to  pass,  which  could  not  have  been  the  case, 
tmless  the  slot  had  been  taken  off  from  Springs  branch,  No.  1. 

From  an  examination  of  the  signalman's  books  it  appears  that  the  goods  train, 
which  went  up  the  branch  at  about  6.40,  did  not  come  off  the  Liverpool  line  at  aU, 
and  it  was  probably  a  main  line  train,  which  was,  in  the  dense  fog  which  prevailed  at 
the  time,  mistaken  for  one  of  the  trains  signalled  from  Ince  Moss. 

As,  therefore,  the  statement  of  the  signalman  at  Ince  Moss  is  corroborated  by  the 
two  drivers,  and  the  story  of  the  two  men  in  Springs  branch  No.  1  box,  is,  on  the  face 
of  it,  incorrect,  I  am  of  opinion  that  the  signalman  in  the  latter  box  is  the  one  to  be 
blamed  for  this  collision ;  but  I  must  point  out  that  in  this  case,  as  in  another  which 
I  have  recently  reported  upon,  this  signal-box  is  not  provided  with  a  register  for 
booking  the  running  of  trains,  which,  if  properly  carried  out,  cannot  fail  to  be  of  great 
assistance  to  signsJ^en  in  keeping  before  them  the  signals  they  have  received,  and 
which,  therefore,  must  conduce  to  the  safety  of  the  travelling  public. 

The  driver  of  the  passenger  train  appears  to  have  done  what  he  could  to  stop  his 
train,  but  was  unable  to  do  so  on  account  of  the  greasy  state  of  the  rails.  If,  how- 
ever, he  had  had  under  his  control  a  proper  continuous  break,  he  would  probably  have 
been  successful. 

I  have,  &c., 
The  Secretary,  F.  A.  Mabindin, 

(Railway  Department,)  Major^  B.JE. 

Board  of  Tirade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  30th  December  1878. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  Whitehall,  London,  S.W.,  11th  January  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  19th  ultimo,  the  result 
of  my  inquiry  into  the  curcumstances  connected  with  a  collision  that  occurred  on  the 
11th  ultimo,  between  two  down  goods  trains ;  and  of  a  subsequent  collision  which 
happened,  between  a  truck  (that  was  knocked  off  the  rails  by  the  first  collision,  and 
which  stood  foul  of  the  up  main  line)  and  a  passenger  train,  near  Widnes  station,  on 
the  London  and  North- Western  Railway. 

One  passenger  complained  at  the  time  of  the  collision  of  being  hurt,  but  the  Company 
have  not  subsequently  received  any  particulars  of  this  case. 

One  of  the  goods  train  engines  had  its  buffer-plank  and  buffers  broken,  and  the 
steps  of  the  break-van  next  to  the  engine  damaged.  The  passeliger  train  engine  had 
its  smoke-box  stove  in,  and  the  right-hand  driving  splasher  and  hopper  were  damaged. 
In  the  goods  trains,  one  waggon  was  broken  up,  and  11  others  were  more  or  less 
damaged  {see  details,  Appendix  A),  out  of  20,  which  were  thrown  off  the  rails  by  the 
first  collision. 

Description. 

Widnes  station  is  situated  on  a  portion  of  a  deviated  line  which  was  opened  for 
traffic  in  1869,  between  Liverpool  and  Warrington,  and  it  is  about  12J  miles  from 
Liverpool. 

The  traffic  on  this  line  from  near  Warrington  is  worked  on  the  absolute  block  system  as 
far  as  the  Widnes  station  signal-box ;  but  from  thence  to  the  West  Deviation  junction 
signal-box,  where  there  is  a  junction  with  the  Widnes  goods  yard  lines,  a  distance  of 
783  yards,  and  onwards  to  Ditton  junction  east  signal-box,  the  traffic  is  worked  on  the 
permissive  system. 

The  Widnes  station  signal-box  is  at  the  Warrington  end  of  the  up  platform,  opposite 
to  a  junction  of  a  short  branch  line  which  connects  this  Widnes  Deviation  line  with 
the  line  from  St.  Helen's  to  Widnes  dock.  The  down  distant-signal  worked  from  the 
West  Deviation  junction  signal-box,  is  180  yards  on  the  Liverpool  side  of  the  Widnes 
station  signal-box,  and  the  down  home-signal  is  about  70  yards  from  the  West 
Deviation  junction  signal-box.    The  line  faUs  from  near  the  Liverpool  end  of  Widnes 
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station  to  the  West  Deviation  junction  signal-box,  at  first  at  an  inclination  of  1  in  96 
for  a  length  of  ahout  380  yards,  then  on  an  inclination  of  1  in  410  to  the  down  home- 
signal  for  about  120  yards,  and  thence  level  to  the  signal-box. 

The  first  collision  occurred  on  the  down  main  line  about  280  yards  inside  the  down 
distant-signal  worked  from  the  West  Deviation  junction  signal-box,  on  the  incline  of 
1  ill  95 ;  and  the  second  collision,  on  the  up  line,  about  55  yards  nearer  to  Widnes  station 
than  where  the  first  collision  occurred. 

At  Widnes  station  signal-box  the  signalman  on  duty  records  the  time  of  the  down 
trains  entering  the  block  section  at  Carter  House  junction  as  notified  by  the 
telegraph ;  also  of  the  time  of  the  arrival  of  the  train,  and  of  its  departure  from 
Widnes  station ;  but  no  record  is  kept  by  the  signalman  at  the  West  Deviation  jimction 
signal-box  of  the  arrival  and  departure  of  the  trains,  as  it  is  stated  that  the  signalman 
there  has  so  much  to  do,  with  the  shifting  of  the  points  and  signals  for  the  shunting 
of  the  mineral  and  goods  trains  in  the  adjacent  Widnes  goods  yard,  that  he  would  not 
be  enabled  to  make  the  requisite  entries  in  the  train  telegraph  book. 

I  should  also  state  that  Carter  House  junction  signal-box  is  about  1400  yards  from 
Widnes  station  signal-box. 

Evidence. 


Thomas  Wilkinson^  signahnan  five  years,  and  about 
12  months  in  the  Widnes  station  signal-box,  states :  I 
came  on  duty  at  7.0  a.m.  on  the  11th  instant.  At 
5.18  p.m.  I  received  a  signal  from  Carter  House 
signal-box  for  a  pilot  engine  and  train.  At  5.27  I 
received  another  signal  indicating  that  the  pilot  engine 
and  train  had  entered  the  section,  and  at  5.37  the  pilot 
engine  and  train  came  up  to  m  j  home-signal,  but  did  not 
pass  it.  (The  home-signal  is  at  the  signsd-box).  At  5.22 
I  received  a  signal  from  the  Locomotive  junction  for  an 
engine  and  goods  train,  and  this  train  passed  my  box 
at  5.25.  I  had  signalled  it  on  to  the  Widnes  West 
Deviation  signal-box  as  soon  as  I  received  that  signal 
from  the  Locomotive  junction,  the  line  being  clear  for 
it ;  and  I  also  received  another  signal  from  the  Locomo- 
tive junction  at  5.25  for  a  coal  train,  and  it  passed 
my  box  at  5.34.  The  signals  which  I  sent  on  to  the 
West  Deviation  signal-box  were  acknowledged  on  the 
telegraphic  instrument,  and  the  distant«signal  was 
pulled  off  for  the  first  train  to  proceed.  1  also  sig- 
nalled the  coal  train,  which  passed  my  box  at  5.34, 
on  to  the  West  Deviation  signal-box.  The  telegraph 
signal  was  acknowledged,  and  the  out-of-door  signal 
was  pulled  off  for  that  train  also  to  go  on.  I  also 
received  another  signal  from  the  Locomotive  signal- 
box  at  5.34  for  a  coal  train.  I  passed  that  signal  on. 
It  was  acknowledged  from  the  West  Deviation  signal- 
box,  and  the  train  passed  my  box  at  5.37.  The  signal 
was  taken  off  for  it  to  proceed.  The  first  of  the  three 
trains  went  into  the  Widnes  goods  yard,  and  the  two 
others  went  on  to  Garston.  As  that  train  passed,  the 
pilot  engine  and  train  drew  up  towards  my  junction, 
and  I  signalled  it  to  the  West  Deviation  signal-box 
as  soon  as  I  saw  that  the  preceding  train,  the  coal 
train,  had  passed  the  down  distant-signal  worked  from 
the  West  Deviation  signal-box.  The  telegraph-signal 
for  the  pilot  engine  and  train  was  not  acknowledged  from 
the  West  Deviation  junction  signal-box,  but  I  lowered 
my  main-line  home-signal,  and  ran  the  train  down 
to  my  junction,  and  allowed  it  to  go  on,  after  cautioning 
the  driver  with  a  green  light.  I  gave  a  second  signal 
to  the  West  Deviation  junction  signal-box,  and  then 
the  distant-signal  was  put  to  ''danger."  The  pilot 
engine  and  train  found  the  distant-signal  worked  from 
the  West  Deviation  junction  signul-boxoff ;  it  had  been 
taken  off  for  the  previous  coal  train,  but  it  was  put  on 
before  he  pskssed  it,  and  it  was  at  "  danger  "  when  the 
pilot  engine  passed  it.  The  pilot  engine  passed  my  box 
at  about  5.39.  When  the  pilot  engine  and  train  had 
passed  my  junction  it  stopped,  and  the  after  part  of 
that  train,  with  an  engine  as  the  last  vehicle,  took 
50  waggons  back  along  the  line  to  the  Locomotive 
junction,  while  the  front  part,  consisting  of  an  engine 
and  28  waggons,  went  on  towards  the  West  Deviation. 
At  5.59  I  got  a  goods  train  from  Goole  on  from 
Carter  House  juaction,  and  I  gave  permission  for 


it  to  come,  and  I  passed  the  tel^raphic  signal  on  to 
the  West  Deviation  junction  for  the  goods  train,  but 
the  "  Be  ready  "  signal  was  not  accepted.  There  is  an 
indicator  in  my  box,  which  was  pegged  over  to  **  train 
on  line  " ;  that  would  be  for  the  pilot  engine  and  train. 
I  then  gave  the  signal  for  the  train  entering  the  section 
(that  is  between  Widnes  station  box  and  the  West 
Deviation  box),  and  the  signalman  acknowledged  that 
signal  by  unpegging  the  telegraphic  needle  and  by 
lowering  the  distant-signal.  That  Leeds  goods  train 
passed  my  box  at  6.6  and  found  the  distant-signal  off. 
That  is  all  that  I  know  about  the  affair. 

Copy  of  Widnes  Station  Train  Telegraph  Book, 
ilth  December  1878. 

Entries  made  by  Thom&3  Wilkinson,  signalman 
on  duty. 
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Bdgo  Hill  (fiist 
goods). 

John  Plumpton,  signalman  5^  years. — I  came  on 
duty  at  3  p.m.  on  the  11  th  December.  I  do  not  keep 
any  record  book  at  the  West  Deviation  junction 
signal-box.  At  5.34  a  salt  train  and  engine  and 
break  passed,  and  was  put  into  the  Widnes  goods  yard. 
The  5.37  from  Widnes  passed  my  box  at  5.40 — ^a  coal 
train  going  to  Garston.  I  expected  a  pilot  engine 
out  of  the  yard,  and  kept  the  needle  at  "train  on 
line."  There  was  a  coal  train  from  Widnes  station, 
which  passed  on  to  Garston  before  the  salt  train  that 
passed  at  5.34.  Before  6.1  I  had  changed  the  needle 
from  *' train  on  line  "  to  **  line  clear."  At  6.1  p.m. 
I  received  the  "  attention  "  signal  from  Widnes  and 
acknowledged  it.  The  "  Be  ready  "  signal  was  also 
given  from  the  station,  but  given  incorrectly.  1  did  not 
answer  it.  The  bell  did  not  ring  properly.  I  heard 
the  hammer  make  the  strokes,  but  they  did  not  sound 
the  bell.  The  "  train  entering  section "  signal  was 
given  to  me  about  6.6  p.m.,  and  I  pidled  off  the  down 
distant-signal  and  also  the  down  home-signal.  I 
had  had  these  signals  off  about  five  or  six  minutes 
when  I  heard  the  closing  up  of  the  waggons.  I  went 
to  the  window  of  the  signal-box  and  then  1  saw  the 
pilot  engine  and  trains  which  either  had  not  been 


Digitized  by 


Google 


(    91    ) 


signalled  to  me,  or  the  signals  had  failed  to  reaoh  me, 
no  bell  having  been  sounded.  The  night  was  clear, 
but  there  was  steam  from  the  adjoining  works  which 
prevented  me  from  seeing  across  the  junction,  and 
there  was  a  great  noise  from  a  machine  called  an 
"agitator,"  which  prevented  me  from  hearing.  I 
never  received  any  signal  from  Widnes  station  box 
between  the  5.37  to  the  6.1  signals,  and  therefore  I 
did  not  know  of  the  pilot  engine  and  train  being  on 
the  bank  until  after  the  collision  had  taken  place. 
I  was  not  out  of  the  signal-box  between  6.37  and  6.1, 
but  there  was  a  telegraph  clerk  in  the  box  for  the 
whole  of  that  time.  I  did  the  working  of  the  train 
telegraph  instruments,  and  the  clerk  had  to  do  with 
the  speaking  instruments.  The  up  passenger  train 
passed  at  6.11  or  6.12,  going  towards  Widnes  station, 
and  immediately  afterwards  the  driver  of  the  Leeds 
goods  train  sounded  the  alarum  whistle,  and  that  was 
the  first  intimation  that  I  had  of  anything  being 
wrong. 

Patrick  Gill,  engine-driver  nearly  four  years,  and 
eight  years  in  the  Company's  service. — I  was  driving 
the  pilot  engine  No.  144  (tank  engine)  and  a  mixed 
trcdn  of  minerals  and  empties  when  we  got  to  Widnes 
station.  The  front  portion,  or  my  portion  of  the  train, 
consisted  of  28  or  30  trucks,  partly  empties ;  and  as 
I  approached  the  station  both  distant  and  home 
signals  were  on  at  **  danger."  I  passed  the  distant 
ai^  drew  up  at  the  home,  and  stopped  there  about 
five  minutes.  Then  the  home-signal  was  lowered,  and 
I  ran  on  to  the  station;  and  as  I  approached  the 
distant-signal  worked  from  the  West  Deviation  junc- 
tion signal*box  I  saw  the  signal  placed  at  "  danger." 
The  train  was  uncoupled  into  two  parts  as  we  were 
travelling  very  slowly  forwards.  I  did  not  see  that 
distant-signal  taken  off  again  ;  it  was  put  up  as  I  was 
passing  under  it.  I  then  ran  on  towards  the  West 
Deviation  down  home-signal  and  stopped  about  20  yards 
on  the  Widnes  side  of  it  about  seven  or  eight  minutes 
before  6  o'clock,  and  the  collision  occurred  not  more 
than  five  minutes  past  6  o'clock,  to  the  best  of  my 
belief.  J  heard  a  whistle  from  the  following  train, 
and  I  started  ahead  as  quickly  as  I  could,  the  down 
home-signal  being  still  on  at  "  danger,"  and  it  remained 
on  at  "  danger."  I  passed  it  at  "  danger."  There  was 
one  waggon  at  the  tail  of  my  train  which  had  a  pair  of 
wheels  off  the  rails,  but  no  truck  from  my  train 
fouled  the  up  line.  I  don't  know  what  time  it  was 
when  we  passed  the  West  Deviation  jnnction  signal- 
box  ;  it  could  not  be  far  from  6.5  p.m.  The  previous 
train  passed  out  of  sight  before  I  left  Widnes  station, 
I  saw  it  pass  whilst  1  was  standing  at  the  Widnes 
down  home-signal. 

Henry  Lewis,  fireman  to  P.  Gill,  3^  years  a  fire- 
man, confirmed  the  driver's  statement. — We  stopped 
at  the  home-signal  five  or  ten  minutes.  We  left  the 
one  waggon  which  was  thrown  off  the  rails  and 
went  on. 

Thomas  fValdroUy  shunter  12  months,  and  two 
years  in  the  Company's  service,  states :  I  was  acting 
as  breaksman  to  the  pilot  engine  and  train,  which 
started  from  the  Carter  House  junction,  and  the 
train  was  made  up  of  two  parts  ;  the  front  part  was 
intended  to  go  into  the  goods  yard  at  the  West  • 
Deviation  junction,  and  the  rear  part  was  going  on 
the  line  to  St.  Helen's.  The  front  part  consisted  of 
about  30  waggons,  and  I  rode  on  the  last  waggon. 
The  rear  part  consisted  of  about  45  waggons,  and 
there  was  an  engine  attached  to  the  last  waggon,  so 
that  when  the  train  started  from  the  Carter  House 
junction  there  was  an  engine  attached  to  each  end 
of  the  train.  The  train  stopped  at  the  down  main- 
line home-signal  about  10  minutes  or  a  quarter  of  an 
hour.  It  was  rather  thick,  with  gas  from  the  works, 
about  the  place.  We  started  about  6  o'clock  to  go 
forward  to  the  West  Deviation  junction,  and  we 
stopped  after  we  had  passed  the  Widnes  jnnction 
home-signal  for  the  purpose  of  uncoupling  the  rear 
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part  of  the  train  from  the  front  part.    We  stopped 
with  the  waggon  in  which  I  rode  on  the  West  Devia- 
tion side  of  the  West  Deviation  down  distant-signal, 
and  that  signal  was  off  as  my  train   passed   that 
distant-signal  before  we  stopped  for  the  purpose  of 
uncoupling.     I   did  not  see  that  distant-signal   put 
up  to  "  danger  "  while  we  stood  there.    We  then  started 
again  and  drew  forward  towards  the  West  Deviation 
home-signaL     I  don't  know  how  far  the  engine  of 
my  train  was  fr^m  the  West  Deviation  junction  home- 
signal  when  we  stopped.     I  could  not  see,  on  account 
of  the  gas.     We  stopped    there   about   10  minutes 
before  another  train  came  up  and  ran  into  us.     I  did 
not  look  at  my  watch,  so  that  I  cimnot  say  at  what 
time  we  stopped  at  the  West  Deviation  junction  down 
home^signal.     My  train  was  just  on  the  move  when 
the  Leeds  goods  train  came  up  and  ran  into  the  tail 
of    my    train.      I   don't    know  whether  the   West 
Deviation  junction   home-signal  was  on  or  off  as 
we  passed  it.     I  had  a  red  Ught  on  the  last  waggon 
in  my  train.     The  driver  of  the  Leeds  goods  traip 
whistled  before  the  collision.    The  Leeds  goods  tram 
was  at  the  distant-signal  when  I  first  saw  it  coming  ; 
it  might  be  about  100  yards   back  ;  and  when  ^e 
Leeds  train  had  got  to  about  60  yards  from  the  last 
waggon  of  my  train,  the  driver  began   to  whistle. 
The  Leeds  train  was  running  between  20  and  30 
miles  Ml  hour  when  it  ran  into  the  rear  of  my  train. 
A  pair  of  wheels  of  the  last  truck  in  my  train  was 
knocked  from  under  the  taruck,  but  they  did  not  foul 
the  up  line.     That  was  the  only  damage  done  to  my 
train.     Neither  the  engine  nor  tender  of  the  Leeds 
train  were  thrown  off  the  rails,  but  about  six  Irucks 
in  the  Leeds  goods  train  were  knocked  off  the  rails, 
and    most  of    them  were    broken.      I  don't  know 
anything  of  a  single  wheel  and  a  part  of  an  axle 
having  fouled  the  up  line.     When  I  saw  that  a  col- 
lision was  likely  to  take  place  I  jumped  out  of  the 
truck  in  which  I  had  been  riding.     My  train  ran  on 
to  the  West  Deviation  junction  at  once,  leaving  the 
last  truck  in  my  train  behind,  as  the  coupling  had 
been  broken ;  one  pair  of  wheels  of  that  truck  remained 
on  the  rails.     We  got  to  the  West  Deviation  about 
20  minutes  past  6  o'clock,  and  were  then  pat  into 
the  goods  yard.     As  soon  as  the  collision  with  my 
train  took    place  I  ran  forwards  towards  the  West 
Deviation    junction    signal-box    for   the   purpose  of 
stopping  the  up  passenger  train,  and  I  had  got  close 
to  the  West  Deviation  box  before  the  passenger  train 
passed  me.     I  showed  a  red  light  towards  ^e  train 
and  whistled.      I   walked    down    the  6-foot   space, 
and  the  driver  appeared  to  notice  me.     I  think  he 
shut  off   steam,  and  I  saw  the   fireman    putting  his 
break  on.     The    driver  of  the  passenger   train   also 
whistled.     I  think  the  passenger  train,  when  it  passed 
me,  was  travelling  about  30  miles  an  hour. 

Albert  Lambert,  engine-driver  11  years,  and  15 
years  in  the  Companys'  service,  states :  I  was  driving 
No.  1239  engine  with  a  goods  train — 11.15  a.m.,  from 
Leeds  to  Liverpool.  We  stopped  at  Warrington,  being 
a  little  behind  time.  We  had  48  waggons,  including 
the  break-van,  mostly  empties.  We  were  not  stopped 
after  leaving  Warrington,  and  as  we  approached 
Widnes  station  the  signals  were  all  right  for  us  to 
proceed.  No  caution  signal  was  shown  to  us  as  we 
passed  the  Widnes  station  signal-box,  and  the  West 
Deviation  junction  down  distant-signal  was  off  as  we 
approached.  It  remained  off  until  we  had  passed  it 
The  first  intimation  which  I  received  of  anything  being 
on  the  line  in  front  was  when  I  ran  into  the  waggons  in 
front.  There  was  no  red  light  of  any  kind  shown  to  me. 

1  was  running  about  15  miles  an  hour  at  the  time. 
Neither  my  engine  nor  tender  were  thrown  off  the 
rails,  but  I  think  about  20  trucks  were  thrown  off  the 
rails.  I  saw  some  were  broken,  but  I  do  not  know  how 
many.  There  was  a  waggon  of  my  train  thrown,  pro- 
jecting towards  the  up  line.  As  soon  as  the  collision  had 
taken  place  I  ran  back  to  see  if  anything  belonging 
to  my  train  had  fouled  the  up  line,  and  I  found  that 
a  waggon  was  foul  of  it ;  and  I  then  told  my  fireman 
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to  pop  the  whistle  to  warn  any  ap  train.  Owing 
to  my  engine  blowing  off  steam  so  strongly,  my  fire- 
man could  not  hear  me,  and  I  ran  back  to  the 
engine  and  used  the  whistle  myself.  There  might  be 
an  interval  of  perhaps  two  minutes  between  the  time 
when  my  train  ran  into  the  waggons  in  front  and 
when  the  passenger  train  on  the  up  line  arrived.  I 
don't  know  whether  the  passenger  train  engine  had 
the  steam  on  or  off  when  I  first  saw  it,  but  I  had 
heard  a  whistle  from  it ;  it  was  pulling  up  as  it  passed 
me,  and    it  ran  past  me   for  the  length  of   about 

15  waggons,  and  had  come  in  contact  with  the 
waggon  of  my  train  which  I  had  seen  foul  of  the  up 
line.  I  think  the  first  collision  occurred  about  6.10  p.m. 
I  cannot  say  how  many  trucks  in  my  train  were 
knocked  off  the  rails.  I  was  knocked  down  among 
the  coals  in  the  tender,  but  not  hurt. 

William  Edwards^  fireman  to  A.  Lambert ;  fireman 
four  years,  and  seven  years  in  the  Company's  service, 
states:  As  we  approached  Widnes  station  the  sig- 
nals were  all  right  for  us  to  proceed,  and  the  signalman 
stood  at  the  window  and  waved  a  white  light  After 
we  passed  that  box,  the  distant-signal  for  the  West 
Deviation  junction  was  also  at  **  all  right,"  and  I  then 
put  on  some  coals  ;  and  after  I  had  done  so  the  driver 
shut  off  the  steam  and  began  popping  the  whistle  ; 
that  took  place  before  the  collision  occurred;  he 
had  not  time  to  tell  me  before  the  collision  occurred, 
and  I  had  not  time  to  put  the  break  on  before  the 
collision  took  place.  I  think  we  were  running  10 
miles  an  hour  when  I  put  on  the  coals.  After  the 
collision  occurred  my  mate  told  me  that  he  had  seen  some 
one  run  from  the  siding  towards  the  line  on  which  we 
were  imnning,  and  he  was  shewing  a  red  light. 

William  Bradshaw,  engine-driver  nine  years,  and 

16  years  in  the  Company's  service. — I  was  driving 
No.  468  engine  attached  to  the  5.30  p.m.  train  from 
Liverpool.     As  we  approached  the  West  Deviation 

ox  the  signals  were  aU  off  for  us  to  proceed,  and 
th»  first  intimation  which  I  received  of  anythiog 
being  wrong  was  the  seeing  a  red  light  near  where 
the  waggons  were.  Some  one  shouted  just  after  we 
had  passed  the  West  Deviation  box — some  50  yards 
past  that  box.  My  train  was  appointed  to  stop 
at  Widnes,  and  I  had  shut  off  the  steam  before  I 
reached  the  West  Deviation  box.  As  soon  as  ICsaw 
the  red  light  I  reversed  the  engine  and  whistled  for 
the  breaks.     I  was  running  about  15  or  16  miles  an 


hour  when  I  passed  the  West  Deviation  box  ;  and  I 
had  reduced  the  speed  to  about  six  miles  an  hour, 
when  my  engine  came  in  contact  with  a  waggon 
which  had  fouled  the  up  line.  My  engine  mounted 
an  axle  which  was  lying  in  the  4-foot  of  the  up  line, 
and  the  leading  wheels  of  my  engine  were  thrown  off 
the  rails ;  nothing  else  in  my  train  was  thrown  off 
the  rails.  The  smoke -box  of  my  engine  was  damaged. 

Francis  BrennaUj  extra  guard,  six  years  in  the 
Company's  service,  states  :  I  was  acting  as  guard  to 
the  5.30  p.m.  passenger  train  from  Liverpool  to 
Manchester.  The  train  consisted  of  engine  and 
tender,  2  third-class,  2  composites,  and  2  break-vans ; 
one  van  at  each  end  of  the  train.  I  rode  in  the  last 
van.  We  ^ft  Lune  Street  at  5.30.  We  reached 
Ditton  at  6.4,  and  left  at  6.5  p.m.,  and  I  did  not 
become  aware  that  anything  was  wrong  until  about 
6.12  p.m.,  when  I  heard  the  driver  of  my  train 
popping  the  whistle  for  the  break.  We  were  just 
then  passing  the  West  Deviation  junction  signal-box. 
I  applied  my  break  at  once,  and  we  did  not  run  much 
more  than  50  yards  after  I  heard  the  whistle  for  the 
breaks  before  the  engine  of  my  train  ran  into  a 
broken  axle  with  one  wheel  on  it,  which  was  lying 
in  the  middle  of  the  4-foot  of  the  up  line.  We  were 
not  running  more  than  about  six  miles  an  hour  at 
the  time  the  engine  struck  the  wheel.  The  leading 
wheels  of  the  engine  were  thrown  off  the  rails,  but 
nothing  else  was  thrown  off  the  rails.  This  occurred 
about  6.12  p.m.  A  piece  of  the  step  of  the  front  van 
was  knocked  off;  no  other  damage  was  done  to  the 
carriages.  I  did  not  hear  any  persons  complain  of 
being  hurt. 

William  Appletorty  inspector  of  traffic. — ^I  got  to 
the  scene  of  the  collision  about  6.30  p.m.  Both  lines 
were  blocked — the  up  line  by  one  waggon,  and  a 
wheel  and  broken  axle  belonging  to  that  waggon, 
which  belonged  to  the  Leeds  goods  train.  Ten  waggons 
of  the  Leeds  goods  train  were  thrown  off  the  rails  down 
the  embwikment  on  the  down  side,  or  south  side  of 
the  line,  and  one  of  the  waggons  was  on^  the  top 
broken  ;  these  were  left  behind  by  the  LeeSs  goods 
train,  and  then  about  seven  other  waggons  in  the 
Leeds  train,  which  were  drawn  forward,  with  a  pair 
of  wheels  off  the  rails,  but  not  damaged.  The  steps 
of  the  front  break-van  in  the  up  passenger  train  were 
slightly  damaged.  There  was  no  other  damage  in 
the  up  passenger  train. 


Conclusion.    •*  » 

From  the  preceding  statements  it  appears  that  a  telegraphic  signal  was  received  at 
the  Widnes  station  signal-box  from  the  Carter  House  junction  at  5.18  p.m.  for  a 
pilot  engine  and  train  attached;  and  a  second  signal  was  received  at  5.27  p.m., 
indicating  that  this  train  had  entered  the  block  section  between  Carter  House  junction 
and  Widnes  station.  This  train,  which  was  made  up  of  two  trains,  with  an  engine 
at  each  end,  is  said  by  the  signalman  to  have  reached  Widnes  station  home-signal  at 
5.37  p.m.,  and  stopped  there. 

In  the  meantime  the  Widnes  station  signalman  (Wilkinson)  had  received  a  signal 
from  the  Locomotive  junction,  on  the  short  connecting  branch  line,  at  5.22  p.m.  for  an 
engine  and  goods  train  (a  salt  train),  and  this  train  passed  his  box  at  5.25  p.m.  towards 
the  West  Deviation  junction,  he  having  sent  on  the  signal  to  the  West  Deviation 
junction  signal-box  as  soon  as  he  received  it  from  the  Locomotive  junction.  A  signal  was 
received  by  the  Widnes  station  signalman  for  a  coal  train  at  5.25  p.m.  also  from  the 
Locomotive  junction,  and  the  train  passed  his  box  at  5.34  p.m.,  the  telegraphic  signals  for 
these  two  trains  having  been  acknowledged  by  the  West  Deviation  junction  signalman 
(Plumpton),  and  the  out-of-door  signals  having  been  pulled  off  for  them  to  pass.  At 
5.34  p.m.  the  Widnes  station  signalman  received  another  signal  from  the  Locomotive 
junction  for  another  coal  train,  and  he  says  he  passed  this  signal  on  to  the  West 
junction  signal-box,  and  it  was  acknowledged,  and  the  train  passed  his  box  at  6.37  p.m., 
the  down  distant-signal  having  been  taken  off  for  it  to  proceed. 

As  this  last  train  passed,  the  pilot  engine  and  train  before  referred  to  drew  up  to 
the  junction,  and  the  signalman  says  he  sigaalled  it  on  to  the  West  Deviation  junction 
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signal-box  as  soon  as  he  saw  that  the  preceding  coal  train  had  passed  the  down 
distant-signal  worked  from  the  West  Deviation  junction  signal-box.  The  signalman 
(Wilkinson)  admits  that  the  telegraphic  signal  for  the  pilot  engine  and  train  was  not 
acknowledged  from  the  West  Deviation  junction,  and  he  states  that  he  lowered  the 
main  line  home-signal,  and  allowed  the  pilot  engine  and  train  to  proceed,  after 
cautioning  the  driver  with  a  green  light.  This  pilot  engine  and  train  was  here 
divided  into  two  parts,  the  pilot  engine  taking  on  the  front  part  of  30  waggons, 
while  the  engine  at  the  rear  of  the  train,  after  the  front  paji;  had  been  uncoupled  (while 
still  running  or  after  it  had  stopped  is  uncertain),  hauled  the  rear  portion  consisting  of 
60  waggons  back  on  the  short  connecting  branch  line  towards  the  Locomotive  junction. 
The  signalman  further  states  that  this  pilot  engine  and  train  passed  his  box  at 
6.39  p.m.,  but  that  is  partially  contradicted  by  the  record  in  the  train  telegraph  book, 
where  it  is  entered  as  departing  at  5.37  p.m.,  the  same  time  as  is  noted  for  the 
departure  of  the  second  coal  train. 

The  pilot  engine  and  train  then  drew  ahead,  and  stopped  about  20  yards  short  of 
the  West  Deviation  junction  down  home-signal  about  5.52  or  5.53  p.m.,  according  to 
the  driver ;  and  it  consisted  at  this  time  of  an  engine  and  30  waggons,  the  breaks- 
man  riding  on  the  last  waggon,  showing  a  red  light  to  the  rear. 

At  5.59  the  signalman  at  Widnes  station  received  a  telegraphic  signal  for  a  goods 
train  from  the  Carter  House  junction  on  the  main  line,  and  he  gave  permission  for 
that  train  to  come  on,  and  he  passed  the  telegraphic  signal  on  to  the  West  Deviation 
junction  signal-box,  but  the  "  Be  ready  "  signal  was  not  accepted,  and  the  indicator  in 
his  box  remained  pegged  over  to  "  train  on  line,**  and  he  thought  it  was  for  the  pilot 
engine  and  train.  He  then  gave  the  signal  for  the  "  train  entering  section  **  (between 
Widnes  station  and  the  West  Deviation  box),  and  the  signalman  at  the  West  Deviation 
junction  signal-box  acknowledged  that  signal  by  unpegging  the  telegraph  needle, 
and  by  lowering  the  down  distant-signal.  He  also  says  that  the  goods  train  from 
Leeds  then  passed  his  box  at  6.6  p.m  ,  and  found  the  down  distant-signal  worked 
from  the  West  Deviation  junction  signal-box  off  for  him  to  proceed,  and  this  is 
confirmed  by  the  driver  of  th^  Leeds  goods  train.  The  fact  appears  to  have  been 
that  the  pilot  engine  and  train  passed  oti  towards  the  West  Deviation  junction  while 
the  down  distant-signal  was  off  for  the  preceding  coal  train,  and  the  signalman  at  the 
West  Deviation  junction  signal-box  was  not  aware  that  the  pilot  engine  with  a  train 
behind,  had  closely  followed  the  preceding  coal  train,  and  that  it  was  standing  for 
more  than  10  minutes,  according  to  the  evidence,  at  not  more  than  about  90  yards 
from  his  signal-box.  It  is  however  stated  that  the  view  was  very  limited,  owing  to 
the  steam  from  the  adjacent  chemical  and  mineral  works. 

The  train  attached  to  the  pilot  engine  was  run  into  by  the  Leeds  goods  train,  wnich 
passed  the  Widnes  station  signal-box  about  6.6  p.m.  The  evidence  disagrees  as  to 
the  speed  at  which  this  Leeds  goods-train  was  running  at  the  time  the  collision 
occurred,  the  signals  at  Widnes  station  being  at  "  all  right  **  for  the  train  to  proceed  to 
the  West  Deviation  junction  box, — the  driver  stating  it  at  15  miles  an  hour,  while  the 
breaksman  at  the  tail  of  the  pilot  engine  traiji  estimates  it  at  from  20  to  30  miles  an 
hour.  At  all  events,  it  must  have  been  travelling  at  considerable  speed,  from  the 
number  of  waggons  thrown  off  the  rails  and  the  number  damaged. 

This  first  collision  was  almost  the  natural  result  of  working  the  traffic  on  the 
permissive  system  between  Widnes  station  and  the  West  Deviation  junction  box, 
which,  as  previously  stated,  are  only  783  yards  apart.  Two  trains  were  improperly 
permitted  by  the  signalman  at  Widnes  station  to  follow  each  other  so  closely  past 
the  Widnes  station  signal-box  that  the  same  time  for  departure,  5.37  p.m.,  is  entered 
in  the  train  telegraph  book  against  the  coal  train  which  had  reached  Widnes  jimction 
by  the  short  connecting  branch  line,  and  for  the  pilot  engine  and  train  which  had 
been  drawn  up  at  the  down  home-signal  on  the  down  main  line.  The  signals  taken 
off  for  the  coal  train  remained  off  as  the  pilot  engine  and  train  followed  it.  The 
collision  would  not  in  all  probability  have  occurred  at  all  if  the  driver  of  the  pilot 
engine  and  train  had  made  known  to  the  signalman  at  the  West  Deviation  jimction, 
either  by  sounding  his  whistle  or  by  sending  his  fireman  forward  to  the  signal-box, 
that  he  was  waiting  at  the  down  home-signal  for  permission  to  proceed.  There  is 
however  a  material  discrepancy  in  the  statements  of  the  driver  of  the  pilot  engine  and 
train,  and  the  signalman  at  the  West  Deviation  junction,  as  the  latter  states  that  his 
down  home-signal  had  been  taken  off  five  or  six  minutes  before  he  heard  the  closing  up 
of  the  waggons.  The  driver  of  the  pilot  engine,  on  the  other  hand,  says  that  he  started 
ahead  as  quick  as  he  could  when  he  heard  a  whistle  from  the  following  (Leeds  goods) 
train,  the  down  home-signal  being  still  on  at  "  danger." 

M   3  Digitized  by  Google 


(    94.    ) 

I  think  the  London  and  North-Westem  Railway  Company  will  do  well  to  make  a 
point  of  having  a  record  kept  in  the  West  Deviation  junction  signal-box,  by  employing 
a  lad  to  make  the  necessary  entries  in  a  train  telegraph  record  book,  if  the  labour  be  so 
great  in  the  signal-box  as  to  prevent  the  signalman  from  making  the  entries. 

The  second  collision  happened  between  an  up  passenger  train,  5.30  p.m.  from 
Liverpool  to  Manchester,  which  consisted  of  an  engine  and  tender,  and  six  vehicles, 
including  two  break-vans,  one  at  each  end  of  the  train,  and  a  truck  which  had  belonged 
to  the  down  goods  train  from  Leeds  that  had  been  thrown  oflf  the  rails  and  stood  foul 
of  the  up  main  line,  with  one  wheel  and  a  broken  axle  between  the  rails,  about  55  yards 
nearer  to  Widnes  than  the  spot  where  the  first  collision  had  occurred.  The  driver  of 
the  passenger  train  states  that  the  first  intimation  he  had  of  anything  being  wrong,  the 
signals  being  at  "  all  right "  f  orhim  to  proceed,  was  the  seeing  of  a  red  light,  and  hearing 
some  one  shout  when  he  had  passed  the  West  Deviation  junction  signal-box,  about  50 
yards ;  and  as  soon  as  he  saw  the  red  light  he  reversed  his  engine,  and  whistled  for  the 
breaks.  He  was  running  at  the  time,  with  the  steam  shut  off,  at  about  15  or  16  miles 
an  hour,  having  to  stop  at  Widnes  station,  and  he  thinks  he  had  reduced  his  speed  to 
about  six  miles  an  hour  when  his  engine  came  in  contact  with  the  waggon,  and  mounted 
the  broken  axle,  and  the  leading  wheels  of  the  engine  were  thrown  off  the  rails. 

The  spot  where  this  second  collision  took  place  is  about  376  yards  from  the  West 
Deviation  junction  signal-box,  and  I  may  therefore  state  with  confidence  that  if  the 
passenger  train  had  been  fitted  with  continuous  breaks  placed  under  the  control  of  the 
engine-driver,  this  second  collision  might  have  been  avoided. 

I  have,  &c., 

The  Secretary,  W.  Yolland, 

(EaQway  Department,)  Board  of  Trade.  Colonel. 


(Appendix  A).  166.  One  headstock,    side,    crib-rail,  and  2  end 

Waggons  damaged  in  accident  at  Widnes,  ^  97/one  buffer  cylinder  broken. 

nth  December  1878.  30,497.  Sidis  broken. 

18,536.  Two  pairs  of  wheels  from  under  and  4  axle 

London  and  North- Western  waggons  :  guards  bent. 

1562.  One  headstock  end,  2  soles,  3  axle  guards,  23,785.  One  side  rail  broken  and  4   axle  guards 

and  1  axle  broken.  bent. 

1984.  One  headstock  slightly  damaged. 

20,489.  One  headstock,  buffer,  and  side  broken.  North-Eastem  Railway  waggons : 

22,678.  Two  soles,  1  end,  1   diagonal,  and  2  end  60,341.  One  headstock,  1  sole,  and  1  side  broken, 

mountings  broken.  26,965.  Two  buffer  castings  and  breakwork  broken, 

4422.  Broken  up.  2  buffer  rods  bent. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  30th  January. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  Whitehall,  London,  S.W.,  9th  January  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  19th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred 
on  the  16th  ultimo,  between  a  passenger  train  and  a  light  engine,  not  far  from 
Tyldesley  station,  on  the  London  and  North-Westem  Railway. 

It  is  stated  that  about  20  persons  have  complained  of  having  been  injured  on  this 
occasion,  including  the  driver,  fireman,  and  guard  of  the  passenger  train. 

The  passenger  train  engine  had  its  buflfer-plank,  angle-irons,  framing,  cylinder  cover 
plates,  valve  spindle  glands,  smoke  box,  blast  pipe  and  jet  pipe  broken,  and  the  tender 
buffers  and  back  of  the  tank  stove  in.  The  goods  engine  had  the  tender  buffer-plank 
framing  and  tank  broken,  and  one  carriage  in  the  passenger  train  was  damaged. 

Description. 

There  are  signal-boxes  at  each  end  of  the  Tyldesley  station ;  and  on  the  east  of 
Tyldesley  station  there  are  colliery  sidings,  called  Green's  sidings,  north  of  the  line 
and  a  signal-box  on  the  south  of  it  for  the  working  of  the  traffic.  This  signal-box  is 
about  718  yards  to  the  east  of  No.  1  or  the  Tyldesley  east  signal-box. 
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There  are  three  lines  of  rails  between  Tyldesley  and  Green's  sidings,  and  Hough 
Lane  beyond  it ;  two  passenger  lines,  and  a  loop  or  goods  line,  lying  on  the  north  side 
of  the  up  main  line. 

The  traffic  between  No.  1  signal-box  at  Tyldesley  station  and  Green's  sidings,  and 
Hough  Lane,  is  worked  on  the  permissive  system. 

At  Green's  siding  there  is  a  through-crossing  line  commencing  at  the  sidings  nearly 
opposite  to  the  signal-box,  thence  across  the  loop  and  up  main  lines  to  the  down  main 
line.  This  crossing  is  protected  by  the  up  home  and  distant  signals,  the  up  home 
signal  being  placed  119  yards  west  of  the  signal-box,  and  40  yards  west  of  where  the 
through  crossing  passes  across  the  up  main  line. 

Hvidence. 


John  Wright^  signalman  in  the  Tyldesley  east  signal- 
box,  five  years  a  signalman,  states :  I  came  on  dnty 
on  Monday  the  16th  instant  at  6.40  a.m.  At  9.48  a.m. 
I  received  from  No.  2,  or  the  north  Tyldesley  signal-box 
a  signal  for  the  7.45  a.m.  passenger  train  ^m 
Liverpool,  through  St.  Helen's,  for  Manchester.  It 
stopped  at  Tyldesley  station,  having  arrived  there  at 
10.10  a.m.,  and  it  left  at  10. J  4  a.m.  About  9.56  I 
telegraphed  that  train  on  to  the  next  box  (at  Green's 
siding),  and  that  signal  was  acknowledged  ;  the  distant- 
signal  was  taken  off,  and  my  starting-signal  was 
lowered  in  the  usual  manner  for  the  train  to  proceed. 
There  is  a  disc-signal  in  my  box  which  shows  when 
the  distant-signal  worked  from  Green's  siding  signal- 
box  is  off  and  the  line  is  clear,  but  it  does  not  prevent 
me  frc»n  taking  off  any  signal.  That  disc-signal  showed 
that  the  line  was  clear.  It  was  a  very  foggy  morning, 
and  I  could  not  see  as  far  as  Tyldesley  station,  nor  yet 
thenp  starting-signal.  I  heard  the  train  come  into 
the  station.  I  received  the  signal  from  Green's  siding 
to  block  the  upline  at  10.17  aan.,  and  I  do  not  know 
anything  more  about  the  matt^.  I  did  not  hear  any 
whistle  after  the  train  passed  my  box.  Before  I 
received  the  signal  to  block  the  up  line  the  distant-signal 
was  put  on  at  ^'  danger "  after  the  train  had  passed, 
when,  perhaps  the  passenger. train  had  got  100  yards 
past  the  distant-signal. 

Daniel  McMulty^  signalman  nearly  three  years. — I 
was  on  duty  at  Green's  siding  signal-box  on  the  16th 
December,  and  1  came  on  duty  at  6.30  a.m.  I 
received  a  telegraphic  signal  for  what  I  believed  to  be 
a  passenger  train  from  Tyldesley  No.  1  signal-box 
ai)out  9.48  a.m.,  and  I  passed  the  signal  on  at  once  to 
the  man  in  the  next  signal-box  ahead,  called  Hough 
Lane.  It  was  a  very  foggy  morning.  The  signahnan 
at  Hough  Lane  gave  me  "  Line  clear,"  and  I  then 
gave  "  Line  clear  "  back  to  the  signalman  at  Tyldesley 
No.  1  box,  and  I  took  off  the  main  line  home  and 
distant  signals.  The  line  between  No.  1  signal-box, 
past  my  box,  to  Hough  Lane  signal-box  is  worked  on 
the  permissive  system,  or  station  working  sjrstem. 
InstOEid  of  the  passenger  train  which  I  had  expected, 
a  coal  train  arrived  along  the  up  loop  line  about  9.56 
or  9.57  a.m.,  and  the  driver  told  me  that  his  train  had 
to  be  shunted  into  one  of  the  private  sidings,  as  he 
had  to  return  to  Tyldesley  for  water.  That  train  was 
then  put  into  the  sidings.  I  did  not  give.*' Line 
clear"  back  to  Tyldesley  for  that  coal  train;  it  is  not 
customary  to  do  so  for  any  trains  that  arrive  by  the 
loop  and  stop  at  Green's  siding.  The  main '  line 
signals,  home  and  distant,  were  not  put  to  "  danger  " 
when  the  coal  train  aiTived,  as  I  was  still  expecting  a 
passenger  train  to  arrive.  At  about  10.12  I  put  the 
home  and  distant  signals  back  to  '<  danger,"  as  I  thought 
there  must  have  been  a  mistake  in  the  signalling,  and 
that  no  passenger  train  was  coming;  and  I  then 
opened  the  points  for  the  coal  train  engine  to  pass 
from  the  sidings  to  the  down  main  line.  I  also 
signalled  the  light  engine  to  Tyldesley  No.  1  box,  and 
h^  that  signal  acknowledged.  I  then  showed  the 
driver  of  the  coal  train  a  green  flag,  for  him  to 
proceed  cautiously  to  Tyldesley.  The  driver  obeyed 
the  signal  and  crossed  the  road,  and  when  he  was 
crossing  the  diamond  orossing  of  the  up  main  line  the 


passenger  train  arrived  on  the  up  main  line,  and  ran 
into  the  light  engine  at  10.15  ajn.  The  collision  was 
the  result  of  my  having  made  a  mistake  as  to  the 
signal  which  was  given  to  me  from  Tyldesley  No.  1 
signal-box  at  9.48  a.m.  I  thought  it  was  a  signal  for 
a  passenger  train,  but  when  more  than  20  minutes 
had  elapsed  without  any  passenger  train  arriving,  I 
concluded  that  1  had  been  mistaken  in  supposing  that 
a  signal  for  a  passenger  train  had  been  given,  and  in 
consequence  I  put  the  signals  on  to  ^Manger,"  and 
opened  the  points  for  the  light  engine  to  cross  and  go 
to  Tyldesley  for  water. 

James  TFatkinson,  engine-driver  23  years,  states  : 
I  was  driving  engine  No.  2,001  on  the  morning  of 
the  16th  instant  from  Liverpool  to  Manchester.  Mine 
was  a  tender  engine,  running  with  the  engine  in 
front,  and  seven  vehicles,  including  breaks.  That 
train  was  the  7.45  a.m.  train  from  Liverpool.  We 
stopped  at  Chowbent,  and  arrived  at  Tyldesley  about 
10.10  a.ni.  It  was  a  very  thick  morning,  so  that  I 
could  not  see  more  than  the  length  of  the  engine. 
We  left  Tyldesley  at  10.15  a.m.  in  the  usual  manner, 
and  were  travelling  at  about  20  miles  an  hour,  when 
we  ran  into  an  engine  which  was  crossing  the  line 
from  the  sidings  opposite  to  Green's  sidings  signal-box, 
in  order  to  get  to  the  down  main  line.  The  home- 
signal  worked  from  Green's  siding  signal-box  was 
on  at  *'  danger  "  when  1  came  up  to  ii;,  but  I  could  not 
fee  that  signal  until  I  was  not  more  than  the  length 
of  the  engine  from  it,  on  account  of  the  fog.  I  was 
still  running  at  the  same  rate,  but  I  had  only  time 
to  shut  off  the  steam,  and  the  fireman  had  just  got 
the  tender  break  on,  when  the  collision  occurred. 
My  engine  was  diverted  to  the  slip  road  by  the  shock 
of  the  collision,  but  did  not  leave  the  rails  altogether, 
and  my  tender  followed  the  engine ;  the  next  carriage 
to  the  tender  was  partly  thrown  off  the  rails.  I 
believe  it  remained  on  the  main  line.  The  chimney 
and  smoke-box  of  my  engine  were  damaged.  I  was 
hurt  in  the  leg,  and  my  fireman  was  shaken.  I 
jumped  off  before  the  collision  took  place,  about 
10.17  a.m.  The  tender  of  the  other  engine  was 
damaged.  There  were  no  other  carriages  in  my  train 
thrown  off  the  rails. 

Robert  Mt/leSy  fireman  to  J.  Watkinson,  eight 
years  a  fireman,  states :  I  confirm  the  driver's  state- 
ment. I  was  hurt  in  the  back  and  loins,  and  have 
been  working  in  the  sheds,  but  not  acting  as  fireman 
since  the  collision  occurred.  I  remained  on  the 
engine.  ITiere  were  no  other  carriages  in  our  train 
thrown  off  the  rails  except  the  one  next  the  tender. 

George  Jones,  guard  of  the  7.45  a.m.  passenger 
train  from  Liverpool  to  Manchester  on  the  16th 
instant,  states  :  I  was  acting  as  extra  guard,  but  have 
been  eight  years  in  the  Company's  service.  My  train 
consisted  of  engine  and  tender,  two  composites,  one 
third,  one  first-dass  and  one  break-van,  and  one 
second-class  carriage  at  the  rear  of  the  train.  I  rode 
in  the  break-van,  the  last  vehicle  but  one  in  the 
train.  We  reached  Tyldesley  at  10.10  a.m.,  and  left 
at  10.15.  It  was  very  foggy  at  that  time.  I  heard 
a  whistle  from  an  engine,  and  was  immediately  knocked 
down.    I  waB  in  a  stooping  position,  taking  a  way- 
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bill  off  one  of  the  pai'cels,  and  was  knocked  into  the  and  I  was  then  ready  to  get  across.     We  stood  oppo- 

corner  of  the  van,  with  my  shoulder  against  the  par-  site  to  the  signal-box    about  four   or  five  minutes, 

tition,  and  was  hurt  in  the  shoulder.     I  received  a  and  then  the  signalman  opened  the  points  for  us  to 

contusion.     We  were  just  going  at  a  moderate  pace,  cross,  and  called  me  out  with  a  green  flag.     I  could 

about  20  miles  an  hour  at  the  time.     1  had  no  time  not  see  the  up  home-signals  on  account  of  the  fog. 

to  do  anything.     The  composite  carriage,  6-wheeled,  I  started  to  cross,  the  tender  being  in  front  of  the 

next  the  tender,  had  the  middle  wheels  off  the  rails  engine,  and  I  was  running  about  seven  or  eight  miles 

they  were  on  the  up  main  line.  an  hour  along  the  through-crossing  road,  when  the 

tender  came  in  contact  with  the  engine  of  the  7.45  a.m. 

Jerome  PFilson,  engine-driver  five  years,   and   12  up  passenger  train  from  Liverpool.     I  first  saw  the 

altogether  in  the  Company's  service. — I  was  driving  other  engine  when  it  was  rather  better  than  the  length 

No.  203  engine  and  tender  on  the  morning  of  the  of  an  engine  from  my  engine.     I  had  no  time  to  do 

16th  instant,  and  at  about  quarter-past  10  o'clock  I  was  anything.     The  tender  of  my  engine  was  thrown  off 

in    the    sidings   opposite    to  Green's    sidings  signal-  the  rails,    but  remained  coupled  to  the  engme,  but 

box,  waiting  for  the  signalman  to  give  me  permission  my  engine  was  not  thrown  off  the  rails.     The  tender 

to  cross  from  the   sidings  to  the  down  main  line.     I  was  damaged.     My  mate  and  I  had  just  jumped  off 

had  not  been  waiting  long.     We  arrived  there  from  the  engine,  when  the  collision  took  place.    We  were 

Tyldesley  along  the  goods  line  about  10.5  a.m.,  and  not  hurt 
we  had  to  back  our  mineral  train  into  the  sidings, 

Concltmon. 

From  the  preceding  statements  it  appears  that  the  signahnan  in  No.  1,  or  the 
Tyldesley  east  signal-box,  received  a  telegraphic  signal  from  No.  2,  or  tiie  north 
Tyldesley  signal-box,  for  the  7.45  a.m.  up  passenger  train  from  Liverpool  to  Manchester 
on  the  16th  December  at  9.48  a.m.,  and  he  forwarded  that  signal  to  the  next  signal-box 
ahead,  at  Green's  sidings,  at  9.56  a.m.  The  signal  was  acknowledged,  and  the  up^signals 
were  taken  off  by  the  signalman  at  Green's  siding ;  and  the  startmg-signal  for  the 
Tyldesley  station  was  taken  off  for  the  train  to  proceed. 

This  passenger  train  consisted  of  an  engine  and  tender,  and  six  vehicles,  including 
a  break- van  placed  the  last  vehicle  but  one  in  the  train.  It  did  not  reach  Tyldesley 
station  until  10.10  a.m.,  14  minutes  after  the  signalman  had  telegraphed  it  forward 
to  Green's  sidings,  and  it  left  at  10.14  a.m.  according  to  the  signalman,  and  at 
10.15  a.m.  according  to  the  guard  of  the  train. 

There  was  a  dense  fog  prevaihng  at  the  time,  so  that  the  signalman  in  No.  1 
signal-box  could  not  see  as  far  as  Tyldesley  station,  but  he  heard  the  passenger  train 
arrive  at  the  station  at  the  time  named. 

This  train  proceeded  on  its  way  eastwards,  and  was  travelling  at  about  20  miles  an 
hour,  when  it  ran  into  the  tender  of  a  light  engine  which  was  in  the  act  of  passing 
along  the  through-crossing,  from  the  sidings  opposite  to  Green's  sidings  signal-box 
to  the  down  main  line,  in  order  to  get  back  to  Tyldesley  for  the  purpose  of  taking 
water.  The  passenger  train  engine  was  diverted  from  the  up  main  line  to  the  slip 
road  connecting  it  with  the  through-crossing  line,  and  the  carriage  next  to  the  tender 
was  thrown  off  the  rails,  as  well  as  the  tender  of  the  light  engine. 

According  to  the  evidence  of  the  signalman  at  Green's  siding  signal-box,  this  col- 
lision was  brought  about  by  his  acts,  and  in  the  following  manner : — 

He  says  that  at  9.48  a.m.,  and  not  at  9.56  a.m.  as  stated  by  the  signalman  at  No.  1, 
or  Tyldesley  east  signal-box,  he  received  a  telegraphic  signal  for  what  he  believed  to 
be  a  passenger  train  from  No.  1  box,  and  he  passed  that  signal  on  at  once  to  Hough 
Lane  signal-box  ahead,  and  when  the  signalman  at  Hough  Lane  had  given  him 
"  Line  clear,"  he  gave  "  Line  clear  "  to  the  signalman  at  No.  1,  or  Tyldesley  east  dgnal- 
box,  and  took  off  the  main  line  up  home  and  distant  signals. 

Instead  of  a  passenger  train,  a  coal  train  arrived  by  the  loop  line  about  9.56  or 
9.57  a.m.,  and  the  driver  told  him  that  his  train  was  to  be  shunted  into  one  of  the 
private  sidings,  and  that  he  had  to  return  to  Tyldesley  for  water ;  and  that  coal  train 
was  at  once  put  into  the  sidings. 

The  main  up  home  and  distant  signals  were  not  replaced  at  **  danger  *'  when  the 
coal  train  arrived,  as  the  signalman  still  expected  a  passenger  train  to  arrive. 

About  10.12  a.m.  he  put  the  up  home  and  distant  signals  back  to  "  danger,"  as  he 
thought  there  must  have  been  a  mistake  in  the  signalling,  and  that  no  passenger  train 
was  coming,  and  he  then  opened  the  points  and  signalled  to  the  driver  of  the  Ught 
engine  which  had  placed  the  coal  train  in  the  sidings,  and  the  driver  obeyed  the  signal, 
put  bis  engine  in  motion,  and  as  it  was  crossing  the  up  main  line  it  was  run  into  by 
the  7.45  a.m.  up  passenger  train  from  Liverpool. 

The  signalman  admits  that  the  collision  was  caused  by  his  mistake,  as  to  the  signal 
which  was  given  to  him  from  No.  1  Tyldesley  east  signal-box  at  9.48  a.m.  He  thought 
then  "  it  was  a  signal  for  a  passenger  train ;  but  when  more  than  20  minutes  had 
"  elapsed  without  any  passenger  train  arriving,  he  concluded  that  he  had  been 
"  mistaken  in  supposing  that  a  signal  for  a  passenger  train  had  been  given,  and  in 
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"  consequence  he  put  the  signals  on  to  ^  danger '  and  opened  the  points  for  the  light 
"  engine  to  cross  and  go  to  Tyldesley  for  water/* 

The  only  rule  in  the  Company's  Book  of  Regulations  which  appears  to  bear  upon 
this  case  is  the  latter  part  of  No.  151,  page  69,  which  says :  "  When  a  home-signal 
"  has  been  lowered  for  the  passing  of  a  train,  it  must  not  (except  in  case  of 
**  accident  or  obstruction)  be  again  placed  at  *  danger '  until  such  train  has  been  brought 
"  to  a  stand,  or  has  passed  within  the  home-signal." 

But  it  seems  to  me  that  "  train  on  line "  signals  should  not  be  given  on  from 
telegraph  station  to  telegraph  station  so  long  a  time  in  advance  of  the  running  of 
trains,  especially  during  dense  fogs,  when  another  train  could  not  be  seen  at  much 
more  than  the  length  of  an  engine. 

According  to  the  signalman  at  No.  1,  or  the  Tyldesley  east  signal-oox,  he  sent  the 
message  on  14  minutes  before  the  train  actually  reached  Tyldesley  station,  where  it 
remained  five  minutes.  It  would  have  been  soon  enough  to  have  done  so  when  the 
train  was  entering  the  station  ;  and  this  practice  of  sending  on  these  messages  so  long 
in  advance  of  the  actual  running  of  the  trains  is  calculated  very  materially  to  impede  and 
delay  the  working  of  the  traffic. 

It  would  also  seem  desirable  that  signalmen  in  similar  cases  should  be  specially 
instructed  by  distinct  rules  to  block  back  to  the  last  station,  and  have  the  signak 
properly  acknowledged,  before  they  attempt  to  do  what  was  done  by  the  signalman 
in  this  case,  which  led  to  a  very  severe  collision,  but  fortunately  was  not  attended  by 
any  serious  results  to  the  passengers  or  servants  of  the  Company. 

I  have,  &c. 

The  Secretary,  W.  Tolland, 

(Railway  Department,)  Board  of  Trade.  Colonel. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  23rd  January. 


LONDON  AND  NORTH-WESTERN  AND  GREAT  WESTERN  JOINT 

RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  London,  S.W.,  November  21st,  1878. 

I  HAVE  the  honoto'  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  15th  instant,  the  result 
of  my  inquiry  into  the  circumstances  attending  a  collision  which  occurred  on  the 
11th  instant,  near  Shrewsbury,  on  the  London  and  North-Western  and  Great  Western 
Joint  Railway. 

In  this  case,  as  the  7.50  p.m.  down  Great  Western  passenger  train  from  Wolver- 
hampton to  Chester,  consisting  of  engine  and  tender,  front  break-van,  four  coaches, 
and  rear  break-van,  was  approaching  Shrewsbury  station,  it  came  into  collision,  at 
about  8.51  p.m.,  with  the  tail  of  the  6.50  p.m.  down  London  and  North- Western 
passenger  train  from  Stafford  to  Shrewsbury,  consisting  of  engine  and  tender,  six 
coaches,  rear  break-van,  and  horse-box,  which  was  standing  on  the  down  line,  with 
the  engine,  about  126  yards  outside  the  stop  signals  at  the  Severn  Bridge  junction 
signal-box. 

Two  passengers,  and  the  guard  in  the  latter  train,  and  one  passenger  in  the  former, 
were  injured. 

In  the  London  and  North-Westem  train  the  damages  to  the  rolling  stock  were  as 
follows : 

Horse-box,  end  panels  stove  in,  head-stock  broken,  buffer  castings  and  buffers  bent ; 
rear  break-van,  end  panels  stove  in ;  three  leading  carriages,  buffer  castings  broken, 
and  buffers  bent ;  fourth  carriage,  head-stock  broken. 

There  was  no  damage  to  the  Great  Western  train,  or  to  the  permanent  way,  and 
none  of  the  vehicles  were  thrown  off  the  rails. 

The  horse  which  was  in  the  rear  vehicle  of  the  London  and  North-Western  train 
was  uninjured. 

Description. 

At  Severn  Bridge  junction,  about  250  yards  south  of  the  up  end  of  Shrewsbury 
station,  the  joint  line  from  Hereford,  running  from  the  south,  joins  the  joint  line 
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ixom  Wellington,  or  the  Salop  line,  running  from  the  east.  On  approaching  the 
junction,  the  latter  line  is  straight  from  Potteries  junction  cabin  to  Abbey  Foregate 
junction  cabin,  a  distance  of  825  yards,  and  for  about  60  yards  beyond  it,  is  then 
on  a  curve  to  the  south  of  22  chions  radius  for  165  yards,  and  then  on  a  reverse 
curve  to  the  north  of  10  chains  radius  for  240  yards  up  to  the  junction. 

The  distance  between  Abbey  Foregate  junction  and  Severn  Bridge  junction  is 
467  yards,  and  there  are  sidings  on  both  sides  of  the  line  for  the  whole  of  this 
distance. 

The  line  falls  on  a  gradient  of  1  in  180  from  Potteries  junction  nearly  up  to  Abbey 
Foregate  junction,  and  is  then  level  up  to  and  beyond  Severn  Bridge  junction. 

The  tail  of  the  London  and  North- Western  train  at  the  time  of  the  collision  was 
about  222  yards  from  Severn  Bridge  junction  cabin,  the  whole  train  standing  on  the 
lO-chain  curve. 

The  home-signals  at  this  junction  are  not  divided,  but  are  situated  close  to  the 
cabin,  and  the  .engine  of  the  London  and  North- Western  train  was  standing  just 
short  of  the  fouling  point  of  a  siding  junction  on  the  down  Une,  126  yards  fipom  the 
cabin,  where  would  be  the  proper  position  for  the  down  home-signal. 

The  Salop  line  is  worked  on  the  block  system  only  up  to  Abbey  Foregate  cabin, 
whence  into  the  station  there  is  station  yard  working. 

There  is  no  down  distant-signal  for  Severn  Bridge  junction  on  the  Salop  line, 
but  there  is  a  disc  worked  from  this  cabin  in  Abbey  Foregate  cabin,  the  lever  actuating 
which  is  however  not  interlocked  with  any  of  the  signal  or  point  levers. 

The  engine  of  the  Great  Western  train  was  a  4- wheel  coupled  tender  engine, 
with  a  6-wheeled  tender  having  one  break  block  on  each  wheel. 

The  following  is  the  regulation  for  the  working  of  down  trains  between  these  two 
boxes. 

"  Down  Trains. 
*'  Abbey  Foregate  to  Severn  Bridge  Junction. 

"  All  trains  and  engines  proceeding  in  the  direction  of  Severn  Bridge  junction  will 
^'  be  signalled  from  Abbey  Foregate  to  Severn  Bridge  junction  as  follows : 

"  Code  No.  1,  for  passenger  train,  one  beat  on  gong. 

^*  Code  No.  2,  for  empty  engine,  two  beats  on  gong. 

"  Code  No.  3,  for  goods  train,  three  beats  on  gong. 

"  When  the  line  is  clear  the  *  line  clear '  disc  will  be  given  in  answer  to  the 
"  signal,  and  the  train  or  engine  may  be  allowed  to  proceed,  but  if  the  line  is  blocked 
"  the  *  line  blocked '  disc  will  be  shown,  and  the  train  or  engine  must  be  brought  to 
**  a  stand,  and  the  driver  instructed  to  proceed  cautiously.'* 

Evidence. 

William  Hay  war  d^  signalman  12  years,  states. — I  an  hour  past  my  box,  but  not  any  faster  than  usual, 
am  a  signalman  at  the  Abbey  Foregate  jimction  signal-  When  I  gouged  the 'London  aud  North- Western  train 
box.  I  have  been  at  this  box  for  about  12  years,  to  Severn  Bridge  junction  at  8.39  p.m.  I  got  no  reply. 
On  the  11th  instant  I  signalled  the  London  and  North-  I  gouged  again  at  8.42  p.m.,  when  the  train  pro- 
Western  3.0  p.m.  train  from  Euston  to  Severn  Bridge  ceeded. 
junction  at  8.39  p.m.     I  did  not  obtain  "  Line  clear  " 

from  Severn  Bridge,  and  therefore  kept  my  signals  up,  James  tVatkins^  signalman  20  years,  states. — I  am  ' 
until  the  train  came  almost  to  a  stand,  when  I  dropped  a  signalman  at  the  Severn  Bridge  junction  signal-box, 
them,  and  cautioned  the  driver  past  with  a  green  Shrewsbury,  and  have  been  in  this  position  for  nearly 
light,  and  told  him  to  "  Look  out  down  below,"  to  20  years.  On  the  1 1th  instant  I  came  on  duty  at 
which  he  replied  "  All  right."  At  this  time  I  had  2  o'clock,  and  left  at  10  p.m.,  these  being  my  ordinary 
the  Great  Western  8.30  p.m.  coal  train  on  (the  up  hours.  At  about  7.56  p.m.,  a  London'  and  North- 
main  line,  the  London  and  North- Western  8.40  p.m.  Western  Stafford  passenger  train  passed  my  box  in 
goods  train  on  the  Shropshire  union  siding,  and  the  the  direction  of  the  station,  and  this  was  followed  by 
Great  Western  down  si^ngs  were  full  of  horse-boxes  another  passenger  train  from  the  Stafford  line  at 
and  coaches,  which  prevented  my  seeing  if  the  line  8.23  p.m.  and  this  train  was  tai^etted  for  a  "  Special  to 
was  clear  or  not.  The  Great  Western  3.30  p.m.  follow."  The  next  signal  I  had  from  Abbey  Foregate 
passenger  train  from  Paddington  was  signalled  to  me  was  one  for  the  Great  Western  train,  due  in  Shrews- 
from  Potteries  junction  at  8.49  p.m.  and  I  isent  the  bury  at  8.42  p.m.  This  signal  I  received  about 
signal  on  to  Severn  Bridge  at  that  time,  and  at  once  8.50  p.m.,  and  I  at  once  gave  "  Line  clear,"  and  lowered 
got  "  Line  clear."  I  lowered  my  signals  and  allowed  my  home-signal.  I  did  not  know  that  the  London 
5ie  train  to  proceed.  Just  as  the  Great  Western  train  and  North- Western  train  was  standing  some  little 
was  passing  my  box,  the  "Line  clear"  disc  from  distance  from  my  box,  until  Mr.  Patchett  walked 
Severn  Bridge  was  put  back  to  "  Line  blocked,"  but,  down  to  me  from  the  train,  and  told  me  it  had  been 
between  this  operation  and  the  train  passing  my  box,  standing  there  several  minutes.  At  this  time  the 
I  had  not  tune  to  get  to  the  window  to  show  a  green  **  Line  clear  "  disc  had  been  given  to  Abbey  Foregate 
light  to  the  driver.  It  was  a  stormy  night.  The  for  the  Great  Western  train,  but  I  at  once  reversed  it, 
weat  Western  train  wae  ituming  about  13  <»*  14  miles  and  immediately  afterwards  I  heard  the  Great  Western 
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engine  beii^  reversedy  and  the  eoUision  occarred.  My 
home-signal  was  lowered  for  the  Great  Western  train 
at  about  8.51  p.m.  I  am  positive  that  I  had  no  other 
signal  besides  the  one  Ihave  already  mentioned  given 
to  me  from  Abbey  Foregate.  I  could  not  see  the 
London  wid  North-Westem  train  where  it  stood  from 
my  box,  neither  did  I  hear  any  train  from  the  Wel- 
lington line  whistle  to  come  off.  My  home-signal  had 
been  at  "  All  right "  at  the  least  two  or  three  minutes 
before  the  collision  occurred.    It  was  a  thick  night. 

George  CrutcJdey  states. — ^I  am  a  driver  in  the 
employ  of  the  Great  Western  Railway  Company.  I 
have  been  in  the  service  about  26  years,  and  have 
been  a  driver  for  upwards  of  18  years,  I  was  driving 
the  7.50  pjn.  passenger  train  from  Wolverhampton  to 
Chester  on  the  11th  instant,  and  when  approaching 
Wellington  a  London  and  North-Westem  train  got  in 
front  of  us  and  we  w^re  delayed,  about  four  minutes. 
After  we  left  Wellington  at  8.35,  seven  minutes  late, 
the  signals  were  at  "All  right"  into  Shrewsbury. 
The  signals  at  Abbey  Foregate  were  at  "  All  right," 
and  the  first  intimation  that  I  had  of  a  train  being  in 
front  of  me  at  Severn  Bridge  was  a  signal  I  received 
from  the  driver  of  the  Wolverhampton  goods,  which 
was  standing  on  the  up  main  line.  He  called  out  to 
me  "  Steady  up,"  and  put  out  his  hand.  On  hearing 
him  call  out  I  leaned  over  the  side  of  the  hand  railing, 
and  upon  locking  out  I  could  see  the  tail  lamp  of  a 
train  just  in  front  of  me.  My  steam  was  off,  and  I 
reversed  my  engine  and  did  all  I  possibly  could  to 
stop,  but  the  dist^ce  being  only  about  50  yards,  was 
not  sufficient  to  enable  me  to  do  so  to  prevent  the 
collision.  The  main  line  signal  at  Severn  Bridge 
stood  at  "All  right,"  and  receiving  no  "Caution" 
signal  when  passing  Abbey  Foregate  I  assumed  that 
it  had  been  lowered  for  me  to  pass.  I  passed  Abbey 
Foregate  at  my  usual  speed,  about  17  or  18  miles  an 
hour,  but  I  had  reduced  to  about  10  miles  an  hour  when 
the  collision  occurred.  The  shock  was  not  much.  I 
remained  on  my  engine  and  was  not  knocked  over. 
There  was  no  damage  to  my  engine  or  train  and  no 
vehicles  were  thrown  off  the  rails.  The  London  and 
North- Western  train  was  just  moving  ahead  when  I 
struck  it.  It  was  a  clear  but  stormy  night  and  the 
rails  were  greasy.  My  engine  is  a  4-wheel  coupled 
engine  with  a  6-wheeled  tender,  having  one  break 
block  in  each  wheel.  My  fireman  applied  the  tender 
break,  but  I  had  no  time  to  whistle  for  the  guard's 
break. 

Edmund  Bathin  states. — I  have  been  in  the  employ 
of  the  London  and  North-Westem  Company  for  14 
years  and  am  classed  as  an  extra  driver.  I  was  the 
driver  of  the  8  p.m.  passenger  train  from  Enston  on 
the  11th  instant.  We  left  Stafford  at  7.35  p.m. 
Everything  went  on  all  right  until  we  arrived  at 
Shrewsbury,  but  when  approaching  Abbey  Foregate 


at  about  8.40  p jxl,  ih&  signals  wero  on.  I  drew  d<ywn 
to  the  signal  and  it  was  lowered,  and  I  was  called  past 
by  a  green  light  shown  by  the  signalman,  who  cidled 
out  to  me  to  draw  down  steadily,  to  which  I  replied 
"All  right"  We  were  pulled  up  outside  Severn 
Bridge  junction,  and  stood  there  four  or  five  minutes. 
I  then  whistled  for  the  signal,  and  after  standing  about 
five  minutes  longer  it  was  lowered.  I  put  on  steam, 
but  had  some  difficulty  in  starting  as  my  engine  was 
very  slow  to  start  We  had  not  gone  above  five  or  six 
yards  when  the  collision  adcurred.  From  the  time 
the  signal  was  lowered  until  I  moved  my  train  was 
about  one  minute.  My  engine  was  a  single -wheeled 
7  feet  6  inch  passenger  engine.  The  shock  of  the 
collision  applied  the  patent  break,  and  this  prevented 
the  train  from  again  moving.  I  cannot  say  positively 
that  this  was  the  case,  or  whether  the  wheels  of  one 
of  the  vehicles  iu  the  train  being  knocked  off  the  road 
caused  the  break  to  bind  and  prevented  my  engine 
from  moving  the  train.  I  had  travelled  four  or  five 
yards  with  my  train,  but  inmiediately  the  bump  took 
place  my  train  came  to  a  stand.  I  originally  stopped 
126  yards  away  from  the  signal,  because  my  instruc- 
tions are  when  approaching  a  junction  not  to  foul  any 
sidings  near  to  that  junction.  We  were  40  minutes 
late  in  leaving  Stafford,  owing  to  the  race  meeting. 
We  left  Wellington  at  8.24  p.m.,  47  minutes  late.  My 
train  consisted  of  engine  and  tender,  six  coaches,  rear 
van,  and  horse-box.  The  three  rear  coaches  and  van 
were  fitted  with  chain  break,  I  had  two  head  lights 
on  my  engine,  and  I  am  sure  they  were  lighted.  I 
could  see  the  signal-box  from. my  engine. 

Arthur  Harris  states. — ^I  am  a  driver  in  the  employ 
«of  the  Great  Western  Railway  Company.  I  have 
been  in  the  employ  of  this  company  for  20  years, 
14  years  as  a  driver.  I  was  the  driver  of  the 
4.40  p.m.  coal  train,  Wheatsheaf  to  Wolverhampton, 
on  the  1 1th  instant.  Everything  went  on  all  right 
until  we  arrived  at  Abbey  Foregate.  We  were 
stopped  by  the  signals  at  Abbey  Foregjitc.  Just  as  I 
came  to  a  stand,  on  the  station  side  of  the  stop-signal 
I  observed  a  Great  Western  passenger  train  coming 
down  from  the  direction  of  Wellington.  I  tried  to  get 
my  gauge  lamp  to  show  the  driver  of  this  train  a  red 
light  to  bring  him  to  a  stand,  as  I  saw  a  London  and 
North- Western  passenger  train  standing  between 
Abbey  Foregate  and  Severn  Bridge  junction.  I 
knocked  my  lamp  down  in  endeavouring  to  get  it,  and 
I  then  shouted  to  the  driver  of  the  passenger  train, 
and  immediately  afterwards  I  thought  I  heard  the 
engine  being  reversed.  The  distance  from  the  place 
where  I  stood  to  the  point  of  coUision  would,  I  should 
think,  be  about  70  or  80  yards.  I  could  not  see  the 
train  coming  before  because  I  had  my  own  signals  to 
attend  to,  and  this  prevented  my  hearing  or  seeing 
it  approaching.  The  Great  Western  train  had  steam 
off. 


Conclimon. 

This  accident  was  due  to  a  mistake  of  one  or  other  of  the  two  signalmen  in  Abbey 
Foregate  and  Severn  Bridge  junction  signal-boxes,  but  the  statements  of  tiie  two  men 
are  so  diametrically  opposed  to  each  other,  that,  in  the  absence  of  any  positive 
evidence  in  support  of  either  of  their  versions  of  what  occurred,  it  can  only  be  a 
matter  of  surmise  as  to  which  of  them  is  to  blame. 

The  signalman  in  Abbey  Poregate  signal-box  states,  and  his  statement  is  borne  out 
by  his  register,  that  he  signalled  on  the  London  and  North-Westem  train  to  Severn 
Bridge  junction  in  tlie  proper  manner,  having  brought  it  to  a  stand  at  his  down  home- 
signal,  and  sent  it  on  with  a  "  Caution,'*  because  the  disc  in  his  box,  worked  from 
Severn  Bridge  junction,  had  not  been  turned  to  "  Line  clear,'*  while  the  signalman 
in  the  latter  box  denies  that  he  received  any  signal  whatever  for  this  train,  wWch  was, 
therefore,  kept  standing  outside  the  junction  unknown  to  him,  until  the  superin- 
tendent of  the  line,  who  happened  to  be  in  this  train,  went  forward  and  told  him  it 
was  there. 

He  had  at  this  time  given  "  Line  clear  **  for  the  Great  Western  train  to  approach, 
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and  although  he  at  once  lowered  his  signals  for  the  London  and  North- Western  train 
to  come  on,  and  blocked  the  line  back,  it  was  too  late  for  the  signalman  in  Abbey 
Foregate  box  to  stop  the  Great  Western  train  by  his  signals,  or  for  the  London  and 
North- Western  train  to  do  more  than  move  ahead  a  few  yards  before  it  was  run  into. 

Owing  to  the  sidings  on  both  sides  of  the  line  being  full,  the  head  lights  of  the 
engine  of  the  London  and  North- Western  train  were  not  visible  from  the  Severn  Bridge 
Jimction  signal-box,  nor  was  the  tail  of  this  train  visible  from  the  approaching  Great 
Western  engine  for  more  than  50  or  60  yards,  and  the  driver  of  this  engine  was 
therefore  unable  to  do  more  than  reduce  his  speed  to  10  miles  an  hour  before  the 
collision  occurred. 

I  do  not  think  that  any  blame  can  be  attached  to  either  of  the  drivers,  although  the 
driver  of  the  London  and  North- Western  train  might  with  advantage  have  whistled 
more  than  once  for  the  signal,  knowing,  as  he  must  have  done,  that  he  was  some 
distance  from  the  signal-box,  and  the  view  of  the  line  was  obstructed  by  the  vehicles 
on  the  sidings. 

His  explanation  that  he  stopped  126  yards  short  of  the  home-signal,  so  as  to  avoid 
fouling  the  siding  junction,  is  satisfactory. 

There  were  several  special  trains  running  on  the  evening  of  the  accident,  on  account 
of  the  Shrewsbury  race  meeting,  and  the  probable  explanation  of  the  mistake  which 
occurred  is  that  the  signalman  at  Severn  Bridge  junction,  in  consequence  of  these 
additional  trains,  forgot  that  he  had  received  any  signal  for  the  London  and  North- 
western train,  and  that  he  is  therefore  the  one  responsible  for  the  accident.  This  is 
the  more  probable  because  he  has  in  his  signal-box  no  register  of  trains,  the  booking 
of  which  cannot  fail  to  be  of  great  assistance  to  signalmen  in  remembering  what 
signals  they  receive.  It  is  most  desirable  that  all  signal-boxes  should  be  furnished  with 
these  registers,  and  instructions  should  be  given  that  one  should  be  prOperly  kept  in 
Severn  Bridge  junction  box.  I  would  also  recommend  that  this  junction  should  be 
provided  with  a  down  distant-signal  on  the  line  from  Wellington,  for  it  is  not  in  its 
present  state  sufficiently  protected  by  signals.  This  signal  might  be  worked  by  the 
same  lever  which  now  works  the  disc  in  Abbey  Foregate  box.  An  addition  should  be 
made  to  the  instructions  to  the  signalmen  in  these  two  boxes,  to  the  effect  that  all 
gong  signals  should  be  repeated,  until  they  are  acknowledged  by  a  similar  number  of 
beats  being' returned. 

The  Great  Western  train  was  not  fitted  with  continuous  breaks,  as  all  passenger 
trains  should  be,  but  even  if  it  had-  been  so  fitted  the  collision  in  this  case  would 
probably  not  have  been  prevented,  for  the  benefit  arising  from  their  use  would  simply 
nave  counteracted  the  Mgher  rate  of  speed  at  which  the  train  would  probably  have 
been  running. 

I  have,  &c., 

The  Secretary,  F.  A.  Mabindin, 

{Bailioay  Department^)  Major  B.E. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  tlie  London  and  North- Western  and  the  Great  Western 

Bailwaj  Companies  on  the  l^th  Jannaiy. 


LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 

Board  of  Trade  (Railway  Department), 
13,  Downing  Street,  Whitehall,  London,  S.W., 
SiE,  25th  November  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  11th  instant,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  that  occurred  on 
the  2nd  instant,  between  two  passenger  trains,  at  the  York  Road  station  of  the  London, 
Brighton,  and  South  Coast  Railway  Company's  high  level  line. 

Eighteen  passengers  are  returned  as  having  been  injured  on  this  occasion. 
The  damage  to  the  rolling  stock  is  stated  to  have  been  very  shght. 
The  collision  occurred  at  the  south  side  of  York  Road  station,  which  is  distant  about 
1,408  yards  from  Pouparts  junction. 


Digitized  by 


Google 


(    101     ) 


There  are  three  lines  of  railway  at  this  station,  one  down  and  two  up  lines,  and  the 
collision  occurred  on  the  middle  or  up  local  line,  between  the  6.20  p.m.  up  train 
from  West  Croydon  and  the  6.21  p.m.  up  train  from  South  Croydon. 

The  signal-box  at  York  Road  station  is  situated  at  the  north  end  of  the  station 
and  about  75  yards  from  the  up  starting-signal ;  and  the  up  home-signal,  referred  to  in 
the  evidence  as  the  rear  signal,  is  218  yards  south  of  the  starting-signal,  and  about 
85  yards  south  of  the  up  platform.  The  signahnan  cannot  see  a  train  which  is 
stopped  at  the  home^ignal  from  the  signal-box.  There  is  also  an  up  distant-signal 
660  yards  south  of  the  up  home-signal ;  so  that  the  up  lines  at  the  York  Road  station 
are  properly  protected.  The  traffic  is  worked  on  the  absolute  block  system,  by  which 
no  two  up  trams,  on  the  same  line,  are  permitted  by  the  regulations  to  be  on  the 
length  between  Pouparts  junction  and  York  Road  station  at  one  and  the  same  time. 

The  evidence  is  as  follows  : — 


John  BucJdand^  engine-driver  of  6.20  p.m.  train, 
from  West  Croydon  to  Victoria,  engine  No.  188, 
states: — On  approaching  Pouparts  junction  the  dis- 
tant-signal was  on,  and  the  semaphore-signal  off.  We 
did  not  stop  at  Pouparts  junction.  On  approaching 
York  Road  station  I  found  both  distant  and  rear 
signals  on.  We  stopped  at  the  rear-signal  two  or  three 
minutes ;  the  signal  was  then  lowered,  and  we  pulled 
up  to  the  platform.  Almost  directly  after  we  had  pulled 
up,  I  felt  something  strike  the  back  of  the  train.  This 
occurred  a  little  after  7  o'clock.  I  don't  know  whether 
my  train  had  tail  lights  on  or  not.  The  starting-signal 
was  also  lowered  as  we  were  palling  into  the  platform. 
I  felt  but  very  little  jerk  when  the  collision  took 
place.  Our  break  was  off,  and  I  suppose  it  moved  our 
train  forward  about  half  a  carriage  length.  The 
guard  went  back  to  see  what  it  was,  ana  he  told  me 
it  was  the  South  Croydon  train  that  struck  ours 
behind.  I  have  been  in  the  service  28  years,  and 
been  driver  about  16  years.  We  went  on  immediately 
afterwards  as  soon  as  the  passengers  had  got  in.  One 
glass  was  broken. 

F,  Day,  fireman  to  driver  J.  Buckland,  driver 
of  6.20  p.m.  train.  West  Croydon  to  Victoria,  2nd  inst., 
states : — On  approaching  Pouparts  junction  the  signals 
were  clear,  but  on  nearing  York  Road  station  the 
distant  and  rear  signals  were  both  on.  We  stopped 
at  the  rear-signal  aSout  three  minutes  ;  the  signal  was 
then  lowered,  and  we  pulled  into  the  platform.  As 
soon  as  we  stopped  at  the  platform  the  other  train 
ran  into  ours.  The  starting-signal  was  pulled  off  as 
we  pulled  up  at  the  platform.  We  only  just  felt  the 
jar  of  the  collision  ;  it  was  very  slight. 

William  Grover,  head-guard  of  the  6.20  p.m.  West 
Croydon  to  Victoria  train  on  the  2nd  inst.,  states  : — 
My  train  consisted  of  tender,  engine,  and  11  ve- 
hicles, including  two  third-class  break-carriages.  We 
left  West  Croydon  one  minute  late ;  were  delayed  five 
minutes  at  St.  James's  junction  by  Brighton  train  up 
from  East  Croydon ;  we  stopped  two  minutes  extra  at 
Norbury  to  take  up  passengers  from  Streatham  races ; 
stopped  again  at  Balham  junction  two  minutes ; 
checked  again  by  signals  at  New  Wandsworth.  On 
approaching  Clapham  junction  the  signals  were  against 
us ;  after  passing  the  distant-signal,  found  the  stop- 
signal  off.  We  left  Clapham  junction  at  about  6.55|, 
and  on  approaching  Pouparts  junction  found  the 
distant-signal  was  on  ;  the  driver  whistled,  and  as  soon 
as  we  got  abreast  of  the  distant-signal  the  junction- 
signal  was  taken  off.  We  ran  on  to  York  Road,  and 
found  the  distant-signal  on ;  the  driver  drew  gently 
up  to  the  stop-signal,  where  we  stood  nearly  three 
minutes,  when  the  signal  was  lowered,  and  wtf  drew 
into  the  station ;  the  time  by  my  watch  being  7.3  p.m. 
when  we  stopped  at  the  station.  I  had  just  got  out 
on  the  platform,  and  put  a  passenger's  basket  in  my 
break,  when  I  felt  the  other  train  come  into  ours.  I 
could  not  say  positively  when  the  starting-signal  at 
York  Road  was  lowered.  There  was  a  tail  light  on 
the  last  vehicle,  a  break-carriage,  which  showed  a 
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good  light ;  it  was  placed  on  the  near  side  of  the  car- 
riage next  to  the  platform.  The  last  carriage  had 
stopped  nearly  opposite  the  south  end  of  the  platform. 
I  went  back  after  the  collision  had  occun-ed,  and  found 
that  the  light  was  still  burning,  and  showing  a  red 
light;  the  glass  was  not  broken.  There  was  no 
vehicle  off  the  road. 

James  Wood,  under-guard  of  the  6.20  p.m.  train  from 
West  Croydon  to  Victoria  on  the  2nd  inst.,  states  : 
—After  leaving  Clapham  junction  I  saw  that  Pouparts 
distant-signal  was  on  ;  after  the  train  had  puUel  up, 
and  we  had  come  past  Pouparts  junction,  I  saw  the 
York  Road  distant-signal  was  on,  and  we  stopped  out- 
side the  rear-signal  about  two  minutes.  The  signal  was 
then  pulled  off,  and  we  drew  into  the  platform,  and  I 
hadjust  got  out  on  to  the  platform  when  the  follow- 
ing train  ran  into  my  break.  The  tail  lamp  was 
burning  properly  on  my  break.  I  rode  in  the  last 
vehicle.  I  (fid  not  notice  the  state  of  the  starting- 
signal  at  York  Road.  I  did  not  see  the  other  train 
coming  before  the  collision  took  place.  Two  panes  of 
glass  were  broken  in  the  windows  of  the  rear  break- 
carriage. 

JS.  McKeu),  driver  of  the  6.21  p.m.  South  Croydon 
to  Victoria  train  on  the  2nd  inst,  states  : — On  ap- 
proaching Balham  junction  the  signals  were  all  off; 
we  stopped  at  the  station.     On  approaching  Wands- 
worth Common  I  found  the  distant-signal  against  me, 
and  also  the  home-signal ;  the  rear-signal  was  lowered 
for  me  to  enter  the  station,  and  the  starting-signal  was 
pulled  off  while  we  stood  at  the  platform.     Proceed- 
ing to  New  Wandsworth  station,  the  distant  and  rear 
signals  were  against   me,   but   were  lowered  as  we 
approached.      Running^  on   to   Clapham  junction,   I 
found  the  distant-signals  on,  and  whistled,  but  when 
sighting  the  rear  and  starting  signals  they  were  both 
off.     We  stopped  at  the  station,  then  proceeded  on  to 
Pouparts  junction,  and  I  found  the  distant  and  home 
signals  off.    We  ran  past,  on  to  York  Road,  and  I 
found  both  the  distant  and  rear  signals  off;  they  were 
off  when  I  first  sighted  them ;  but  on  approaching  the 
station  I  saw  a  tail  lamp  on  the  end  of  a  train,  as  I 
supposed,  and  called  out  to  my  mate  •*  Whoa  I  "  and 
I  immediately  reversed  my  engine  and  did  all  I  could 
to  stop,  which  I  very  nearly  did  before  striking  the 
train.     I  had  no  time  to  whistle  for  the  breaks.     I 
first  saw  the  tail  lamp  when  about  50  yards  from  it. 
We  did  not  strike  the  train  hard,  only  just  touched  it. 
The  passengers  in  my  train  did  not  ^pear  to   know 
I  had  struck  anything,  the  shock   being  so  slight. 
I  have  been  in  the  service  13  years,  and  have  l^en 
driving  about  three  years.  I  think  I  might  be  running 
about  two  miles  an   hour  when   the  collision   took 
place. 

IVtlUam  Smith,  fireman  to  driver  E.  McKew 
working  the  6.21  p.m.  South  Croydon  to  Victoria 
train  on  the  2nd  inst.,  states  : — I  am  not  positive,  but 
I  believe  the  Balham  signals  were  all  off.  After  leaving 
tlmt  station  and  approaching  Wandsworth  Common, 
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the  stop-signal  was  pulled  otf  as  we  approached,  and 
both  rear  and  starting  signals  were  clear.  On  ap- 
proaching Claphara  junction  all  signals  were  off.  Wo 
stopped  at  the  station.  On  approaching  Pouparts 
junction  we  found  all  signals  off,  and  ran  past,  and  on 
approaching  York  Koad  we  found  both  distant  and 
rear  signals  off  when  we  first  saw  them.  I  did  not 
notice  the  position  of  the  starting-signal.  After  pass- 
ing the  rear-signal  I  saw  the  tail  lamp  of  a  train 
about  50  yards  in  front.  My  mate  called  out  "  Whoa !" 
and  I  put  my  break  on  and  did  the  best  to  stop,  the 
driver  reversing  his  engine.  Our  train  seemed  to  stop 
very  quickly,  and  did  not  strike  the  other  train  very 
hara.  Ours  was  a  tank  engine,  running  with  the 
chimney  behind.  There  was  no  damage  done  to  the 
engine. 

Wiiltam  Beauchampy  head-guard  of  the  6.21  p.m. 
South  Croydon  to  Victoria  train  on  the  2nd  inst., 
states: — 

W'e  left  South  Croydon  at  6.21  p.m. 

Arrived  at  New  Croydon  at  6.24  p.m.,  dep.  6.26  p.m. 


„         Norwood  June.  „  6.30 
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On  approaching  Balham  we  found  all  signals  were 
off.  Arrived  there  at  6.51,  and  away  6.52,  one  minute 
late.  I  rode  in  the  front  third-class  break  carriage. 
On  approaching  Wandsworth  Common  we  found  the 
distant-signal  on.  The  driver  whistled,  and  just 
before  reaching  the  rear  stop-signal  it  was  taken  off. 
Arrived  at  Wandsworth  Common  at  6.55  p.m.,  and 
away  at  6.56,  two  minutes  late.  The  starting-signal 
was  on  until  we  were  ready  to  start,  when  it  was 
-taken  off.  On  approaching  New  Wandsworth  the 
distant-signal  was  against  us.  The  driver  whistled, 
and  the  signal  was  taken  off.  The  signals  were  then 
clear  till  we  approached  Clapham  junction,  where  the 
distant-signal  was  on.  The  driver  whistled,  and  the 
rear-signal  was  taken  off  as  we  approached.  We 
arrived  at  Clapham  junction  at  6.59  p.m.  ;  left  at 
7.0  p.m.  The  starting-signal  was  all  right  when  we 
entered  the  station.  On  approaching  Pouparts  junc- 
tion all  signals  were  off  for  us,  as  also  was  the  York 
Road  rear  and  starting  signals.  I  did  not  notice  the 
tniin  in  front ;  the  engine  took  off  the  sight,  as  it 
was  one  of  the  old  birdcage  breaks.  I  applied  my 
break  in  the  usual  manner  to  pull  up  at  the  platform. 
I  only  just  felt  our  train  strike  the  other.  My  break 
was  hard  on  at  the  time.  The  collision  occurred  at 
7.4  p.m.,  which  was  one  minute  late.  Our  train  was 
not  damaged,  nor  were  there  any  complaints  from  any 
of  the  passengers.  We  were  not  running  more  than 
two  or  three  miles  an  hour  when  the  collision  took 
place. 

Frederick  Knight,  under-guard  of  the  6.21  p.m. 
South  Croydon  to  Victoria  train  on  the  2nd  inst., 
states :— On  approaching  Balham  junction  we  found 
the  signals  all  off.  Leaving  that  station,  and  on  neart*- 
ing  Wandsworth  Common,  found  the  distant  and  rear 
signals  on;  the  driver  whistled,  and  the  rear-signal 
was  lowered.  The  train  pulled  into  the  platform,  and 
the  starting-signal  was  lowered  when  we  were  ready 
to  leave.  At  New  Wandsworth  the  distant  and  rear 
signals  were  both  on  ;  the  driver  whistled,  and  both 
signals  were  lowered  together.  On  approaching  Clap- 
ham junction  the  distant-signal  was  on  and  the  rear 
and  starting  signals  off.  Leaving  that  station,  we 
found  both  signals  right  at  PouptuiB  junction  ;  ran 
past,  and  on  approaching  York  Road  found  both  the 
distant  and  rear  signals  off.  I  saw  the  starting-signal 
was  off  as  we  were  approaching,  and  just  as  we  were 
passing  the  rear-signal  I  was  looking  out  of  the  win- 
dow of  my  break  and  saw  the  tail  lamp  of  a  train 
standing  at  the  platform.  I  was  in  the  last  vehicle. 
I  had  my  break  already  on,  to  pull  up  at  the  station. 


I  then  put  it  on  as  tight  as  I  could.  We  ran  into  the 
tail  of  the  other  train  at  about  two  or  three  miles  an 
hour;  but  there  was  scarcely  any  rebound  to  ours. 
I  scarcely  felt  the  collision. 

George  BosSy  signalman,  Pouparts  junction,  states : 
— ^I  observed  nothing  unusual  in  the  working  of, the 
traffic  between  6.49  and  7.10,  and  I  performed  my 
duties  in  the  ordinary  manner;  but  at  7  p.m.  I 
received  the  block  signal  from  York  Road,  which  was 
continued  until  7.12  p.m.,  and  then  York  Road  clewed 
and  the  traffic  went  on  in  the  usual  way.  I  received 
a  train  out  from  Clapham  junction  north  box  at 
6.49  p.m.  on  the  local  line.  I  cleared  it  back  to 
Clapham  junction  north  box  at  6.52  p.m.  I  gave  it 
on  to  York  Road  at  the  same  time,  6.52  p.m.,  and  I 
received  clear  signal  from  York  Road  at  6.66.  At 
6.52  I  received  a  signal  from  Clapham  junction  north 
bcx,  three  twos  on  the  main  line,  as  a  signal  for 
Battersea  Yard.  I  pulled  off  my  distant  and  home 
signals  for  Battersea  Yard  low  level  line.  Finding 
the  train  did  not  come  as  it  ought  to  have  done,  1 
called  Clapham  junction  north  box,  but  could  not 
gain  attention.  The  driver  of  an  engine  on  the  main 
line  foimd  I  did  not  alter  the  signals  for  him,  drew  up 
to  the  box  and  stated  he  wanted  to  go  to  Victoria. 
Engine  on  main  line  given  on  to  York  Road  at 
6.57  p.m. ;  received  clear  back  for  that  engine  at  6.59. 
This  en^ne  ought  to  have  been  signalled  out  from 
Clapham  jimction  with  two  rings  instead  of  being 
signalled  to  me  by  three  twos — two  beats  of  a  bell 
given  to  me  three  times.  At  6.54  I  received  a  signal 
from  Clapham  junction  north  box  for  a  train  on  the 
local  line,  and  I  gave  on  to  York  Road  at  6.57. 
I  cleared  back  to  Clapham  junction  at  the  same  time. 
I  received  the  clear  signal  from  York  Road  at  6.59. 
This  train  is  booked  as  a  Crystal  Palace  train  ;  but  it 
should  be  a  West  Croydon  train.  At  6.59  p.m.  I 
received  a  signal  from  Clapham  junction  north  box 
for  another  train  on  the  local  line  for  Victoria.  I  gave 
it  on  to  Y'ork  Road  at  7.2,  and  1  cleared  it  back  to 
Clapham  junction  north  at  the  same  time,  and  re- 
ceived the  clear  signal  from  York  Road  at  7.9.  This 
train  is  booked  as  a  West  Croydon  train  ;  it  should  be 
South  Croydon.  At  6.59  I  received  a  signal  from 
Clapham  junction,  north,  for  a  train  on  the  main  line 
for  Victoria.  I  gave  it  on  to  York  Road  at  7.2  p.m. 
and  cleared  it  back  to  Clapham  junction  at  same  time, 
and  received  clear  signal  from  York  Road  at  7.4  p.m. 
The  next  signal  I  received  for  an  up  train  from  Clap- 
ham junction  north  box  was  at  7.7  p.m.  on  the  main 
line,  given  on  to  York  Road  at  7.11  ;  cleared  back  to 
Clapham  junction  north  at  7.11,  and  received  clear 
signal  back  from  York  Road  for  that  train  at  7.14  p.m. 
At  7.10  p.m.  I  received  a  block  signal  from  York 
Road  for  the  up  local  line,  which  was  again  cleared 
at  7.12  p.nu  I  was  not  aware  that  anything  iiregular 
had  occurred  in  the  working  of  the  traffic  until  half- 
past  8,  when  Mr.  Mead  and  Mr.  Carne  came  to  my 
signal  box  to  make  inquiries.  These  trains  were 
booked  by  my  signal  clerk  up  to  the  figures  7.4  p.m., 
after  which  the  booking  was  done  by  myself.  I 
worked  the  instruments  myself  for  the  trains.  I  came 
on  duty  at  2  p.m.  that  day,  and  was  released  at  9  p.m. 
I  have  been  eight  years  in  the  service,  and  a  signalman 
about  seven  years.  I  first  conmienced  as  signai  porter 
at  Wapping,  and  was  removed  from  there  to  Streatham 
Hill ;  from  Streatham  Hill  to  Wandsworth  Common, 
and  from  the  latter  station  to  Pouparts  junction, 
where  I  have  been  about  five  months. 

All^n  WatMnsy  train  signal  clerk,  Pouparts]  junc- 
tion, states : — I  made  all  the  entries  in  ^the  signal 
book  up  to  7.7  on  the  night  of  the  2nd  inst.  At 
6.49  p.m.  I  booked  a  signal  for  a  train  on  the  local 
line  from  Clapham  junction  north  box,  and  I  cleared 
it  back  at  6.52 ;  it  was  given  on  to  York  Road  at 
the  same  time,  and  cleared  back  from  York  Road 
junction  at  Q,SS  p.m.  The  next  signal  I  bo(^ed 
from  Clapham  junction  north  was  for  an  engine  on 
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the  main  line  at  6.52;  cleared  it  back  to  Clapham 
junction  north  at  6.57.  I  signalled  it  out  to  York 
Road  at  the  same  time,  and  the  dear  signal  was 
received  from  York  Road  at  6.59  p.m.  The  next 
signal  I  booked  from  Clapham  junction  was  for  a 
train  on  the  local  line  at  6.54 ;  cleared  back  to  Clapham 
junction  north  at  6.57  ;  signalled  out  to  York  Road 
at  same  time ;  dear  signal  received  from  York  Road 
at  6.59  p.m.  The  next  signal  I  booked  from  Clapham 
junction  north  box  was  for  a  train  on  the  local  line 
at  6.59 ;  it  was  cleared  back  at  7.2  pan.,  and  given 
on  to  York  Road  at  7.2  p.m.,  and  deared  back  from 
York  Road  at  7.9  p.m.  The  next  signal  I  booked 
from  Clapham  junction  was  for  a  train  from  Brighton, 
on  the  main  line,  at  6.59  p.m.  ;  it  was  cleared  back 
to  Clapham  junction  north  at  7.2,  and  signalled  on 
to  York  Road  at  the  same  time,  7.2,  and  the  clear 
signal  from  York  Road  was  received  at  7.4.  After 
entering  the  signal  at  7.7  p.m«  I  went  home,  as  I 
finished  my  day's  work  at  7^  p.m.  I  am  quite 
certain  that  York  Road  junction  accepted  the  signal 
given  to  him  at  6.57,  and  that  he  deared  it  at 
6.59  p.m.  I  observed  also  that  York  Road  would 
not  accept  the  signal  ^^ train  on  line"  until  it  had 
been  given  out  about  three  times.  I  have  been 
in  the  Company's  service  about  six  months,  and  at 
Pouparts  junction  the  whole  time. 

LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 

Train  Signal  Book. 

Pouparts  JancHon  Station,  Saturday,  2nd  day  of 
November  1878. 


ITPTBAINS. 


Descriptioii 
of  Tnun. 


thatTniD 
had  left. 


O.P.    - 

Engine,  Vic 
•C.P.   - 

tw.c- 

Bton.    - 
Sutton- 


Signal 

received  {Signalled 
ftom    (      to 

Clapham  Jxrsc 


E.lf. 
640 

6BS 

654 

659 

669 

7    7 


that 
Train  had 
arrived. 


Signalled 
to 


Signal 

received 

from 


YoskBoad 


IthatTraint 
had  left. 


that 

Train  had 

arrived. 


H.M. 
6  63 

6S7 

6  57 

7  2 
7  2 
7  11 


H.X. 
16  62 

6  57 

6  57 

7  2 
7  2 
7  11 


H.M. 
666 

6  59 

6  69 

7  9 
7  4 
7  14 


Remarks. 


Given  in  with 
Stwoi. 


*  JVbto.— Theae  entries  refer  to  the  6.90  p.m.  up  passenger  train  from 
West  Croydon. 

t  These  entries  refer  to  the  6.21  p.m.  up  passenger  train  from  South 
Croydon. 

Henry  HayhUHe^  signalman  at  the  York  Road 
junction  box,  states : — ^At  6.53  I  received  a  signal 
from  Pouparts  junction  for  a  Crystal  Palace  train 
on  the  local  line,  which  I  acknowledged;  the  train 
arrived,  and  I  gave  the  clear  signal  back  to  Pouparts 
junction  at  6.66.  This  train  was  signalled  by  me  to 
Battersea  Pier  junction  at  ^J^^  and  the  clear  signal 
received  at  6.59.  At  6.58  I  received  a  signal  from 
Pouparts  junction  for  an  engine  on  the  main  line  ; 
I  cleared  it  at  7  p.m.  This  engine  was  signalled  by 
me  to  Battersea  Pier  at  6.58,  and  clear  signal  received 
from  there  at  7.1  p.m. 

The  next  train  shown  in  my  book  as  given  out 
from  Pouparts  junction  on  the  local  line  at  6.59  p.m., 
and  that  it  was  cleared  back  at  7.2  p.m.,  and  it  also 
appears  in  my  book  as  given  out  to  Battersea  Pier 
at  7.1  p.m.,  and  cleared  lock  at  7.3  p.m«  I  have  no 
knowledge  whatever  of  this  train,  and  my  clerk  must 


have  booked  it  without  my^autfaority.  1  was  not  out 
of  my  box  at  all  about  this  time. 

At  7.3.  p.m.  I  received  a  signal  from  Pouparts 
junction  of  an  up  train  out  on  the  local  line,  whici* 

1  acknowledged  and  pulled  off  my  signals,  nc 
knowing  at  the  time  that  there  was  a  train  standing 
at  my  rear  signals.  The  West  Croydon  train  mubi 
have  been  standing  at  my  signals  at  the  tin)<i^ 
This  train  that  was  given  out  from  Pouparts  junc- 
tion at  7.3  I  signaUed  out  to  Battersea  Pier  «^ 
7.5,  and  which  was  cleared  back  at  7.12 ;  but  after 
the  train  had  left  the  platform  I  saw  a  train  scill 
there,  and  I  gave  the  block  signal  to  Pouparts  junc- 
tion at  7.11  p.m.,  and  cleared  again  at  7.14  p.m. 
The  Pullman  train,  5.45  p.m.  from  Brighton,  was 
given  out  from  Pouparts  junction  at  7.3,  given  on  by 
me  to  Battersea  Pier  at  the  same  time,  and  cleared 
back  to  Pouparts  junction  at  7.5  p.m.,  and  cleared 
from  Battersea  Pier  at  7.8  p.m.     I  came  on  duty  at 

2  p.m.  and  left;  at  9  p.m.  I  *have  been  16  or  17 
years  in  the  service,  and  about  12  years  as  signalman, 
and  have  been  in  the  York  Eoad  signal  bov  between 
eight  and  nine  years.  I  work  the  train  signalling 
instruments  myself,  and  do  not  allow  my  derk  to 
work  them  or  the  levers.  I  never  allow  my  clerk 
to  book  clear  signals  without  my  instructions. 

The  previous  train  to  that  received  from  Pouparts 
junction  at  7.3  p.m.  was  the  up  Crystal  Palace  train 
at  6.53,  signalled  back  to  Pouparts  junction  at  6.56, 
and  forwani  to  Battersea  Pier  at  ^,€^y  and  line  clear 
received  for  it  at  6.59.  • 


WiUiam  Eeut^  train  signal  clerk,  York  Boad  junc- 
tion, states  : — The  following  entries  were  made  by  me 
from  my  observations  of  the  working  of  the  instm- 
ments.  A  train  given  on  from  Pouparts  junction  at 
6.53  p.m.  on  the  local  line  was  signtdled  to  Battersea 
Pier  at  6.55  p.m.,  and  cleared  back  to  Pouparts  junc- 
tion at  6.56,  and  cleared  back  from  Battersea  Pier 
at  6.59.  At  6.58  p.m.  an  engine  was  given  on  from 
Pouparts  junction  on  the  up  main  line,  given  on  to 
Battersea  Pier  at  6.58  p.m.,  and  cleared  back  to 
Pouparts  junction  at  7  p.m. ;  the  clear  sig  nal  was 
received  from  Battersea  I^er  at  7.1  pjn. 

I  made  an  entry  of  Crystal  Palace  train  5.53  p.m. 
from  London  as  being  given  out  from  Pouparts  junc- 
tion at  6.59,  and  given  on  to  Battersea  Pier  at 
7.1  p.m.,  that  it  cleared  back  to  Pouparts  junction 
at  7.2,  and  the  clear  signal  received  from  Battersea 
Pier  at  7.3  p.m.  This  entry  must  be  a  mistake  of 
mine,  as  I  was  putting  some  coals  on  the  fire,  and  as 
I  thought  I  heard  the  local  iDstrum^it  ring,  and 
after  I  had  done  putting  coal  on  the  fire,  I  looked  and 
saw  the  station  was  clear,  and  saw  the  Battersea 
Pier  "  In  "  signalling  insfarument  for  the  local  line 
was  clear,  I  concluded  that  the  train  had  passed 
and  I  had  not  seen  it. 

The  next  entry  I  made  was  a  train  given  on  from 
Pouparts  junction  on  the  local  line  at  7.3  p.m.,  given  on 
to  Battersea  Pier  at  7.5  p.m.,  cleared  back  to  Pouparts 
junction  7.10  pjn.,  cleared  from  Battersea  Pier  at 
7.12  p.m.  The  next  entry  is  the  5.45  p.m.  from 
Brighton,  given  out  from  Pouparts  junction  on  the 
main  line  at  7.3  p.m.,  given  on  to  Battersea  Pier  at 
7.3  p.m.,  cleared  back  to  Pouparts  junction  at  7.5  p.m., 
and  clear  signal  received  from  Battersea  Pier  at 
7.8  p.m.  At  7.11  p.m.  the  local  line  was  blocked  to 
Pouparts  junction,  and  cleared  again  at  7.14  p.m.  I 
never  work  any  of  the  levers,  but  I  have  occasionally 
worked  the  instruments,  if  the  signalman  goes  out- 
side the  box.  I  have  worked  when  the  signalman  has 
told  me  to  do  so.  I  never  touched  the  instruments 
about  that  time. 
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LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 

Train  Signal  Book. 
York  Road  Station,  Saturday,  2nd  day  of  November  1878. 


IN  TRAINS. 


Signal 
received  from 

Signalled 
to 

Signal               Line 
received  fh)m    cleared  to 

Signal 
received  from 

Signalled 
to 

Signalled 
to 

Signal 
received  from 

Description 
of  Train. 

PouPAHTs  Junction 

Station  Sionau  or 

Wandswobth  Eoad. 

Battsbsba  Pibb  Junc. 

that  Train 
had  left 
or  passed. 

that  Train 
had  arrived. 

that  Train  is 
approaching. 

that  Train 
bad  left  or 
passed  and 
Ifi^locked. 

that  Train 

had  arrived 

and  line 

blocked. 

that  Train 

had  left  or 

passed. 

that  Train 
had  arrived. 

Remarks. 

C.P.        -       - 

N.   M. 

668 

H.  K. 

666 

n.M. 

H.  U. 

S.M. 

H.M. 

N.M. 

666 

II.M. 

060 

8.  P.  (Engine) 

668 

7    0 

- 

- 

- 

- 

668 

7    1 

O.P.6.6S.       - 

669 

7    2 

— 

- 

- 

- 

7    1 

7    8 

X           X 

W.  C.  6^0 

7    8 

7  10 

- 

- 

- 

- 

7    6 

7  12 

Bton.  6.46 

7    8 

7    6 

- 

- 

- 

- 

7    8 

7    8 

S.L.  6.86  -       - 

- 

- 

7  10 

7  18 

7  17 

- 

7  19 

724 

: 

Blocked  Local  to  Pouparts  Ju 

motion  at  7.11 :  cleared  at  7.14. 
1 

S.C.         -        - 

N. 

s. 

— 

— 

- 

7  12 

7  18 

A.M.  6.46 

7  18 

7  14 

- 

— 

—      ' 

— 

7  12. 

716 

Prom  the  preceding  statements  it  appears  that  the  6.20  p.m.  up  passenger  train 
from  West  Croydon  to  Victoria  station,  which  consisted  of  an  engine  and  tender  and 
eleven  vehicles,  including  two  third-class  carriage  breaks,  passed  Pouparts  junction 
without  being  stopped  by  the  signals ;  the  signalman  (Geo.  Ross)  stating  that  he 
had  received  a  signal  from  Clapham  junction  north  box  for  an  up  train  on  the  local 
line  at  6.64  p.m.,  had  telegraphed  it  forward  to  York  Boad  at  6.57  p.m.,  and  had 
cleared  it  back  to  Clapham  junction  at  the  same  time;  and  further  that  he  had 
received  a  signal  from  York  B/Oad  signal-box  that  this  train  had  arrived  at  6.59  p.m. 
These  signals  have  reference  to  the  6.20  p.m.  up  passenger  train  from  West 
Croydon,  and  the  servants  of  the  Company  with  this  train  state  that  on  approaching 
York  Road  station  they  found  the  distant  and  home  (or  rear)  signals,  worked  from 
the' York  Road  signal-box,  on  at  **  danger  "  against  them,  and  the  train  was  drawn 
up  and  stopped  at  the  rear-signal  two  or  three  minutes,  and  then  the  rear-signal  was 
taken  oflf,  and  the  train  was  drawn  ahead  into  the  station  and  alongside  of  the  up 
platform,  and  got  there,  according  to  the  guard,  at  7.3  p.m. 

Entries  nearly  corresponding  with  the  times  which  I  have  stated,  copied  from  the 
entries  in  the  Pouparts  junction  "train  signal  book,"  are  found  in  the  York  Road 
•'  train  signal  book ;''  but  the  signalman  in  the  York  Road  signal-box  states  that  he 
has  no  knowledge  of  any  such  train,  and  that  the  telegraph  clerk  must  have  booked 
it  without  his  authority.  He  also  states  that  he  received  a  telegraphic  signal  from 
Pouparts  junction  for  an  up  train  on  the  local  line  at  7.3  p.m.,  which  he 
acknowledged,  and  pulled  oflF  his  signals  for  it,  not  knowing  at  the  time  that  there  was 
a  train  standing  at  his  rear-signals. 

The  result  of  this  mistake  in  the  telegraphic  signalling  for  the  absolute  block 
system  was,  that  when  the  York  Road  signalman  pidled  off  his  signals,  the  6.20  p.m. 
up  passenger  train  from  "V^^'est  Croydon  to  Victoria  station,  which  had  stopped  at  the 
York  Road  station  up  rear-signals,  then  started  and  drew  up  alongside  the  station 
platform.  The  6.21  p.m.  up  passenger  train  from  South  Croydon  to  Victoria,  which 
consisted  of  an  engine  and  ten  vehicles,  including  two  break  carriages,  passed  Pouparts 
junction  also  without  stopping,  on  finding  the  signals  at  "  all  right "  for  proceeding 
to  York  Road  station ;  and  the  engiae-driver  and  fireman  of  this  train  both  state 
that  the  up  distant  and  rear  signals,  worked  from  the  York  Road  station  signal-box, 
were  both  off  when  they  first  came  in  sight  of  them,  and  their  testimony  is  confirmed 
on  all  sides,  that  the  signals  were  off  as  they  ran  up  to  the  York  Road  station 
platform.  The  driver,  however,  states  that  he  first  saw  the  tail  light  on  the  last 
vehicle  of  the  6.20  p.m.  up  train  from  West  Croydon,  which  had  drawn  ahead 
into  the  station  and  was  standing  alongside  of  the  up  platform,  when  he  was  about 
50  yards  from  the  tail  of  that  tram,  and  then  he  reversed  his  engine,  called  out  to  his 
mate  (who  put  on  the  engine  break),  and  did  all  in  his  power  to  stop,  but  he  had  not 
time  to  whistle  for  the  breaks.  It  is  stated  that  the  guard's  bresJcs  were  on  at  the 
time  for  the  purpose  of  stopping  at  the  station,  and  it  is  said  that  the  speed  did  not 
exceed  two  or  three  miles  an  hour  when  the  collision  took  place  about  7.4  p.m. 
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The  driver  of  the  6.21  pan.  was  evidently  misled  by  finding  the  signals  at 
"  all  right  *'  for  the  train  to  enter  the  station,  when  there  was  a  train  standing  at  the 
platform ;  but  if  he  had  been  keeping  a  better  look-out  ahead  the  tail  lamp  in  the 
last  vehicle  of  the  6.20  p.m.  up  train  from  West  Croydon  might  have  been  seen  at 
a  distance  of  175  yards,  which  distance  would  probably  have  been  sufficient  to  have 
enabled  him  to  have  pulled  up  with  the  means  placed  at  his  disposal,  and  which 
would  certainly  have  been  enough  if  the  train  had  been  fitted  with  continuous  breaks 
placed  under  his  control. 

The  discrepancy  in  the  statements  of  the  signalmen  at  Pouparts  junction  and  at 
York  B/Oad  station  cannot  be  cleared  up.  It  is  true  that  the  clerk  who  entered  the 
times  in  the  telegraph  ** signal  book''  at  the  York  Road  station  (W.  Kent)  states, 
"  I  made  an  entry  of  Crystal  Palace  train  5.53  p.m.  for  London,  as  being  given  out 
**  from  Pouparts  junction  at  6.59,  and  given  on  to  Battersea  Pier  at  7.1  p.m., 
"  that  it  cleared  back  to  Pouparts  junction  at  7.2,  and  the  clear  signal  received 
"  from  Battersea  Pier  at  7.3  p.m.  This  entry  must  be  a  mistake  of  mine,  as  I 
"  was  putting  some  coals  on  the  fiire,  and  as  I  thought  I  heard  the  local  instrument 
**  ring,  and  after  I  had  done  putting  coal  on  the  &pe,  I  looked  and  saw  the  station 
"  was  clear,  and  saw  the  Battersea  Pier  *  In '  signalling  instrument  for  the  local  line 
*^  was  clear,  I  concluded  that  the  train  had  passed  and  I  had  not  seen  it.'* 

I  should  mention  that  there  are  no  entries  in  the  Battersea  Pier  "  train  signalling 
book  "  that  will  in  any  way  support  or  corroborate  the  entries  in  the  York  Road  "  train 
signalling  book  "  marked  with  crosses  ;  but  it  is  remarkable  that  the  entries  in  this 
book  which  refer  to  the  telegraphic  signals  between  York  Road  and  Pouparts 
junction  correspond  precisely,  as  regards  the  times,  with  those  entered  at  Pouparts 
junction,  and  showing  a  diflference  in  the  clocks  of  one  minute. 

This  would  be  an  extraordinary  coincidence  if  no  signals  at  all  had  been  received 
at  the  York  Road  signal-box  from  the  Pouparts  junction  signal-box  for  the  6.20  p.m. 
up  passenger  train  from  West  Croydon. 

I  am  unable  to  state  positively  where  the  error  was  committed,  but  it  seems  to  me 
far  more  probable  that  it  arose  at  York  Road  station  than  at  Pouparts  junction 
signal-box. 

The  only  remedy  that  I  know  of  that  will  prevent  such  mistakes  from  occurring 
would  be  the  adoption  of  the  interlocking  of  the  points  and  signals  with  the  telegraphic 
instruments  for  working  the  block  system,  and  causing  the  train  itself  to  perform  a 
part  of  the  operation. 

I  have,  &c.. 

The  Secretary,  W.  Yolland, 

(Railway  Department,)  Colonel. 

Board  of  Tteide. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  11th  December  1878. 


LONDON,  CHATHAM,  AND  DOVER  RAILWAY. 

Board  of  Trade  (Railway  Department,) 
13,  Downing  Street,  London,  S.W., 
SiE,  itli  September  1878. 

In  compliance  with  the  instructions  contained  in  the  order  of  the  2nd  instant, 
I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the  result  of 
my  inquiry  into  the  circumstances  connected  with  the  collision  that  occurred  on  the 
31st  ultimo,  at  the  east  end  of  the  Sittingbourne  station  of  the  London,  Chatham,  and 
Dover  Railway. 

Pive  persons  were  killed,  and  about  forty  have  complained  of  injuries,  more  or  less 
severe. 

On  the  day  in  question,  the  train,  which  is  called  the  "  cheap  fast  up,"  ran  in  two 
parts.  The  second  portion,  which  was  timed  to  leave  Ramsgate  at  11.30  a.m.,  ran 
into  some  goods  waggons  which  were  being  shunted  at  Sittingbourne. 

The  train  consisted  of  an  engine  and  tender,  11  passenger  coaches,  one  luggage  van, 
and  two  break-vans. 

Four  wheels  of  the  engine,  four  wheels  of  the  tender,  and  four  front  coaches  of  the 
passenger  train  were  thrown  off  the  line,  the  rest  of  the  train  kept  the  rails,  and  aU 
the  coaches  remained  upright  except  two  of  those  in  front  that  were  thrown  off.    The 
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engine  was  very  little  damaged^  but  the  tender  was  very  much  damaged.  The  tank 
was  stove  in  by  the  carriage  behind  it ;  and  a  boy,  who  was  a  passenger  in  the  carriage 
next  the  tender,  was  taken  out  dead  from  the  tank  of  the  tender.  The  three  leading 
carriages  were  destroyed,  the  fourth  was  much  damaged,  ;the  fifth  was  slightly 
damaged,  and  the  others  were  almost  uninjured. 

As  the  train  approached  Sittingboume  station  the  home  and  distant  signals 
were  at  "  all  right "  for  it  to  run  through.  It  ran  past  the  distant-signal  and  up 
to  within  about  400  yards  of  the  home-signal,  at  a  reported  speed  of  from  35 
to  40  miles  an  hour.  The  home-signal  was  about  this  time  thrown  to  "  danger ;" 
the  signalman  exhibited  a  red  flag,  and  the  engine-driver,  fireman,  and  guards  who 
were  in  charge  of  the  passenger  train  did  their  best  to  stop  it,  but  they  could  not  do 
so  before  the  engine,  the  speed  of  which  is  reported  to  have  been  but  little  checked, 
ran  into  two  goods  waggons  (one  of  them  load^  and  the  other  empty)  which  had  been 
pushed  from  the  down  line  across  the  up  road.  These  two  waggons  were  broken  to  pieces, 
one  was  sent  flying  to  the  left  and  the  other  to  the  right  side  of  the  road.  An  axle 
and  a  pair  of  wheels  of  one  of  the  waggons  got  under  the  engine  of  the  passenger  train. 
The  axle  of  the  goods  waggon  was  doubled  up,  and  caused  the  engine  to  leave  the 
metals,  and  brought  it  to  a  stand  about  70  yards  beyond  the  crossing  where  it  struck 
the  goods  waggons. 

Sittingbourne  station  was  opened  for  passenger  traffic  in  the  year  1857.  There  are 
sidings  on  both  sides  of  the  line.  The  station  is  protected  by  the  ordinary  home  and 
distant  signals  which  are  good  signals  and  can  be  well  seen.  The  home-signal  is  at  the 
east  end  of  the  up  line  platform,  and  the  distant-signal  is  800  yards  east  of  the  home- 
signal.  The  levers  that  work  these  signals  and  the  several  starting  signals  are 
placed  close  to  the  signalman's  cabin,  which  is  at  the  east  end  of  the  up  line 
platform  close  to  the  home-signal.  None  of  the  points  in  the  yard  are  connected 
with,  or  are  worked  from  the  signal-cabin,  and  they  are  not  interlocked  with  the 
signals.  At  the  east  end  of  the  station  there  are  three  sets  of  points  on  the  down 
line.  One  set  is  275  yards  from  the  signal-cabin.  These  are  the  points  furthest  east. 
They  lead  from  the  down  road  across  the  up  road  into  the  sidings  at  the  up  side  of  the 
railway.  It  was  at  the  place  where  this  through  crossing  intersects  the  up  line, 
that  the  collision  happened.  The  second  pair  oi  points,  which  lead  from  the  down 
line  to  the  down  sidmgs,  are  about  220  yards  from  the  signal  cabin.  The  third 
pair  of  points  which  are  nearer  to  the  station,  had  nothing  to  do  with  the  catastrophe. 
The  railway  from  the  up  distant-signal  to  within  about  274  yards  of  Sittingboume 
station  bends  to  the  right  on  a  curve  of  120  chains  radius. 

On  the  day  in  question  the  6.50  a.m.  goods  train  from  Stewart's  Lane  to  Faversham 
arrived  at  Sittingboume  station  about  12.18  p.m.,  and  the  engine  was  employed 
after  its  arrival  there,  in  doing  a  good  deal  of  the  yard  shunting  at  both  sides 
of  the  railway.  It  had  been  drawn  clear  of  the  up  line  about  eight  or  nine 
minutes  before  the  second  portion  of  the  "cheap  fast  up"  train  was  due,  and 
the  goods  engine-driver  had  notified  to  the  signalman  that  the  work  had  been 
done,  and  that  the  up  line  was  clear,  by  blowing  the  engine  whistle  three 
times.  The  shunting  was  then  continued  at  the  down  side.  The  engine,  with  12 
waggons  attached  to  it,  was,  with  the  pemnssion  of  the  signalman,  yard  foreman, 
and  head  guard,  brought  out  from  the  down  sidings  on  to  the  down  line,  and  was 
stopped  when  the  last  waggon  got  past  the  points  furthest  east  on  the  down  line.  The 
head  guard  was  riding  on  the  fifth  waggon  from  the  engine,  and  the  imder  guard  on 
the  last  or  twelfth  waggon.  When  the  engine  and  12  goods  waggons  attached  to  it 
were  brought  to  a  stand  on  the  down  line  the  head  guard  got  between  the  waggons 
and  uncoupled  the  seven  last  from  the  leading  portion  of  the  train.  He  then  gave 
the  engincrdriver  the  signal  to  push  back,  and  he  stated  that  he  intended  to  run  to  the 
points  leading  to  the  down  si(Ungs  and  turn  them,  so  that  the  seven  loose  waggons 
might  run  into  the  down  sidings  where  the  yard  foreman  had  gone  in  order  to  turn  them 
to  where  he  wanted  to  place  them.  After  giving  the  driver  the  signal  to  push  back  he 
turned  towards  the  tail  end  of  his  train,  and  then  observed  the  under  guard  sitting  on 
and  holding  the  points  which  turned  the  train  across  the  up  road  to  the  up  si^g. 
At  the  same  moment  the  head  guard  of  the  goods  train  saw  the  up  passenger  train, 
approaching  at  full  speed.  It  can  only  have  been  about  200  yards  from  him  at  the 
time.  He  ran  across  to  the  up  line  and  waved  his  arms  to  stop  the  passenger  train. 
Steam  had  already  been  shut  off,  the  engine  was  reversed,  and  the  guards*  breaks 
were  applied,  but  the  train  could  not  be  stopped.  The  head  guard  stated  that 
he  did  not  know  that  the  imder  guard  was  with  the  goods  trucks  at  the  time  that  he 
gave  the  engine-driver  the  signal  to  push  back,  but  he  knew  that  the  foreman  porter 
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had  gone  to  hold  the  points  of  the  siding  inside  the  yard  into  which  the  seven  waggons 
were  intended  to  he  mn.  The  points  where  the  foreman  porter  was  standing  are  in 
the  goods  yard,  ahout  63  yards  west  of  the  points  which  lead  from  the  down  line  into 
the  down  goods  sidings,  and  these  last  points  through  which  the  seven  waggons  were 
intended  to  be  turned  are  ahout  55  yards  west  of  the  points  which  lead  from  the  down 
line  across  the  up  line  and  into  the  up  line  sidings ;  so  that  the  points  which  the 
under  guard  was  holding  w^e  ahout  56  yards  nearer  to  the  head  guard  than  the  points 
which  the  head  guard  stated  he  intended  to  run  to  and  turn,  after  he  gave  the  engine- 
driver  the  signal  to  push  hack  and  shunt  the  waggons. 

The  evidence  taken  hy  me  on  the  first  day  of  the  inquiry  is  as  follows : 


Edward  John  Elliott  said: — ^I  was  the  driver  of 
the  passenger  train  from  Ramgate  on  Saturday — ^the 
day  of  the  accident — ^which  ^as  timed  to  leave  at 
11.30  a.tn.,  but  did  not  leave  till  11.32.  The  train 
consisted  of  an  engine  and  tender  and  16  coaches, 
including  two  break-vans.  We  stopped  at  Broad- 
stairs  ui^  East  Margate,  as  the  signals  were  against 
us  at  the  latter  place.  We  next  stopped  at  Margate, 
and  were  checked  at  Birchington  by  the  signals  which 
were  pulled  off  befoi-e  we  got  up  to  them.  We  were 
next  stopped  by  signals  at  Reculvers,  then  ran  on  to 
Heme  Bay.  Left  Heme  Bay  at  12.27,  the  proper  time 
being  12.13.  Ran  through  Faversham,  checking  speed 
slightly,  and  were  not  timed  to  stop  till  we  got  to  Chat- 
ham. As  we  approached  Sittingbourne  I  noticed  that 
the  distant  and  home  signals  were  at  **  all  right,"  and 
ran  past  the  distant-sigiml  at  a  speed  of  from  30  to  35 
ipilesan  hour,  there  being  a  rising  gradient  of  1  in  176. 
The  first  thing  I  saw  was  the  guard  standing  in  the 
road  holding  up  both  his  hands.  I  think  he  was  at 
the  distant-signal  side  of  the  bridge  under  the  railway. 
I  at  once  shut  off  steam  and  opened  the  brake  whistle, 
and  while  doing  so,  noticed  that  the  home-signal  was 
then  at  "danger,"  although  it  had  been  lowered 
before.  I  then  reversed  my  engine.  I  then  saw 
some  waggons  passing  across  from  the  "  down  "  line 
towards  the  line  on  which  we  were  travelling.  I  had 
passed  the  bridge  under  the  railway  at  this  time.  I 
then  shut  off  steam,  f^nd  held  on  as  hard  as  I  could 
with  the  reversing  gear.  I  believe  my  engine  struck 
the  second  or  the  leading  truck  of  the  waggons  that 
were  running  back  across  the  line  on  which  we  were 
travelling.  I  did  not  see  exactly,  as  I  sheltered 
myself  under  the  cab  of  my  engine.  I  was  travelling 
with  the  engine  in  front  and  the  tender  behind.  The 
fireman  saw  the  "  home  "-signal  go  to  "  danger"  just 
as  I  whistled,  and  saw  the  guard  hold  up  his  arms, 
and  he  applied  the  tender  break  at  once,  and  remained 
at  his  post  till  after  we  came  to  a  stand.  My  engine 
wa^  a  six-wheeled  coupled  en^ne.  When  she  came 
to  a  stand,  the  leading  and  the  driving  wheels  were 
off  the  rails  on  the  right  side,  the  trailing- wheels  were 
on  the  rails.  The  leading  wheels  of  the  tender  re- 
mained on  the  rails,  and  the  middle  and  trailing  wheels 
were  thrown  off  the  rails  the  same  side  as  the  engine. 
When  the  engine  came  to  a  stand,  I  observed  one  of 
the  carriages  of  the  train,  which  had  mounted,  fall 
over  towards  the  tender.  This  was  not  the  carriage 
that  was  next  the  tender,  and  I  do  not  know  which  it 
was.  The  engine  was  very  slightly  damaged  ;  the 
tender  a  good  deal  damaged^  and  the  tank  was  stove 
in,  and  several  of  the  leading  cmriages  of  the  train 
were  much  damaged.  I  hav«  been  between  9  and  10 
years  iu  the  Company's  servipe,  and  a  driver  four  or 
five  years.  Neither  I  nor  my  fireman  were  hurt. 
The  weather  was  fine  at  the  time  the  accident  hap- 
pened. I  do  not  think  the  engine  left  the  rails  when 
she  struck  the  waggons.  She  seemed  to  drop  off  and 
come  to  a  stand  almost  immediately  afterwards.  A 
pair  of  the  wheels  of  the  waggons  got  under  the 
engine,  and  remained  under  her  when  she  came  to  a 
Btand.  The  axle  of  the  goods  waggon  wheels  was  so 
bent  that  the  wheels  came  nearly  together.  The 
gearing  of  the  engine  underjaeath  was  damaged  by  the 
waggon  wheels. 

WilUc^m  Dryland^  fireman  of  the  11.30  a.m.  cheap 
fast  train  from  Ramsgate  on  the  31st  August^  said :— 
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As  we  approached  Sittingbourne,  I  noticed  the  "  dis- 
tant "-signal  which  was  at  "  all  right "  for  us  to  pass, 
and  after  we  had  passed  the  ''  distant  "-signal  about 
20  or  30  yards,  I  noticed  the  "  home  "-signal  which 
was  at  "  danger."  I  at  once  called  the  driver's  at- 
tention to  it,  and  I  appUed  the  tender  brake  the 
moment  I  spoke  to  the  driver.  He  had  already  shut 
off  his  steam  and  was  reversing  his  engine.  He  blew 
his  brake  whistle  as  soon  as  he  reversed  his  engine. 
It  was  not  many  seconds  before  we  saw  the  waggons. 
I  opened  my  sand  valve  and  held  hard  on  my  brake, 
and  remained  on  the  engine  until  she  came  to  a  stand, 
and  was  not  hurt.  I  have  been  two  years  in  the 
Company's  service,  and  about  one  year  and  nine 
montiis  a  fireman. 

Thomas  Forest  Chapman^  head  guard  of  the  cheap 
fast  train  from  Ramsgate  on  the  31st  August,  said : — 
We  were  timed  to  leave  Ramsgate  at  11.30  a.m.,  and 
left  at  11.32.  The  train  was  composed  of  an  engine 
and  tender,  one  third,  two  firsts,  one  second,  a  luggage 
van,  and  a  luggage  brake  van  in  which  I  rode. 
Behind  these  were  seven  coaches,  which  formed  the 
Ludgate  Hill  part  of  the  train.  There  was  a  guard 
with  the  City  portion.  As  we  approached  Sitting- 
bourne I  was  looking  out,  but  I  did  not  see  the 
**  distant  "-signal  owing  to  the  steam  of  the  engine ; 
but  I  saw  the  "  home  "-signal,  which  was  at "  all  right." 
I  think  we  were  just  passing  the  '*  distant  "-signal 
about  this  time.  Soon  after  I  heard  a  goods  engine 
in  the  yard  whistle,  and  then  I  heard  our  engine- 
driver  whistle,  and  I  set  to  screw  up  my  brake  as 
hard  as  I  could,  and  immediately  afterwards  I  felt  a 
collision.  I  was  slewed  round,  but  did  not  loose  hold 
of  my  brake,  and  my  van  came  to  a  stand  almost 
immediately.  I  am  not  hurt,  but  the  muscle  of  my 
arm  is  a  little  sore.  I  got  out  of  my  van  on  the 
right-hand  side  and  went  up  to  see  the  driver.  I  saw 
him  and  the  fireman  at  work  all  right  and  tried  to 
get  back,  but  could  not  get  round  the  front  of  the 
engine  owing  to  some  trucks  in  the  siding.  I  there- 
fore went  back  and  got  through  my  van  on  the  other 
side,  and  proceeded  to  assist  the  passengers.  I  saw 
three  people  taken  out  dead  from  under  the  debris, 
and  there  were  a  good  number  injured.  I  remained 
and  gave  all  the  assistance  I  could.  •  1  have  been  13 
or  14  years  in  the  Company's  service,  and  10  years 
a  guard.  I  saw  the  '<  home  "-signal  was  thrown  to 
'^  danger,"  bat  I  cannot  say  exactly  when. 

John  Mogford^  second  guard  of  the  Holbom  portion 
of  the  1 1 .30  cheap  fast  train  from  Ramsgate  on  the  31st 
August,  said : — ^The  Holbom  portion  consisted  of  a  3rd 
class,  a  1st  class,  two  Brds,  a  1st,  and  a  composite,  and 
a  van  in  which  I  rode  at  the  tail  of  the  train.  As  we 
approached  the  Sittingbourne  '^  distant  "-signal  it  was 
at  **  all  right,"  and  as  I  got  past  the  '^  distant  "-signal 
I  observed  the  "  home  "-signal,  which  was  also  at 
'^all  right."  Immediately  afterwards  I  heard  the 
break  whistle  and  applied  my  break.  I  then  looked  out 
and  saw  the  **  home  "-signal  at  "  danger,"  and  imme- 
diately afterwards  I  was  knocked  down  by  the  shock 
of  the  collision.  I  was  a  little  bruised  in  the  hips. 
As  soon  as  I  got  out  I  ran  back  towards  the  "  distant  "- 
signal,  but  1  found  this  had  been  put  to  '^  danger,"  so 
I  returned  to  t^e  train  and  rendered  what  assistance 
I  could  to  the  pass^gers.  I  have  been  nearly  12 
years  in  the  Company's  service,  and  nine  years  a  guard. 
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Edward  Gambell,  signalman,  Sittingbourne,said  : — 
I  was  signalman  on  duty  at  Sittingbourae  station  on 
the  dlst  August,  when  the  cheap  fiast  Ramsgate  train 
approached.  According  to  the  entry  in  my  book,  the 
first  portion  of  the  cheap  fast  train  from  Ramsgate 
was  signalled  on  from  Teynham  at  12.29,  and  it  reached 
and  passed  my  box  at  12.39.  The  second  portion  of 
this  train  from  Ramsgate  was  signalled  on  from 
Teynham  at  12.50,  and  I  pulled  the  "home"  and 
^'  distant "  signals  and  ^'  starting  "  signals  off.  At 
12.56,  this  train  came  in  collision  with  some  goods 
waggons  which  were  being  shunted  over  from  the 
down  across  the  up  main  line  at  the  eastern  end  of  the 
yard.  On  the  arrival  of  the  6.50  a.m.  goods  from 
Stewart's  Lane  I  gave  the  driver  directions  to  pull 
down  and  shunt  into  the  Sheerness  side  of  the  station, 
which  is  on  the  down  side  of  the  line,  then  pull  down 
over  Sheerness  points  and  back  into  the  Sheerness 
siding.  The  guard  asked  me  if  they  could  get  to 
work.  I  inquired  what  he  had  to  do.  He  told  me 
he  had  some  trucks  to  attach  and  detach,  and  before 
giving  him  permission  to  occupy  the  down  main  line, 
I  ascertained  from  New  Brompton  that  the  10.48  a.m. 
cheap  fast  down  train  had  not  left  Chatham.  I  then 
gave  him  permission  to  occupy  the  down  main  line, 
which  they  did,  and  went  to  the  eastern  end  of  the 
yard,  and  as  they  approached  there  the  driver  whistled 
twice  to  ask  permission  to  cross  from  the  down  main 
line  into  the  up  siding.  They  crossed  the  line  to  the 
tip  siding — 12  or  14  trucks.  This  was  after  the 
passing  of  the  first  portion  of  the  cheap  fast  at  12.39. 
The  driver  whistled  for  permission  to  cross  to  the  up 
siding  after  some  shunting  had  been  done,  and  I  gave 
him  permission  to  cross.  The  goods  train  occupied 
the  up  line  ffom  that  time  till  12.50.  After  they  had 
done  shunting  they  returned  to  the  down  line,  and  the 
driver  gave  three  whistles,  which  signified  that  he  had 
got  clear  of  the  up  line.  The  engine  subsequently 
went  into  the  Sheerness  siding  on  to  the  rest  of  the 
train.  The  guard  came  and  asked  me  again  whether 
they  could  go  out  again  on  to  the  down  main  line.  I 
inquired  by  telegraph  about  the  down  train,  and 
finding  that  she  had  not  reachead  Chatham  I  gave 
him  permission  to  go  out  again  on  to  the  down  line. 
The  engine  brought  a  number  of  trucks  out  of  the 
siding  on  to  the  down  line.  I  had  taken  ray  signals 
off  for  the  up  train  at  this  time,  and  as  I  saw  the 
goods  train  drawing  down  to  the  eastern  end  of  the 
yard,  I  watched  closely  what  they  were  doing,  and  I 
observed  a  man  go  to  the  points  lever  of  the  road  that 
leads  from  the  down  line  across  the  up  line  into  the 
sidings  on  that  side.  The  goods  train  was  moving 
back  when  I  saw  the  man  at  the  lever,  and  I  waived 
my  flag  violently  to  try  and  attract  the  attention  of 
the  people  with  the  goods  train,  and  I  also  turned 
round  and  threw  my  up  line  signals  to  "  danger."  I 
saw  the  passenger  train  approach  at  this  time  ;  it  was, 
I  think,  about  at  the  ''  distant "  signal.  The  goods 
train  was  moving  back  at  the  time.  I  think  the 
waggons  had  come  to  a  stand  about  the  crossing  of 
the  up  line  when  the  engine  of  the  passenger  train 
ran  against  them.  Both  the  up  and  the  down  lines 
were  blocked  at  this  time  both  on  the  telegraph 
instrument  and  by  signals.  I  have  been  16  years 
signalman  with  the  Company,  and  a  great  part  of  my 
time  has  been  spent  at  Sittingbourne  station. 

Albert  Love^  driver  of  the  6.50  down  goods  from 
Stewart's  Lane  on  the  31st  August,  said : — We  left  at 
the  right  time,  and  reached  Sittingbourne  at  12.18, 
but  was  not  due  there  till  12.40.  I  was  engaged 
shunting  first  on  the  down  side.  I  think  I  had  about 
15  waggons  and  2  brake-vans  when  I  arrived  at 
Sittingbourne.  I  first  of  all  put  my  train  into  Sheer- 
ness siding,  at  the  far  end  of  the  station,  on  the  down 
side.  The  guard  told  me  I  might  go  out  on  to  the 
down  line  to  do  my  shunting,  but  before  doing  so  I 
asked  him  whether  the  signalman  had  given  leave, 
and  he  told  me  that  he  had.  I  had  some  waggons  to 
take  from  the  down  sidings  into  the  sidings  at  the  up 
fiide.    Before  doing  so  I  blew  twice,  which  is  the  way 


I  ask  peimission  to  cross  the  road.  He  came  out  of 
his  box,  and  gave  me  an  ^'all  right"  signid  with  his 
hand.  I  then  put  my  train  across  to  the  up  side.  I 
brought  some  trucks  out  of  the  up  side,  and  went 
across  on  to  the  down  main  line  so  as  to  clear  the  line 
for  the  up  train,  and  when  I  reached  the  down  line 
I  blew  up  three  whistles  to  tell  the  signalman  that  I 
had  cleared  the  up  line.  The  head  guard  of  my  train 
wanted  some  of  the  trucks  put  into  the  down  sidings, 
and  he  gave  me  a  signal  to  knock  them  back  into  the 
down  sidings.  I  proceeded  to  do  this,  but  instead  of 
the  waggons  going  into  the  down  sidings  as  they 
ought,  they  went  across  the  road  on  to  the  up  line. 
As  soon  as  I  saw  them  going  across  the  up  line  I 
called  the  head  guard's  attention  to  it,  by  halloing  to 
him  that  the  up  train  was  on.  I  moved  my  engine 
back  a  little  way,  hoping  that  I  might  be  able  to  hook 
the  loose  waggons  on,  but  finding  that  I  could  not 
do  so,  I  moved  my  engine  ahead  again  out  of  the  way. 
I  think  there  were  about  12  waggons  altogether 
behind  my  engine,  but  I  don't  know  how  many  were 
unhooked  or  how  many  were  fixed  to  it.  At  this 
time  I  just  saw  the  passenger  train  coming  under  the 
bridge,  just  about  at  the  ^'  distant "  signal.  I  opened 
my  whistle  to  warn  the  driver  of  the  passenger  train, 
and  I  saw  that  he  had  applied  his  breaks.  I  think 
the  passenger  train  struck  the  waggons  at  a  speed  of 
about  85  miles  an  hour.  The  engine  of  the  passenger 
train  appeared  to  me  to  strike  between  the  two  last 
waggons,  which  were  the  leading  ones  as  I  pushed 
them  across  the  road.  I  think  the  waggons  had  come 
to  a  stand  just  on  the  crossing  of  the  up  line.  I  have 
been  for  eight  years  in  the  Company's  service,  and 
two  years  a  driver.  The  two  waggons  that  were 
struck  by  the  passenger  engine  were  knocked  off  the 
rails,  one  being  thrown  to  the  up  side  and  the  other 
to  the  down  side,  and  were  considerably  damaged. 

Jacob  Modetij  head  guard  of  the  6.50  a.m.  goods 
from  Stewart's  Lane  on  the  31st  August,  said: — 
We  reached  Sittingbourne  at  12.18.  On  our  arrival 
the  station  foreman  told  me  to  do  some  shunting, 
which  he  wanted  ray  engine  to  do.  I  told  the  driver 
to  pull  down  and  put  my  train  into  the*  Sheerness 
siding,  on  the  down  side  of  the  line.  I  then  uncoupled 
the  engine,  and  it  went  into  one  of  the  "  down " 
sidings,  and  brought  12  or  15  waggons  on  to  the 
**  down  "  road.  I  told  the  driver  to  whistle  up  for 
leave  to  cross,  which  was  given  by  showing  a  white 
flag,  and  my  engine  went  across  three  times  (after 
the  first  part  of  the  cheap  up  had  passed)  to  do  the 
shunting  that  was  required  .on  to  the  "  down "  line, 
so  as  to  clear  the  "up"  lino  for  the  second  portion 
of  the  cheap  fast.  We  had  finished  all  the  shunting 
that  was  required  on  the  "  up  "  side  at  this  time,  and 
the  driver  whistled  up  three  times  to  tell  the  signal- 
man that  he  was  clear  of  the  "  up  "  road.  After  this 
I  went  again  into  the  Sheerness  sidings,  and,  I  think, 
inquired  of  the  signalman  whether  I  could  go  on  with 
my  shunting,  as  I  knew  that  the  10.48  fast  was  either 
due  or  overdue.  The  signalman  told  me  I  had  plenty 
of  time  to  do  the  shunting,  so  I  hooked  on  eight 
waggons  of  the  train  that  I  had  brought  to  Sitting- 
bourne to  the  engine  which  had  four  waggons  then 
attached  to  it,  and  brought  the  engine  and  12  waggons 
out  on  to  the  **  down "  road.  I  rode  on  the  fifth 
waggon  as  it  was  drawn  out  of  the  Sheerness  sidings 
on  to  the  **  down  "  road.  I  stopped  the  engine-driver 
when  I  thought  he  had  drawn  far  enough  down  so  as 
to  have  his  train  clear  of  the  points  that  led  from  the 
'*  down "  line  into  the  sidings  of  the  "  down "  side. 
I  then  called  the  driver  back,  and  I  think  at  this  time 
I  was  at  the  *'  down  "  side  of  the  "  down  "  line,  and 
after  calling  him  back,  I  ran  back  towards  the  points 
to  hold  them.  But  as  I  was  running  back  I  Faw 
Clark,  my  under-guard,  pull  over  the  points  of  the 
crossing  that  leads  across  the  '*up"  line  into  the 
sidings  of  the  **  up  "  side.  I  was  about  five  waggons 
length  from  him,  and  I  called  to  him  as  loudly  as 
I  could.  The  points  of  the  crossings  to  the  sidings 
at  the  **  ap  "  side  of  the  line  were  nearer  to  me  th^ 
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the  points  leading  to  the  sidings  of  the  ^^  down  "  side. 
Clark  did  not  seem  to  heed  me  or  to  understand  me. 
I  do  not  think  the  waggons  had  reached  him  when 
I  first  called  to  him,  hut  thej  did  a  moment  after- 
wards, and  passed  hj  the  crossing  over  towards  the 
*'  up "  line.  I  do  not  know  whether  I  got  under  or 
over  the  waggons,  or  how  I  got  across  to  the  "  up  " 
road,  hut  I  ran  towards  the  passenger  train  holding 
out  hoth  my  arms  to  stop  it.  I  remained  ou  the 
*^  up  "  road  until  the  passenger  train  got  close  to  me, 
and  then  got  down  the  bank  on  the  ^'  up  "  side,  where 
I  sat,  when  the  passenger  train  passed  at  a  speed  of 
about  36  or  40  miles  an  hour.  The  engine  of  the 
passenger  train  struck  the  leading  waggon  as  they 
went  across  towards  the  "  up  "  line.  It  knocked  it 
to  pieces,  and  threw  it  across  to  the  down  side  of  the 
line  on  its  side.  I  have  been  about  20  years  in  rail- 
way employment,  and  have  been  three  years  a  guard 
with  this  Company.  It  was  the  first  day  that  the 
under-guard  was  with  me.  I  cannot  say  exactly 
whether  he  had  held  points  before,  but  I  believe  he 
must  have  done  so  in  the  various  shunting  operations 
that  have  been  performed.  On  arriving  at  Sitting- 
bourne,  I  had  an  engine,  a  tender,  14  waggons,  and 
two  break-vans  at  the  tail  of  the  train.  The  under- 
guard  was  in  the  hind  one,  and  I  in  the  next  to  it. 
I  cannot  recollect  whether  the  under-guard  had  held 
the  points  or  not,  but  I  think  there  is  no  doubt  he 


had  held  some  of  them  during  shunting  operations. 
I  rode  on  the  fifth  waggon  because  I  wanted  to  un- 
couple the  tail  lot  of  seven  that  were  to  be  put  back 
into  the  **  down  "  sidings.  I  do  not  recollect  seeing 
my  under-guard  after  I  came  across  from  the  **  up  " 
side  of  the  line  and  went  into  the  "  down  "  sidings, 
where  he  detached  eight  waggons  from  the  tail  of  my 
train.  The  engine  then  drew  out  12  waggons  on  to 
the  "  down  "  line,  and  I  rode  on  the  fifth  waggon  in 
order  to  uncouple  seven  which  were  to  be  put  back 
into  the  sidings  of  the  "  down  "  side. 

Charles  Clark^  under  guard  of  the  6.50  a.m.  down 
train  from  Stewart's  Lane  on  the  31st  August,  was 
next  called.  Clark  having  been  warned  that  as  he 
is  implicated  by  the  previous  evidence,  and  having 
held  the  points  which  turned  the  goods  train  on  to 
the  road  that  the  passenger  train  was  travelling  on,  is 
infoimed  that  he  need  not  give  any  evidence  unless  he 
desires  to  do  so,  and  a  question  being  put  to  him,  he 
states : — That  he  has  been  13  weeks  in  railway  com- 
pany's service,  and  five  weeks  doing  duty  as  second 
guard,  and  the  rest  of  the  time  as  shunter  at  the 
sorting  sidings  at  Heme  Hill.  I  hold  the  points  for 
the  goods  train  to  pass,  thinking  the  head  guard 
called  to  me  to  do  so.  I  would  prefer  not  deciding 
on  giving  any  further  evidence  till  to-morrow. 


The  inquiry  was  here  adjourned. 


Second  Day. — Inquiry  resumed. 


This  evidence  was  given  to  the  Coroner.     I  attended  the  court  in  compliance  with 
the  Coroner's  application  and  orders  of  Board  of  Trade. 


Charles  Clark^  under  guard  of  the  6.50  a.m.  down 
goods  train  from  Stewart's  Lane  on  the  31st  August, 
said : — When  the  goods  train  arrived  at  Sittingbourue 
it  stopped  on  the  **  down "  road,  and  the  signalman 
gave  instructions  that  it  was  to  be  put  into  Sheerness 
siding,  which  is  on  the  down  side  of  the  line.  I  rode 
in  the  last  van  of  the  train,  and  the  head  guard  was 
in  the  van  in  front  of  me.  The  engine  was  uncoupled 
and  went  across  to  the  up  side  to  do  some  shunting. 
I  held  the  points  at  the  up  side  of  the  line  for  the 
engine  to  push  some  trucks  through  on  to  the  siding 
next  the  up  road.  The  foreman  shunter  told  me  to 
hold  the  points.  I  do  not  I'ecollect  who  held  the 
points  of  the  cross-over  road  from  the  down  line  at 
this  time.  The  foreman-porter  went  down  the  sid- 
ing with  the  head-guard  to  hook  on  some  waggons. 
The  engine  then  came  out  with  some  waggons  and 
went  across  on  to  the  *^down"  line  and  knocked 
four  trucks  on  to  the  "  down "  line,  and  I  held  the 
safety -points  for  the  engine  to  pass  out  from  the  up 
sidings  on  to  the  down  road.  The  engine  then  went 
to  pick  up  some  more  trucks  in  the  down  sidings, 
and  I  do  not  recollect  doing  anything  at  this  time. 
The  engine  then  came  and  picked  up  the  four  wag- 
gons that  were  on  the  down  road,  and  I  coupled  up 
the  four  waggons  to  the  rest  of  the  train,  and  they, 
with  some  others,  were  put  into  one  of  the  sidings  at 
the  down  side.  I  cannot  recollect  which.  The  engine 
then  went  with  some  tiiicks  attached  to  her  into  the 
Sheerness  sidings,  and  I  coupled  the  part  of  the  goods 
train  that  had  been  left  there  on  to  the  rest  of  the 
train,  and  uncoupled  12  as  the  head-guaid  told  me  to 
do.  The  ti'ain  then  pulled  out  on  the  down  main  line 
and  I  followed  her,  riding  on  the  last  waggon  of  the 
train.  The  head  guard  was  riding  on  one  of  the 
waggons  nearer  to  the  engine.  I  believe  the  foreman 
porter  was  in  the  yard  at  this  time,  but  I  did  not  see 
where  he  was.  The  head  guard  signalled  for  the 
train  to  pull  up  when  it  got  on  the  down  line.  I 
think  it  went  about  12  yards  beyond  the  cross-over 
to  the  up  side.  I  saw  the  head  guard  get  down  and 
go  under  between  the  trucks  to  uncouple  some.  I 
believe  be  uncoupled  seven,  and  as  he  was  getting 
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out  I  thought  I  heard  him  call  to  mo  to  hold  the 
points.  He  did  not  say  which.  I  knew  the  trucks 
were  intended  for  the  back  road  at  the  down  side,  but 
I  made  a  mistake  and  caught  hold  of  the  lever  of  the 
points  that  lead  across  from  the  down  line  to  the  sidings 
of  the  up  side.  I  think  I  knelt  on  the  lever.  I  heard 
the  head  guard  calling  to  me,  but  this  was  not  till  the 
wa^^gons  had  gone  across  the  road  on  to  the  up  line. 
I  did  not  see  the  passenger  train  till  the  trucks,  which 
were  shunted  very  slowly,  had  come  to  stand.  At 
this  time  I  saw  the  passenger  train  about  200  yards  off. 
I  have  been  13  weeks  in  railway  service  and  5  weeks 
a  second  guard.  During  these  5  weeks  I  had  fre- 
quently held  the  points  at  the  several  stations  where 
shunting  had  to  be  done.  It  was  always  by  order 
that  I  held  the  points,  from  either  my  head  guard  or 
the  foreman  shunter.  During  the  8  weeks  previous 
to  my  being  appointed  second  guard  I  had  been  em- 
ployed as  a  shunter  in  the  Heme  Hill  sorting  sidings. 
When  I  held  the  points  on  the  31st  August,  which 
led  to  the  accident,  I  believed  and  do  believe  that  I 
was  ordered  to  do  so  by  the  head  guard,  but  I  made 
a  mistake  in  taking  hold  of  the  lever  of  the  wrong 
points.  I  had  had  8  weeks  in  the  sorting  sidings 
at  Heme  Hill,  and  I  suppose  was  considered  quite 
competent  to  do  any  shunting  I  might  be  called  upon 
to  do  at  any  time.  I  had  worked  this  train  (6.50 
down  from  Stewart's  Lane)  before — four  times  before 
the  accident ;  three  times  that  same  week,  and  once 
in  a  previous  week,  and  had  worked  back  with  the 
same  each  time.  The  train  on  the  down  journey 
always  stopped  at  Sittingbourne,  and  the  same  train 
on  return  stopped  there.  Shunting  was  done  during 
the  stoppages,  generally  about  half  an  hour's  work. 
I  had  held  points  there,  but  not  many.  I  had  worked 
with  the  6.45  p.m.  train  from  London  to  Faversham 
and  back.  This  train  stops  at  Sittingbourne  and 
does  shunting  there,  and  I  have  assisted  in  its  per- 
formance. No  one  complained  of  the  way  in  which  I 
did  my  shunting.  Have  worked  the  6.15  p.m.  from 
Stewart's  Lane  to  Blackfriars  and  Heme  Hill  sorting 
sidings,  and  the  train  that  comes  from  Heme  Hill 
sorting  sidings  to  Camberwell  in  the  morning  and  back, 
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and  from  Stewart*s  Lane  in  the  evening.  Have  worked 
with  this  train  about  3^  weeks.  Ran  a  pilot  one 
Saturday  night  from  Heme  HiU  sorting  sidings  to 
Beckenham  and  back.  Was  working  as  second  guard 
on  each  of  these  occasions;  I  was  looking  at  the 
guard  when  he  came  out  from  under  the  trucks  and 
thought  he  called  to  me.  The  guard  was  running 
towards  me  and  called  me  back.  Had  not  got  hold 
of  the  points  when  the  guard  came  out  from  under 
the  train.  I  was  looking  away  from  the  line  over  the 
fields,  with  my  back  to  the  trucks ;  was  not  looking 
at  anything  in  the  fields  particularly. 

William  Burderiy  foreman  of  the  goods  department 
at  Sittingboume,  gave  evidence  as  follows : — I  was  in 
charge  of  the  shunting  at  the  time  of  the  collision 
on  Saturday  morning,  August  31.  The  6.50  goods 
train  from  London  arrived  at  Sittingboume  at  12.15 
noon.  I  put  the  train  in  the  Sheemess  siding  under 
the  arcade.  I  then  gave  the  driver  a  written  order 
to  do  some  station  shunting. 

Alfred  Love^  the  engine-driver,  recalled,  said  that 
in  speaking  on  Monday  of  the  order  as  a  verbal  one, 
he  had  forgotten  the  fiicts.     It  was  a  written  order. 

Burden^ s  examination  was  then  continued.  He 
said : — I  have  not  a  copy  of  the  order.  Its  effect 
was  to  put  over  seven  waggons  from  the  down  siding 
to  the  up  siding,  and  bring  four  waggons  from  the 
up  siding  and  put  them  in  the  down  siding.  We 
completed  our  shunting  according  to  the  order.  The 
signalman,  Gambell,  put  out  a  red  fiag  as  a  signal 
that  he  wanted  the  up  line.  As  soon  as  the  engine 
of  the  goods  train  was  clear  of  the  up  line  she  blew 
three  whistles  as  a  signal  that  we  had  finished  with 
it.  Then  we  went  back  on  the  goods  train  in  the 
Sheerness  siding,  bringing  out  in  all  12  waggons.  I 
told  Moden,  the  guard,  to  put  off  seven  waggons  in 
the  back  road  of  the  down  siding,  and  that  I  would 
hold  the  back  road  points,  if  he  would  tum  the 
waggons  into  the  siding.  He  answered  me  **  all- 
right."  I  was  then  standing  at  the  signal-box  with 
the  guard  Moden.  I  went  to  the  back  road  points  of 
the  down  siding  accordingly.  I  held  the  points, 
waiting  for  the  waggons  to  come  back.  On  my 
hearing  the  engine  "  beat "  (z.e.,  show  that  it  was 
starting  forward  or  backward),  and  not  seeing  the 
guard  at  the  points,  I  let  go  the  back  road  points 
and  went  forward  to  see  where  the  guard  was. 
Then  I  saw  the  under  guard,  Clark,  sitting  on  the 
cross-over  road  points  leading  to  the  siding.  He 
was  sitting  on  the  handle  of  the  points  leading  to 
the  goods  shed  of  the  up  siding — ^that  is,  the  points 
which  lead  across  the  line.  I  saw  at  the  same  moment 
the  up  train  running  round  the  curve.  It  was  the 
cheap  fast  express.  I  called  as  loud  as  I  was  able. 
I  shouted  with  all  my  might,  and  ran  in  the  direction 
of  the  under  guard,  Clark,  telling  him  to  let  go  the 
points.  I  asked  him  if  he  did  not  see  the  up  train 
running  into  him.  I  also  saw  tiie  head  guard,  Moden, 
running  towards  Clark,  and  heard  him  telling  Clark 
to  let  go  the  points.  I  saw  that  where  the  guard, 
Moden,  had  unhooked  his  waggons,  he  was  getting 
between  the  couplings,  trying  to  hook  them  on  again 
where  he  had  uncoupled  them.  He  could  not  do  it. 
In  about  a  second  the  train  ran  into  the  first  two 
waggons  that  were  across  the  hue. 

The  Coroner. — What  happened?  —  It  knocked 
several  carriages  off  the  road,  killed  several  people,  and 
injured  others. 

How  far  were  you  from  Clark  when  you  first  called 
to  him  ? — About  200  yards,  Sir, 

Was  it  his  duty  to  take  that  point  ? — No,  Sit. 

It  was  not  ? — ^No,  Sir. 

Where  did  you  first  see  the  express  ? — I  could  not 
say  the  exact  distance.  I  could  see  no  bridge  where 
I  was.     The  express  was  about  300  yards  off. 

By  Mr,  JUTIntyre, — We  had  completely  finished  all 
the  shunting  that  was  to  be  done  on  the  up  line  seven 
or  eight  minutes  before  the  accident  occurred.     None 


of  the  shunting  upon  which  wo  were  engaged  on  the 
down  line  would  in  any  way  interfere  with  the  up 
line.  It  would  leave  the  up  line  perfectly  safe  and 
clear  for  the  passage  of  trains  alon]g  it.  I  have  been 
engaged  nearly  three  years  on  railways,  and  I  have 
been  shunting  within  about  two  months  from  the  time 
I  started.  In  shunting  these  waggons  back  to  where 
I  intended  them  to  go,  the  back  road  in  the  goods 
yard,  there  were  two  sets  of  points  to  be  worked  at 
the  same  time.  The  one  set  I  intended  to  work 
myself.     I  had  it  in  my  hand. 

Whose  duty  was  it  to  work  the  other  set  ? — ^The 
head  guard,  Moden,  had  arranged  with  me  to  do  it. 

Had  that  been  done  could  any  accident  have  oc- 
curred?—No,  Sir.  The  points  I  held  were  those 
leading  into  the  back  road.  They  were  about  90 
yards  from  the  other  points  that  ought  to  have  been 
turned.  The  waggons  that  were  to  come  into  the 
back  road  line  would  travel  along  the  main  line  till 
they  reached  the  points  which  Moden  ought  to  have 
turned.  When  I  first  heard  the  engine  beat,  the 
goods  train  was  betwewi  300  and  400  yards  from  me. 
Between  the  place  at  which  the  goods  train  was  then 
and  the  points  which  Moden  ought  to  have  tumed. 
there  were  other  points  —  the  cross-over  points. 
Those  are  a  considerable  distance  from  the  points 
which  would  have  tumed  the  waggons  into  the  siding. 
If  the  cross-over  points  had  not  been  interfei-ed  with, 
the  goods  train  would  have  run  along  the  main  down 
line  until  it  would  have  come  to  Moden's  points,  when 
it  would  have  been  turned  off  from  the  mcdn  down 
line  into  the  siding.  That  wa^  what  was  intended  by 
myself  and^  Moden.  Clark  had  no  right  to  interfere 
with  any  of  the  points  without  instructions  from  me 
or  from  Moden. 

Did  you  give  Clark  any  instructions  whatever  as  to 
meddling  with  the  points  ? — ^No,  Sir,  I  did  not  even 
know  he  was  down  that  way  at  all.  The  cheap  fast 
train  was  nearer  to  the  station  than  the  distance-signal 
when  I  first  saw  it. 

By  Mr.  Hendrihs, — I  have  been  in  the  employ  of 
the  Cpmpany  two  years  and  nine  months.  I  began  as 
a  porter  at  Faversham.  I  have  been  12  months  fore- 
man of  this  yard.  I  act  under  printed  instractions. 
I  have  not  got  them  with  me. 

The  "  General  Instructions,"  dated  1867,  were  then 
put  in  by  Mr.  M*Intyre. 

The  witness  said  the  copy  was  similar  to  that  under 
which  he  acted. 

At  Mr.  Hendrik's  request,  he  turned  to  the  page 
in  the  book  which  directs  shunting  operations  (p.  69). 

Mr.  Hendriks. — ^At  page  69  in  the  book,  paragraph 
234,  is  this: — "The  forming  of  trains,  shifting  of 
waggons,  &c.,  must  be  conducted  by  the  foreman  or 
he^  porter  only,  and  under  proper  precautions." 
"  Only  "  is  printed  in  thicker  letters.  Is  that  so  ? — 
Yes,  Su". 

Did  vou  know  Clark  before  this  day  ? — I  had  seen 
him  before. 

Had  he  ever  done  any  work  before  ? — ^Yes,  Su*,  I 
am  positive  he  had  worked  in  the  yard  before.  I  am 
not  sure  whether  it  was  on  Thursday  or  Friday. 

Are  you  sure  he  had  handled  any  points  at  all  in 
that  yard  before  ? — ^Yes,  Sir^  positive. 

Uiider  whose  direction  ? — Under  mine. 

In  answer  to  further  questions  the  witness  said, — 
Moden  asked  me,  when  we  were  standing  together  at 
the  end  of  the  platform,  where  I  would  have  the 
trucks.  I  said  to  him,  "  In  fhe  back  road  on  the 
down  side."  Clark  had  attended  to  some  other  points 
that  morning  under  my  directions  in  doing  the  station 
shunting.  These  cross-over  road  points  had  been 
used  that  morning  by  me.  Clark  had  not  handled 
them.  I  cannot  say  what  actuated  Clark  to  open 
these  wrong  points.  There  is  no  padlock  on  the 
lever  of  these  points.  Any  evil-disposed  person  could 
go  and  put  the  points  over.  They  would  fall  back. 
I  cannot  say  whether  he  would  put  a  stone  under  to 
hold  them.  He  could  put,  if  not  a  stone,  anything 
which  would  be  strong  enough  to  hold  them.    There 
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is  no  precaution  ti&ea  to  prevent  improper .  persons 
from  moving  the  points.     They  are  not  fiswtened. 

Colonel  Rich, — Are  those  cross-over  points  within 
sight  of  the  signalman  ? — Yes. 

Has  he  to  look  after  them  ? — I  cannot  say. 

Who  has  charge  of  them  ? — (The  witness  made  no 
answer.) 

Who  oils  them  ? — A  passenger  porter. 

Have  you  any  charge  of  them  ? — ^No,  Sir. 

Do  you  see  they  are  right  when  doing  the  shunting 
work  ? — ^Yes,  Sir. 

Can  those  points  be  manipulated  by  every  one? 
Can  every  one  walk  about  the  yard  ? — ^No  one  is 
allowed  to  walk  about  the  yard. 

Would  you  allow  the  points  to  be  handled  ?— No, 
Sir. 

Would  you  prevent  any  one  f^om  handling  them  ? 
—Yes,  Sir. 

When  you  are  doing  shunting  operations  with  such 
a  train  as  the  goods  train,  is  it  you  who  give  the  orders 
what  trucks  to  take  on  and  put  off  ? — What  trucks  to 
take  on.     He  knows  what  to  take  off. 

Do  you  direct  him  where  to  place  trucks  that  are  to 
be  taken  off,  and  also  what  trucks  are  to  be  taken 
off  p_ Yes,  Sir. 

The  moving  of  these  often  involves  the  moving  of 
other  things  in  the  yard.  Do  you  tell  him  where  to 
move  them  ? — ^Yes. 

Who,  after  the  instructions  are  given,  does  tl\e 
shunting  ? — There  are  myself  and  a  man  in  the  station 
to  do  the  shunting.  The  driver  moves  the  engine  as 
directed  by  the  guard.  I  give  the  guard  the  orders, 
and  the  man  employed  in  the  yard  holds  the  points.  In 
this  case  this  man  was  at  dinner.  He  was  not  on  the 
spot.  The  guards  that  are  with  the  train  do  as  fol ' 
lows: — The  head  guard  unhooks  and  hooks  on  the 
waggons,  and  the  under-guard  sees  that  they  do  not 
run  back  too  far. 

Do  the  guards  never  hold  the  points  ? — ^Very  seldom. 
Sometimes,  when  it  is  necessary. 

Then  how  came  you  to  let  these  guards  do  it  this 
morning,  for  it  seems  that  both  had  done  it  before  the 
accident  took  place? — ^Because  I  was  by  myself.  I 
let  them  do  it  Uiat  day  because  there  was  nobody  else. 
In  such  cases  the  guard  does  it,  and  sometimes  the 
under-guard. 

How  came  you  to  let  the  two  of  them  do  it  ? — The 
under-guard,  perhaps,  acted  under  the  instructions 
of  the  head-guard. 

Are  you  sure  that  you  are  right,  because  I  do  not 
see  any  regulation  in  you  *  book,  and  I  do  not  know 
any  railway  in  the  kingdom  in  which  guards  do  not 
assist  in  holding  the  points  ? — They  always  do  assist 
me  if  there  is  no  one  there.  But,  as  a  rule,  my  man 
and  I  do  all  the  shunling. 

When  the  two  are  there  ?— We  do  not  want  anyone 
to  assist.  The  guards  do  not  hold  the  points  then. 
I  did  not  hear  the  guard  Moden  give  orders  to  Clark 
to  hold  the  points. 

How  did  Clarke  come  to  hold  them  before  ? — 
Because  I  told  him  to  hold  them. 

You  had  told  Clarke  to  hold  points  that  day  ? — 
Yes,  Sir. 

Which  points  did  you  tell  Clarke  to  hold  that  day  ? 
— The  turn-out  points  on  the  main  line. 

By  Mr.  Hendriks  and  Colonel  Rick. — There  is  no 
connexion  at  all  between  these  cross-over  points  and 
the  signal-box,  or  the  signal. 

By  the  Jury. — ^The  cross-over-points  are  entirely 
unprotected.  The  footpath  is  between  the  cross-over 
points  and  the  points  leading  to  the  down-siding.  I 
have  often  seen  boys  playing  on  the  footpath  and  have 
warned  them  off. 

Jacob  Modeuj  the  head  guard,  was  then  recalled. 

Colonel  Rich. — ^You  gave  evidence  that  you  gave 
the  signal  to  the  driver  to  push  these  waggons  back 
that  had  been  uncoupled.  How  did  you  give  the 
signal  ? — By  my  arm. 

Why  did  you  call  him  back  before  the  points  were 
properly  set  ? — I  meant  to  hold  them  myself. 
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If  you  were  going  back,  why  did  you  not  do  so, 
and  push  the  fellow  off  the  points  ? — ^Aft;er  I  saw  I 
could  not  do  any  good,  I  rushed  into  the  up-road. 

Is  it  not  a  rule  that  before  you  call  a  driver  back  to 
shunt  you  must  see  that  the  points  are  properly  set  ? 
Must  not  the  signalman  do  so,  and  were  you  not  the 
signalman  for  the  driver  ?  Why  did  you  call  him 
back  before  the  points  were  properly  set  ? — I  called 
him  back,  intending  to  set  the  points  myself. 

You  would  have  reached  the  cross-over  points 
before  the  points  you  had  to  set  ? — ^Yes. 

You  gave  the  order  when  the  waggons  were  a  long 
way  in  mmi  of  you,  and  before  you  began  to  run  ? — 
Yes. 

Were  you  standing  where  you  uncoupled  ? — ^Yes,  I 
believe  so. 

And  you  gave  him  a  signal  toptish  back  ? — ^Yes. 

And  he  started  these  seven  waggons  ahead  of  you, 
and  you  gave  him  a  signal  to  push  these  waggons, 
seven  of  them  being  ahead  of  you  ? — ^I  believe  I  was 
some  two  or  three  from  where  I  uncoupled. 

Still,  you  were  not  in  a  place  where  you  could  set 
the  points ;  for  otherwise  you  must  have  passed  this 
place  where  the  under  guard  was  sitting  ? — ^I  could 
not  reach  there  in  time  to  push  him  off. 

If  you  had  not  given  the  signal  to  the  driver  to 
push  back,'  this  could  not  have  happened.     Could  it  ? 

The  Coroner. — What  do  you  say  to  that  ? — Well, 
it  is  hard  for  a  man  that ;  because  he  signals  to  the 
driver  when  he  knows  there  is  plenty  of  time  to  get 
there.  I  should  have  got  there,  if  he  had  not  taken 
the  waggons  across. 

Colonel  Rich, — It  is  120  yards  from  the  place 
where  you  gave  the  order  to  those  points.  Can  you 
run  the  last  70  yards  quicker  than  the  first  50  ? — 
Well,  fi-om  where  I  was  I  could  have  got  to  the  points 
in  a  minute  or  two. 

Do  not  you  know  that  you  should  not  have  given 
that  driver  the  signal  to  push  back  till  the  points 
were  ready  for  him  ? — WeU,  I  could  not  be  with  the 
train  and  be  there  too.    1  went  down  with  the  train. 

Why  could  you  not  have  uncoupled  the  waggons, 
gone  to  the  points,  and  then  given  the  signal  ?  That 
was  your  proper  way  of  doing  the  work. 

T%e  Coroner. — What  is  your  answer  to  that? — I 
cannot  answer  in  that  way  ;  only  in  the  ordinary 
way  of  railway  work,  when  shunting  operations  ai-e 
going  on,  there  is  often  a  signal  given  by  the  guard 
and  other  people  before  they  actually  get  to  the 
points.  That  is  all  I  can  say,  when  I  know  that  I 
could  have  got  to  that  point  if  he  had  not  turned  the 
train  over. 

Colonel  Rich. — ^But  the  foreman  porter  told  you 
to  hold  these  points  ? — ^No,  he  told  me  where  to  put 
the  vracgons,  and  I  knew  there  were  two  pairs  of 
points  leading  to  the  sidings  where  he  wanted  the 
waggons,  and  I  was  going  to  hold  one  set  while  he 
held  the  others. 

Could  not  the  under  guard  have  held  the  others  ? — 
He  could  have  if  he  had  been  ordered. 

Was  it  not  more  proper  for  you  or  the  foreman 
porter  to  hold  the  main  line  points  ? — That  is  what 
I  expected  to  do. 

Then  why  did  you  give  the  signal  to  push  back 
before  you  held  the  points  ? — Because  there  was 
plenty  of  time  for  me  to  get  back. 

Mr,  Hendriks, — You  would  have  ridden  on  the 
trucks  ? — ^No,  Sir,  I  should  have  run. 

Colonel  Rich. — You  would  not  only  have  had  to 
run  as  &st  as  the  trucks  went,  and  tJiey  sometimes 
go  very  fast  when  they  fly  shunt,  but  you  were  to 
outrun  seven  trucks.  The  points  where  you  saw  the 
waggons  turning  were  only  50  yards  from  the  other 
points,  and  you  could  not  hiave  run  all  the  way  idong 
those  seven  waggons  and  the  other  50  yards  in  time. 
How  could  you  have  got  to  that  other  point  in  the 
time  by  which  the  waggons  would  have  run  it. 

By  Mr.  M'Intyre  (through  the  Coroner). — ^The 
driver  was  shunting  gently.  There  was  nothing  rash, 
nothing  wrong. 
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By  Colonel  Rich. — I  did  not  call  to  the  under 
guard  to  hold  the  points. 

Burden^  foreman  porter,  recalled,  and  examined  by 
Colonel  Rich. — I  directed  the  seven  trucks  to  be 
shunted.  I  knew  they  had  to  be  uncoupled.  I  left 
that  to  the  head  guard.  I  expected  the  head  guard 
to  hold  the  points.  It  was  the  under  guard's  duty 
to  scotch  up  the  waggons.     He  had  held  other  points. 

Would  he  not  have  done  very  well  to  hold  the 
points  in  the  back  yard  while  you  held  those  on  the 
main  line  ?  Why  did  you  not  hold  those  on  the  main 
line  ? — Because  it  was  arranged  between  him  and  me 
that  he  should  do  that,  he  being  nearer  them.  The 
engine  would  go  slow.  I  expected  him  to  set  the 
points  before  calling  the  engine  back. 

By  Mr,  MIntyre, — In  shunting  back,  the  driver 
would  be  shunting  against  the  gradient. 

Charles  Clark  was  now  recalled. 

By  Mr.  M^Jntyre. — ^I  received  a  very  good  char- 
acter from  Messrs.  Hall  at  Faversham  to  the  Company. 
There  is  much  shunting  at  Heme  Hill,  and  I  received 


instructions  during  the  eight  weeks  I  was  there.  I 
was  afterwards  working  to  Stewart's  Lane,  where 
there  is  much*  shunting,  but  not  for  guards.  I  was 
mostly  on  night  work,  I  came  down  to  Faversham 
vnth  the  6.4.5  p.m.  twice,  which  is  something  similar 
to  this  train.  We  had  shunting  to  be  done  at  various 
stations  on  the  line.  I  was  at  Sittingbourne  four 
days  before  the  accident,  and  had  some  shunting 
there.  I  shunted  13  times  there,  seven  coming  up 
and  six  going  down.     I  am  slightly  hard  of  hearing. 

To  the  Coroner. — I  have  no  difficulty  in  hearing 
you. 

By  Mr.  Hendriks.-^Our  hearing  is  not  tested  in 
any  way  at  the  yard.  I  do  not  know  who  promoted 
me  to  be  guard  after  eight  weeks'  shunting.  I  believe 
they  were  short  handed  of  guards.  I  got  a  rise  in  pay 
of  Is.,  and  that  made  my  wages  22s.  a  week.  I  stUl 
think  I  heard  the  head  guard  say,  *^  Pull  the  points 
over."  I  have  not  had  any  conversation  with  the 
guard  since  the  accident.  Having  heard  that  he 
denies  giving  the  instructions,  I  still  think  he  gave 
them. 


The  evidence  as  to  the  position  of  the  passenger  train,  when  the  engine  driver, 
fireman,  and  guards  in  charge  of  this  train,  the  signalman  at  Sittingbourne  station  and 
the  servants  who  were  attending  to  the  goods  train,  became  aware  of  the  danger, 
does  not  quite  agree  as  satisfactonly  as  could  be  desired. 

I  have  since  taken  the  evidence  of  the  fireman  of  the  goods  train,  which  I  attach, 
together  with  the  following  extracts  relating  to  this  collision,  taken  from  the  evidence 
given  to  the  Coroner,  when  I  was  not  in  court,  which  bear  on  the  subject. 


James  Frost,  fireman  of  the  gopds  train  at  Sitting- 
bourne on  the  3 1st  August : — I  first  saw  the  passenger 
train  when  it  was  about  150  yards  from  the  trucks, 
my  engine  had  pushed  across  the  main  line.  This 
was  before  my  driver  whistled.  At  this  time  I 
noticed  the  stop-signal  at  the  station  at  "all-right," 
and  as  1  was  turning  round  I  saw  it  thrown  up  in 
the  face  of  the  driver  of  the  passenger  train.  I  think 
the  passenger  ti*ain  was  running  at  40  to  -.  o  miles  an 
hour  at  the  time.  I  was  on  the  left  or  ihe  rear  side 
of  the  engine,  and  I  saw  Clark,  the  under-guard,  who 
was  at  the  same  side  of  the  train,  give  me  a  signal 
to  push  back,  and  my  mate  Alfred  Love  said  he  got 
a  signal  to  push  back  from  Moden,  who  was  at  the 
6-ft.  side.  After  I  gave  the  signal  to  my  driver  to 
pusli  back  and  the  trucks  had  got  into  motion, 
I  noticed  that  Clark  had  pulled  the  wrong  points, 
so  I  told  my  mate,  and  he  stoppe^l  the  engine,  and  I 
put  the  break  on.  If  it  had  not  been  for  my  noticing 
the  points  wrong  when  I  did  the  trucks  would  have 
been  pushed  hard  enough  to  run  into  the  siding 
under  the  arcade  at  the  down  side.  I  have  been 
passed  fireman  for  f(\ur  months,  and  going  on  for  four 
years  in  the  Company's  service.  I  did  not  see 
Moden  from  the  time  we  came  on  the  down  line 
when  the  trucks  were  uncoupled  until  after  the 
accident. 

The  engine-driver  of  the  goods  train  stated  : — I 
had  a  signal  from  my  mate,  Samuel  Frost,  to  knock 
the  trucks  up.  1  slightly  touched  them,  when,  seeing 
the    error  of    the    under-guard, — the  trucks   going 


across  the  main  line,— I  called  to  the  head  guard 
Moden  and  told  him  the  up  train  was  on,  and  went 
back  a  little  way  with  my  train  to  try  and  let  him 
catch  the  trucks  on  again  which  had  been  uncoupled. 
Finding  he  did  not  do  so,  that  he  could  not  do  so  as 
he  had  not  time,  I  ran  ahead  with  the  trucks  I  had 
on  the  engine,  and,  looking  up,  saw  the  train  coming 
through  the  bridge  200  yanls  off  or  more.  I  ran 
ahead  and  blew  my  big  whbtle  to  warn  the  driver  of 
the  express  train. 

Jacob  Moden^  the  head  guard,  stated : — I  then  saw 
Clark  pull  or  hold  over  the  cross-over  points  leading 
from  the  down  main  line  across  the  up  line  to  the 
sidings  on  the  up  side  that  crossed  the  up  main  line. 
I  called  out  to  him,  but  was  unable  to  get  his  attention. 
I  then  ran  out  on  the  up  road  and  held  up  both  my 
arms  to  the  cheap  fast  train,  which  I  saw  approaching 
at  about  40  miles  an  hour.  I  saw  it  first  about  100 
or  200  yards  off  this  side  of  the  distant-signal. 

Signalman  Ganibell  stated : — ^I  saw  a  man,  I  could 
not  distinguish  whom,  go  and  take  hold  of  the  lever 
of  the  cross-over  points.  I  immediately  took  my 
red  flag  and  waved  it  violently  across  the  up  main 
line,  and  threw  up  my  signals,  to  endeavour  to  stop  the 
second  part  of  the  cheap  fast  train.  At  this  time  two 
or  more  trucks  were  standing  on  the  cross-over  road. 
I  saw  the  express  coming  apparently  under  Murston 
bridge. 

[He  again  stated,  in  answer  to  a  question,  "I 
threw  up  my  signals  when  I  saw  the  steam  at 
Murston  bridge.  "J 


Now  Murston  bridge  is  534  yards  further  from  Sittingbourne  station  than  the  up 
distant-signal,  and  if  this  signal  had  been  put  to  "danger  "at  this  time,  as  the 
signalman  stated  it  was,  the  engine-driver  of  the  passenger  train  could  have  seen  it 
and  could  have  stopped  his  train.  Every  other  evidence  affirms,  and  I  have  no 
doubt  truly,  that  the  up  distant-signal  was  at  "all  right"  when  the  passenger  train 
passed  it. 

On  the  day  previous  to  Gambell  giving  liis  evidence  to  the  Coroner,  he  had  told 
me  that  he  thought  the  passenger  train  was  about  at  the  distant-signal  when  he  threw 
up  his  signals. 
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Burden,  the  foreman  of  the  goods  department,  who  was  engaged  with  the  goods 
train,  and  was  in  such  a  position  that  he  could  observe  what  was  passing,  says :  that 
he  heard  the  beat  of  the  goods  engine  when  it  commenced  to  push  back  the  trucks, 
and,  as  he  saw  no  one  at  the  points  leading  to  the  down  siding,  he  went  forward,  and  then 
saw  Clark,  the  under  guard,  sitting  on  the  lever  of  the  points  which  led  across  the  up 
line.  He  says  he  was  200  yards  from  Clark  at  this  time  and  300  yards  from  the 
express.  This  would  place  the  express  only  about  120  yards  from  the  point  of 
collision  at  the  time  that  the  goods  trucks  were  being  shunted  back.  The  statements 
of  men  as  to  distance,  position,  and  speed  at  times  of  such  intense  excitement,  cannot 
always  be  relied  on.  I  examined  many  of  the  men  on  the  ground  of  the  accident, 
and  made  them  point  out  the  places  before  taking  their  evidence.  There  can  be  no 
doubt  that  the  passenger  train  was  inside  the  distant-signal  before  any  alarm  of  danger 
by  signal  or  otherwise  was  given.  I  believe  that  the  first  alarm  was  when  the  engine- 
driver  of  the  "  cheap  fast "  saw  the  guard  on  the  up  line  in  front  of  him,  holding  up  his 
arms.  I  think  the  passenger  train  was  within  200  yards  of  the  place  were  it  struck  the 
,  goods  train  at  this  time.  The  evidence  of  the  guards  and  of  the  foreman  of  the  yard  lead 
me  to  the  same  conclusion.  The  engine-driver  of  the  passenger  train,  immediately  after 
seeing  the  guard,  observed  the  home-signal  to  be  at  "  danger,"  which  had  previously 
been  at  "  all  right ;"  and  then  he  saw  the  goods  waggons  across  the  road.  He  could 
not  have  seen  them  before,  owing  to  the  before-mentioned  curve  in  the  railway. 
He  was  running  into  Sittingboume  station  at  a  speed  of  35  to  40  miles  an 
hour,  believing,  from  having  seen  the  signals  at  "  all  right,"  that  the  road  was 
clear ;  and  he  must  have  been  surprised  to  see  the  guard  waving  his  arms.  I 
do  not  believe  that  he  could,  under  these  circumstances,  have  applied  a  continuous 
break  before  his  train  had  run  over  more  than  half  the  distance  towards  the 
obstruction.  Continuous  breaks  take  some  seconds  to  act.  Late  trials  show  that 
stoppages  have  been  made  under  200  yards  with  trains  travelling  at  40  miles  an  hour, 
but  it  is  a  very  different  matter  stopping  under  circumstances  like  those  at  Sitting- 
boume, and  stopping  where  everything  is  in  the  most  perfect  order  for  trial,  so  as  to  ob- 
tain the  best  results,  and  when  all  the  parties  with  the  train  know  that  the  breaks  are  to  be 
applied,  and  are  ready  waiting  for  a  signal  to  apply  them.  There  is  no  doubt  that  all 
trains  ought  to  be  fitted  with  continuous  breaks,  and  if  the  cheap  fast  up  express 
had  been  so  fitted  I  am  of  opinion  that  although  the  use  of  them  would  not  have 
prevented  the  collision  from  taking  place  it  would  certainly  have  been  the  means  of 
[  materiaUy  diminishing  the  severity  of  the  shock  of  the  collision. 

J  This  deplorable  accident  appears  to  have  been  caused  by  the  neglect  of  the  head 

I  guard  and  a  mistake  of  the  imder  guard  of  the  6.50  a.m.  goods  train  from  Stewart's 

i  Lane. 

The  head  guard  should  not  have  given  the  engine  driver  the  signal  to  shunt  back 

(  the  seven  loose  waggons  until  he  had  placed  the  points  in  the  proper  position  for  the 

!  goods  waggons  to  run  into  the  sidings  at  the  down  side  of  the  line  where  they  were 

intended  to  be  placed ;  and  the  under  guard,  who  had  only  been  13  weeks  in  railway 

service,  should  have  been  more  careful  in  seeing  that  he  laid  hold  of  the  proper  lever. 

By  his  carelessness  in  moving  the  wrong  lever  he  turned  the  goods  waggons  across  the 

line  on  which  the  up  passenger  train  was  running.    The  \mder  guard  was  perfectly 

conversant  with  the  different  roads  and  points,  and  knew  where  the  goods  waggons 

:  were  intended  to  be  shunted. 

This  man's  mistake  is  one  that  has  often  been  made  by  the  most  experienced  and 
best  conducted  pointsmen.    The  collision  could  not  possibly  have  happened  if  these 
J  points  had  been  interlocked  with  the  signals,  and  had  been  worked  from  a  properly 

\  placed  signal-cabin,  in  the  charge  of  the  signalman. 

Sittingboume  station  was  opened  for  passenger  traffic  before  the  interlocking  of 

signals  and  points  was  introduced.     It  was  not  adopted  by  railway  companies,  nor  was 

it  made  a  requirement  of  the  Board  of  Trade  until  some  time  afterwards,  but  it  has 

been  insisted  on  by  the  Board  of  Trade  for  many  years  past  in  the  case  of  all  new 

i'  lines  and  works  submitted  for  inspection  over  which  they  have  control. 

'  I  am  informed  that  the  London,  Chatham,  and  Dover  Railway  Company  had  just 

;  taken  Sittingboume  station  in  hand,  and  were  making  arrangements  to  fit  it  with  the 

i  interlocking  arrangements^  which  are  now  very  generally  adopted,  and  are  a  perfect 

[  security  against  accidents  of  the  present  kind. 

:  The  servants  of  the  railway  company  who  were  in  charge  of  the  passenger  trains 
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the  signalman  on  duty  at  Sittingboume  station,  and  the  engine-driver  and  fireman 
of  the  goods  train,  appear  to  have  done  their  duty. 

I  have,  &c.. 
The  Secretary,  F.  H.  Rich, 

(Eailway  Department,)  Board  of  Trade.  Colonel  B.E. 

Note. — ^There  is  a  public  footpath  across  the  railway  at  the  east  end  of  Sittmgbourne 
station,  which  I  understand  is  much  used  by  children.  The  danger  of  this  footpath 
was  brought  to  my  notice  during  the  investigation.  It  should  if  possible  be  shut  up 
and  a  bridge  be  substituted  for  it. 

Printed  copies  of  the  ubove  report  were  sent  to  tlie  Company  on  21  st  November  1878. 


LONDON,  CHATHAM,  AND  DOVER  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
SiK,  13,  Downing  Street,  London,  S.W.,  12th  December  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  com- 
pliance with  the  instructions  contained  in  the  Order  of  the  30th  ultimo,  the  result  of 
my  inquiry  into  the  circumstances  connected  with  the  accident  which  occurred  on 
the  29th  ultimo  to  the  up  boat  express  passenger  train,  near  Bickley  station,  on  the 
London,  Chatham,  and  Dover  Railway,  from  the  fracture  of  the  leading  axle  of  the 
tender. 

Two  passengers  in  the  train  complained  of  having  been  shaken,  and  one  of  the 
guards  was  somewhat  seriously  hurt,  so  that  he  was  unable  to  attend  at  my  inquiry 
on  the  5th  inst. 

The  tender  of  the  engine  had  one  axle  broken  and  another  bent :  three  holes  were 
madie  in  the  bottom  of  the  tank.  The  break-work  under  it  was  broken.  The  leading 
break-van,  which  was  thrown  off  the  rails  and  over  on  to  its  left  side,  had  one  side, 
end,  roof,  and  imder-carriage  very  much  damaged,  axles  bent,  10-inch  cylinder 
broken,  and  cylinder  and  spring  gear  damaged  and  missing. 

The  composite  carriage  was  off  the  road,  and  had  the  side,  end,  roof,  and  under- 
carriage much  damaged,  axles  bent,  break-work  much  damaged,  leakage  valve  and 
drip-cock  missing. 

JPirst-class  carriage  was  off  the  road :  end  and  side  and  imder-carriage  much  damaged  ; 
axles  bent.     This  carriage  was  only  fitted  with  break-pipes. 

Second-class  carriage  :  under-carriage  damaged,  8-inch  cylinder  broken,  and  break- 
gear  much  damaged. 

Pirst-class  was  off  the  road :  under-carriage  much  damaged ;  fitted  with  double 
blocks  ;  double  cylinder  broken ;  break-gear  much  damaged. 

Rear  break- van  :  draw-bar  and  break-shaft  bent  and  step-irons  broken.  No  damage 
was  done  to  Westinghouse's  break-gear. 

The  line  about  a  mile  on  the  eastern  side  of  Bickley  station  is  on  an  easy  curve  to 
the  left  of  72  chains  radius,  on  a  rising  gradient  of  1  in  132  for  a  short  distance,  and 
this  is  succeeded  by  a  portion  of  level  Ime.  The  South-Eastern  Railway  crosses  the 
line  by  an  over-bridge  about  61  chains  east  of  Bickley  station. 

^a/^^iSfar^,  engine-driver,  16  years  on  the  London,  were  approaching  Bickley,  that  rate  being  about  45 

Chatham,  and   Dover  Railway,  and  four  years  pre-  miles  an  hour,  and  the  first  thing  that  I  heard  of 

viously  on  the  Great  Eastern  Railway,  states : — I  was  anything  being  wrong  was  as  if  the  tender  had  got 

driving  engine  (Europa)  No.  53  on  the  morning  of  oif  the  rails  ;  then  I  went  to  apply  the  break,  and  I 

the  29&1  November,  which  brought  the  4.15  a.m.  up  felt  that  the  break  had  got  on  before  I  could  apply 

*boat  express  from  Dover.     The  train  consisted  of  it.     I  opened  the  valve,  but  before  I  opened  the  valve 

engine  and  tender,   break-van,   composite  first-class,  I  hcM'd  the  air  blowing  from   the  pipes  under  the 

second-class,  first-class,  and  a  break-van  at  the  tail  of  tender ;  and  if  there  had  not  been  anything  wrong 

the  train,  six  vehicles  altogether,  besides  the  engine  and  under  the  tender  I  ought  not  to  have  heard  that  noise 

tender.     It  was  fitted  with  Westinghouse's  automatic  when  I  opened  the  valve.     I  heard  the  noise  as  if  the 

continuous  break,  applied  to  all  the  vehicles  in  the  tender  had  got  off  the  rails  just  at  the  spot  where  the 

train  with  the  exception  of  the  engine  and  the  first  fish-bolts  at  the  two  opposite  joints  w^re  afterwards 

Ist-class  carriage,  the  third  vehicle  from  the  engine,  and  found  to  have  been  bi-oken,  as  pointed  out  on  inquiry. 

it  had  two  guards,  one  riding  in  the  front  and  the  Up  to  that  time  there  had  not  been  any  diminution 

other  in  the  rear  break-van.     We  left  Dover  at  four  in  the  speed  of  the  train.     I  was  standing  with  one 

minutes  past  ^yq  a.m.,  stopped  at  Chatham,  and  left  foot  on  the  foot-plate  of  the  tender,  and  the  other  on 

there  about  eight  minutes  past  six  a.m.,  somewhat  the  foot-plate  of  the  engine,  and  I  was  not  aware  that 

late.    We  were  running  at  about  our  usual  rate  as  we  there  had  been  any  unusual  movement  of  the  tender, 
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oscillating  from  side  to  side,  before  the  spot  where 
the  fish-bolts  were  brokeil.  I  have  driven  this  train 
frequently,  about  eveir  fourth  day,  fitted  with  the 
Westinghouse  break,  for  more  than  twelve  months, 
and  have  often  had  occasion  during  that  time  to  apply 
the  Westinghouse  break.  I  was  running  with  about 
the  same  amount  of  pressure  for  working  the  Westing- 
house break  as  usual,  and  on  that  morning  it  was 
100  lbs.  pressure.  The  Westinghouse  br^  acted 
very  quickly  on  this  occasion,  as  quickly  as  I  have 
found  it  on  previous  occasions.  I  thought  that  the 
leading  end  of  the  tender  had  dropped  down,  as  the 
fiap  of  the  tender  was  sticking  up :  this  flap  was 
almost  straight  up.  I  think  that  both  leading  wheels 
of  the  tender  were  off  the  rails  from  the  spot  where 
the  fish-bolts  were  broken  up  to  the  under-bridge,  and 
after  passing  it,  the  right  wheel  of  the  tender  got 
under  the  tender  and  threw  it  ofi^  the  i*ails,  so  that  the 
left  wheels  of  the  centre  and  trailing  wheels  of  the 
tender  were  outside  the  left  rail,  and  the  right  wheels 
inside  the  right  rail ;  that  continued  up  to  the  Sonth- 
Eastem  bridge,  through  it,  and  up  to  the  spot  where 
we  stopped.  The  leading  break-van  got  off  the  rails 
half-way  between  the  under-bridge  and  the  South- 
Eastem  bridge :  that  got  off  on  the  left  side  also,  and 
continued  to  run  off  the  rails  until  it  struck  the  brick- 
work of  the  South-Eastem  Railway  over-bridge,  and 
then  the  coupling  between  it  and  the  tender  snapped. 
It  was  the  tender  coupling  that  snapped.  I  think  the 
speed  had  been  reduced  to  about  25  miles  an  hour 
when  the  break-van  struck  the  brickwork  of  the 
bridge.  I  did  not  feel  much  of  a  blow.  The  tender 
was  then  running  off  the  rails.  The  coupling  between 
the  engine  and  the  tender  held  up  the  leading  end  of 
the  tender.  I  did  not  reverse  the  engine,  but  shut  off 
the  steam  and  opened  ^the  break-valve,  but  the  break 
was  self-applied.  The  break-vans  were  also  fitted 
with  the  ordinary  hand-screw  breaks.  I  did  not 
sound  the  whistle.  This  happened  about  20  minutes 
to  7  a.m.  When  we  stopped  I  told  my  fireman  to  run 
up  to  the  signal-box,  and  to  tell  the  signalman  to  block 
both  lines,  and  he  went  at  once.  It  was  a  rather 
thick  morning,  but  not  wet.  After  we  stopped  I 
found  that  the  break  apparatus  under  the  tender  was 
all  pulled  down,  so  that  when  the  engine  and  tender 
broke  away  from  the  train  there  was  nothing  to  stop 
their  progress.  On  examining  the  train  when  it 
stopped,  I  found  that  none  of  the  vehicles  in  the  train 
had  the  break-blocks  pressed  against  the  wheels, 
except  those  on  the  last  break- van.  The  break-gear- 
ing under  some  of  the  vehicles  was  pulled  down,  so 
that  the  break -blocks  could  not  be  put  on  the  wheels ; 
but  I  think  the  break-blocks  had  been  put  on,  on  all 
the  vehicles  fitted  with  them,  up  to  the  time  when 
we  passed  the  under-bridge.  I  felt  that  it  had  been 
put  on.     I  was  forced  forwards  against  the  fire-box. 

Robert  Kebble^  fireman  between  five  and  six  years, 
states  : — I  was  fireman  to  Walter  Stark  on  the  morning 
of  the  29th  November.  All  went  right  with  the  up 
boat  train  until  we  were  approaching  Bickley  station, 
and  we  were  then  running  at  about  45  miles  an  hour, 
the  usual  rate.  The  engine  and  tender  were  running 
very  steadily  until  we  heard  the  noise  of  being  off  the 
road,  when  the  fiap  of  the  tender  was  raised  up,  and 
the  leading  end  of  the  tender  dropped  down.  My 
mate  and  I  noticed  it  about  the  same  time.  The 
patent  break  went  on  before  my  mate  opened  the 
break-valve.  There  was  a  good  deal  of  diminution  of 
the  speed  of  the  train  before  we  struck  the  railway 
bridge,  when  we  might  be  running  about  25  miles 
an  hour.  The  driver  did  not  whistle  nor  reverse 
the  engine.  But  the  engine  and  tender  stopped  some 
distance  from  the  rest  of  the  train.  The  tender  wheels 
were  all  off  the  rails  to  the  left.  I  ran  forward  at 
once  to  the  ballast  pit  signal-box  and  told  the  signal- 
man  to  block  both  roads  and  to  telegraph  for  the  break- 
down gang. 

William  Grayy  guard  between  13  and  14  years, 
states: — I  was  under  guard    of    the  4.15    a.m.  up 


boat  train  from  Dover  on  the  29th  November,  and  I 
rode  in  the  last  break-van.  I  do  not  keep  a 
record  of  the  time,  but  I  believe  the  train  left  Dover 
at  5.3  a.m.,  ran  all  right  to  Chatham,  where  it  stopped, 
and  then  went  on.  The  first  intimation  which  I  had 
that  something  was  wrong  was  that  the  patent  break 
in  my  van  was  put  on  very  sharply,  and  at  that  time 
we  were  running  at  our  usual  rate,  perhaps  between 
40  and  45  miles  an  hour.  This  occurred  somewhat  about 
the  under-bridge  which  is  reached  before  the  South- 
Eastem  Railway  bridge.  I  could  not  say  exactly 
whether  my  van  had  or  had  not  reached  that 
under-bridge.  I  felt  the  patent  break  go  on,  and  it 
continued  on  until  the  train  stopped,  when  I  heard  the 
air  escaping.  My  van  did  not  get  off  the  rails,  and  I 
was  not  aware  that  any  vehicle  was  off  the  rails  before 
we  had  stopped.  I  was  aware  that  something  was 
wrong  from  the  break  going  on,  and  fi*om  hearing 
stones  thrown  up  against  the  under  side  of  the  van. 
I  felt  a  sudden  jerk  back  when  the  front  van  ran 
against  the  brickwork  of  the  South-Eastem  Railway 
bridge,  which  was  immediately  succeeded  by  our  again 
shooting  ahead.  I  did  not  hear  any  whistle.  I  did  not 
attempt  to  put  the  ordinarjf  screw  break  in  my  van  on ; 
we  do  not  do  so  when  ,the  patent*  break  is  made  use 
of.  I  don't  know  the  time  when  the  accident  occurred  . 
After  letting  the  passengers  "out,  and  ascertaining  from 
the  driver  that  he  had  sent  his  fireman  ahead,  I  then 
went  back  to  protect  the  rear  of  my  train.  The  van 
next  the  engine  was  off  the  rails  and  had  turned  round 
and  fallen  over  on  its  left  side,  and  was  lying  on  the 
down  main  line  :  it  had  separated  from  the  tender  in 
front,  and  also  from  the  carriage  behind  it.  The 
composite  next  to  the  front  van  was  also  off  the  rails  to 
the  left,  was  standing  on  its  wheels,  and  had  ran  into 
the  bank.  The  next  vehicle,  a  first-dass,  was  also  off 
the  rails  to  the  left,  but  remaining  coupled  to  the 
composite  in  front  of  it,  and  was  still  standing  on  its 
wheels.  The  next  vehicle,  a  second-class,  was  still  on 
the  rails,  and  remained  coupled  to  the  first-class  in 
front,  and  also  to  the  first-class  behind  it,  whidi, 
however,  was  off  the  rails,  but  that  first-class  remained 
coupled  to  my  van.  I  was  a  little  shaken,  but  nothing 
to  speak  of.  I  think  the  speed  had  been  reduced  to 
20  or  25  miles  an  hour  when  I  felt  the  jerk  caused  by 
the  front  van  coming  in  contact  with  the  brickwork 
of  the  South-Eastem  Railway  bridge.  I  did  not  hear 
any  of  the  passengers  complain  of  being  hurt  at  the 
time. 

William  Collyery  signalman  rather  more  than  twelve 
months,  states  : — I  was  on  duty  at  the  Bickley  ballast 
pit  signal-box  on  the  morning  of  the  29th  November. 
I  saw  the  engine  of  the  4.15  a.m.  up  boat  express  train 
from  Dover  stop  short  of  my  box,  and  the  fireman  at 
once  came  up  to  roe  at  6.41  a.m.  and  told  me  that  the 
train  was  on  its  side,  and  that  I  was  to  block  both  ways 
and  to  telegraph  to  Stewart's  Lane,  London,  for  the 
break-down  gang.  The  next  down  train  was  due  at 
7.6  a.m.     I  blocked  both  lines. 

J,  A,  C.  Hewitty  district  engineer  on  the  London, 
Chatham,  and  Dover  Railway,  states: — I  got  to  the 
scene  of  the  accident  about  9  a^m.,  and  commenced  at 
once  to  examine  the  state  of  the  line,  and  made  notes 
of  the  condition  of  the  train,  and  afterwards  gauged  the 
road,  having  discovered  the  breakages  of  the  fish-bolts.  . 
I  then  walked  back  to  the  railway  bridge  to  see  what 
was  the  general  damage  to  the  line  :  after  that,  I 
walked  towards  Chatham,  and  observed  marks  on  the 
iusid?  of  the  flanges  of  both  rails,  especially  on  the 
low  rail  (the  line  being  on  a  curve),  evidence  that 
something  unusual  had  tok^i  place.  These  marks  were 
quite  fresh.  This  continued  more  or  less  for  about  200 
yards.  The  first  mark  was  about  384  yards  east  of  the 
South- Eastern  Railway  bridge.  169  yards  west  of  this 
first  mark,  I  found  that  the  nuts  of  two  fish-bolts  in  the 
joints  of  the  rails,  opposite  to  each  other,  were  both 
broken, — ^the  first  and  the  last  in  the  left  rail,  and  the 
two  centre  ones  in  the  right  rail,— evidently  by  a  wheel 
striking  the  nuts   and  &e  inside  flanges  of  three  or 
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four  chftirs  under  the  left  rail  had  previously  been  struck  had  to  be  taken  out  and  replaced,  110  chairs  were 

and  marked :  that  could  not  have  been  done,  except  bj  broken,  and  89  fish-plate  bolts  were  also  broken,  and 

a  wheel  out  of  its  proper  position.    The  cross-beams  160  keys  had  to  be  replaced.   The  permanent  way  was 

of  the  under-bridge  were  heavily  marked,  most  of  them  mostly  damaged  after  the  South-£a8tem  Eailway  bridge 

in  two  places.     The  next  thing  was  that  two  rails  had  been  struck.     The    ballast  pit  signal-box  is  S6 

were  broken,  both  in  the  right  ndl.    Nothing  appears  chains  east  of  Bickley  station,  and  the  engine  stopped 

to  have  got  outside  either  rail  until  the  under-bridge  at  63  chains  from  the  station,  and  from  the  station  to 

was  passed.    There  were  two  broken  rails,  39  sleepers  the  first  marks  on  the  rails  is  one  mile  and  six  yards. 

From  the  preceding  statements,  and  from  an  examination  of  the  line  on  the  ground, 
it  appears  that  the  4.15  a.m.  up  b6at  express  from  Dover  to  London  on  the  29th 
November  consisted  of  an  engine  and  tender,  break-van,  composite,  first-class,  second- 
class,  first-class,  and  another  break-van  at  the  tail  of  the  train,  arranged  in  the  order 
in  which  they  are  now  enumerated :  that  it  was  fitted  throughout  with  Westinghouse's 
automatic  continuous  breaks,  with  the  exception  of  the  engine  and  the  third  vehicle 
from  the  tender  (a  first-class  carriage),  which  only  had  a  connecting  pipe,  but  without 
any  break-blocks  or  gearing  under  it.  While  this  train  was  running  at  from  40 
to  46  miles  an  hour  the  leacUng  axle  of  the  tender  suddenly  snapped  and  its  wheels 
dropped  off  the  rails,  and  the  axle  broke  the  connecting  pipe  of  the  break  apparatus, 
and  caused  the  automatic  action  of  the  breaks  to  be  at  once  brought  into  play,  which 
placed  the  bre^-blocks  on  the  wheels  of  the  vehicles  fitted  with  them.  The  centre 
and  trailing  wheels  of  the  tender  and  some  other  vehicle,  including  the  leading  break- 
van,  shortly  afterwards  got  off  the  rails,  and  the  leading  break- van  came  in  contact 
with  the  left  abutment  of  the  bridge  that  carries  the  South-Eastem  Railway  over  the 
London,  Chatham,  and  Dover  line. 

The  tender  coupling  broke  from  the  shock,  and  the  front  break- van  was  then  diverted 
from  the  left  to  the  right  side  of  the  up  line  of  rails,  and  then  twisted  round  and  fell 
over  on  its  left  side,  61  yards  west  of  the  abutment  of  the  bridge  which  it  had  struck. 
The  engine  and  tender  ran  on,  and  stopped  about  180  yards  from  the  same  abutment. 
The  engine  remained  on  the  rails. 

On  examining  the  groimd  after  the  accident  had  occurred,  the  first  thing  which 
attracted  attention  on  the  permanent  way  was  found  about  384  yards  east  of  the 
South-Eastem  Railway  bridge,  in  the  shape  of  fresh  marks  on  the  inside  of  the  flanges 
of  both  rails,  recurring  at  intervals,  especially  on  the  low  rail,  the  line  at  that  part  being 
on  an  easy  curve  to  the  left,  of  72  chains  radius.  These  marks  continued  for  about  169 
yards  forward,  where  two  fish-bolts  out  of  four  that  secured  two  opposite  joints  in  the 
left  and  right  rails  were  found  broken,  the  nuts  having  been  struck  by  wheels,  and 
the  second  chair  ahead  of  the  joint  under  the  right  rail  was  also  broken ;  and  the 
second  and  third  chairs  from  a  joint  on  the  left  ra5[  at  209  yards  from  the  first  mark 
were  also  broken.  Up  to  this  spot,  and  100  yards  beyond  it,  marks  of  wheels  on  the 
chairs  could  be  traced  between  the  rails,  but  nothing  could  be  seen  of  any  wheel 
miarks  outside  the  rails.  At  309  yards  a  chair  under  the  left  rail  was  found  broken, 
and  at  317  yards  an  under-bridge  was  reached,  where  the  seven  cross-beams  that 
carried  the  chairs  and  rails  were  all  heavily  marked,  and  five  out  of  the  seven  had 
two  marks  on  each  beam,  about  two  feet  apart,  between  the  rails. 

At  332  yards  from  the  first  mark,  chairs  under  both  rails  were  broken,  and  at  364 
yards  a  rail  was  found  broken  into  three  pieces,  the  centre  piece  being  about  two  feet 
nine  inches  in  length,  and  at  372  yards  a  second  broken  rail  was  found,  both  broken 
rails  being  in  the  right  rail.  A  wheel  mark  outside  the  left  rail  was  found  at  352 
yards,  and  these  marks  outside  the  left  rail  continued  up  to  the  South-Eastem  bridge, 
where  the  leading  break-van  came  in  contact  with  the  south  abutment  of  the  bridge. 
The  two  next  vehicles  to  the  front  break- van  were  also  off  the  rails  to  the  left,  but 
the  fourth  and  sixth  vehicles  from  the  tender  remained  on  the  rails,  while  the  fifth 
vehicle,  a  first-class,  was  also  off  the  rails  to  the  left  when  the  train  stopped,  and  that 
vehicle  had  the  right  wheel  and  part  of  the  leading  axle  of  the  tender  under  it.  The 
last  five  vehicles  remained  coupled  together,  but  separated  from  the  front  break-van, 
which  lay  on  its  left  side  on  the  down  main  line,  with  its  leading  end  turned  round 
towards  Dover. 

.  From  the  marks  on  the  permanent  way,  it  appears  that  the  leading  axle  of  the 
tender  broke,  but  still  ran  on  the  rails  for  a  distance  of  169  yards,  and  then  both 
wheels  dropped  off  the  rails,  and  broke  two  bolts  out  of  four  of  two  fished  joints 
opposite  to  each  other,  and  the  axle  broke  the  connecting  pipe  of  the  continuous 
break  apparatus,  and  brought  the  automatic  action  of  the  breaks  into  operation; 
while  by  the  dropping  down  of  the  leading  end  of  the  tender,  notice  was  at  the  same 
time  given  to  the  engine-djiver  that  the  tender  was  partly  off  the  road,  and  he  at 
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once  opened  the  valve  for  the  application  of  the  continuous  breaks,  which,  however, 
had  aheady  been  put  into  operation  by  the  automatic  action. 

The  right  wheel  on  the  right  half  of  the  leading  axle  of  the  tender  seems  to  have 
got  entirely  under  the  tender  before  the  imder-bridge  was  reached,  and  it  appears  to 
have  been  trundled  along  under  the  several  vehicles,  destroying  the  air  cylinders  and 
break-work  fitted  to  each  of  them,  up  to  and  including  that  under  which  it  was  finally 
found  (the  last  vehicle  but  one  in  the  train)  when  the  train  stopped. 

The  break-blocks  were  found  applied  to  the  wheels  of  the  last  break-van,  and 
probably  had  also  been  applied  to  the  other  vehicles  until  the  break-work  and  air 
cylinders  were  broken.  As  soon  as  the  train  stopped,  the  driver  very  properly  sent 
his  fireman  forward  to  the  ballast  pit  signal-box,  situated  about  36  chains  east  of 
Bickley  station,  and  17  chains  from  where  the  engine  stopped,  to  tell  the  signalman 
to  block  both  lines.  t^'c /^fti 

The  engine  No.  53  (Europa)  of  the  up  boat  express  train  is  a  six-wheeled,  four 
wheels  coupled,  engine,  having  1 7-inch  cylinders  and  24  inches  stroke,  the  leading 
wheels  being  4  ft.  6  in.  in  diameter,  and  the  driving  and  trailing  (coupled)  wheels 
6  ft.  6  in.  in  diameter,  the  distance  between  the  centre  of  the  leading  and  driving 
wheels  being  7  ft.  9  in,,  and  that  between  the* driving  and  trailing  wheels  8  ft. ; 
the  weight  of  the  engine  being  34  tons  11  cwt.  in  working  order.  The  tender 
has  six  wheels  4  ft.  in  diameter,  with  a  space  of  6  ft.  6  in.  between  each  pair  of  wheels 
and  of  8  ft.  4^  in.  between  the  trailing  wheels  of  the  engine  and  the  leading  wheels  of 
the  tender ;  its  weight  being  21  tons  6  cwt. .  The  total  length  of  the  engine  and 
tender  being  about  48  ft.  3f  in.  over  the  buffer  ends.  The  whole  weight  of  the  train 
was  about  114  tons  7  cwt.,  and  the  break  apparatus  was  fitted  to  69  tons  16  cwt.,  or 
about  61  per  cent.  The  axle  which  broke  is  of  iron,  and  the  fracture  occurred  about 
3^  inches  from  the  centre,  where  its  diameter  is  4^  inches,  the  diameter  at  the  boss 
of  the  wheel  being  6^  inches.  The  fracture  showed  that  a  flaw  extended  right  across 
the  centre  of  the  metal,  and  within  a  very  short  distance  of  the  exterior  on  each  side 
(see  drawing).  It  was  made  by  Hawthorn  of  Newcastle,  but  its  early  history  is  not 
known,  nor  the  mileage  which  it  had  run.  The  engine  was  last  in  the  shops  for  repairs 
from  14th  June  to  22nd  August  of  this  year,  and  the  foreman  who  exantiined  the 
state  of  the  tyres  on  the  wheels  and  the  axles  on  this  tender  described  the  latter  as 
being  "  good."  Since  the  engine  came  out  of  the  shops  it  has  run  7,589  miles  up 
to  the  time  of  the  accident. 

In  this  case  there  is  no  doubt  whatever  that  the  accident  was  occasioned  by  the 
breaking  of  the  leading  axle  of  the  six-wheeled  tender,  which  allowed  the  leading  end 
of  the  tender  to  drop  down  about  4  inches,  the  space  on  the  foot-plate  between  the 
engine  and  tender  being  about  7  inches,  which  was  covered  by  a  flap  attached  to  the 
tender  of  about  13^  inches  in  width.  This  flap  was  tilted  up  when  the  tender's 
leading  wheels  dropped  off  the  rails  and  broke  the  break  pipe,  and  gave  notice  to  the 
driver. 

The  effect  of  the  automatic  action  of  the  breaks,  coupled  with  the  retarding  force 
exercised  by  some  wheels  being  off  the  rails,  was,  it  is  estimated,  to  reduce  the  speed 
from  40  or  45  to  25  miles  an  hour,  when  the  leading  break- van  struck  the  abutment 
of  the  South-Eastem  Railway  bridge,  in  running  a  distance  of  about  215  yards  from 
the  spot  where  the  fish-bolts  were  broken,  and  where  the  leading  wheels  evidently  left 
the  rails.  It  must,  however,  be  recollected  that  the  automatic  action  of  the  breaks 
under  each  vehicle  was  in  process  of  being  destroyed  in  succession,  as  the  broken  axle 
and  wheel  passed  under  each  vehicle. 

No  blame  attaches  to  any  of  the  company's  servants,  and  it  is  most  fortunate  that 
the  accident  was  not  attended  with  very  serious  results.  The  guard  in  the  leading 
break-van  must  have  had  a  very  narrow  escape. 

I  have,  &c.. 

The  Secretary,  W  Yolland, 

(Railway  Department,)  Colonel. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  SOth  December  1878. 
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MANCHESTER,  SHEFFIELD,  AND  LINCOLNSHIRE  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  London,  S.W.,  16th  November  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  12th  instant,  the  result 
of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the  9th  instant  at 
Ardwick,  on  the  Manchester,  Sheffield,  and  Lincolnshire  Railway. 

In  this  case,  as  the  11.25  a.m.  up  Midland  passenger  train  from  Manchester  was 
approaching  Ardwick  station  the  position  of  the  facing-points  of  a  goods  line  junction 
at  Ardwick  was  altered,  and  the  train,  running  on  to  the  up  goods  line  at  about  20 
miles  an  hour,  came  into  collision,  at  about  11.32  a.m.,  with  a  Midland  light  engine, 
which  was  standing  on  this  line  about  120  yards  from  the  junction  points. 

The  passenger  train  was  made  up  as  follows :  engine  and  tender,  front  break-van, 
one  third-class,  one  bogie  composite,  and  two  composite  carriages,  and  rear  break-van. 

The  engine  was  a  four-wheel  coupled  bogie  engine,  and  was,  with  the  tender, 
fitted  with  Smith's  vacuum  break,  having  one  cast-iron  break-block  on  each  of  the 
four  coupled  wheels,  and  one  wooden  block  on  each  of  the  six  tender  wheels. 

The  other  vehicles  in  the  train  were  fitted  with  Saunders'  vacuum  break,  but  were 
not  connected  with  the  engine,  and  this  break  was  therefore  not  in  use. 

Ten  passengers  in  aU  have  complained  of  injuries  received  in  this  collision,  but  it  is 
stated  that  none  of  these  are  seriously  hurt. 

The  two  drivers  and  their  firemen  were  injured,  the  fireman  of  the  passenger  train 
so  badly  that  one  of  his  arms  has  since  been  amputated. 

Both  engines  were  thrown  off  the  rails,  the  bogie  of  the  passenger  engine  was  knocked 
,off,  and  the  light  engine  was  thrown  over  on  to  its  side. 

No  other  vehicles  were  off  the  rails. 

A  return,  showing  the  weights  of  the  engines  and  other  vehicles,  and  the  damage  to 
each  is  attached. 

Description. 

Ardwick  station  is  about  three-quarters  of  a  mile  east  of  London  Road  station  at  Man- 
chester, the  intermediate  signal-boxes  being  at  London  Road  junction,  Buxton  Street, 
and  Ardwick  old  junction,  situated  respectively  976  yards,  267  yards,  and  136  yards 
west  of  Ardwick  No.  1  signal-box,  which  works  the  station  signals  and  the  goods 
lines  junction. 

The  Manchester,  Sheffield,  and  Lincolnshire  main  line,  over  which  the  Midland 
Railway  Company  have  running  powers,  and  the  London  and  North- Western  Railway 
Company's  line  to  Crewe  run  parallel  to  each  other,  for  some  distance  quite  straight, 
and  then  on  an  easy  curve  to  the  south  of  180  chains  radius  up  to  Ardwick 
old  junction,  where  the  latter  line  diverges  towards  the  south.  Prom  this  point  the 
Manchester,  Sheffield,  and  Lincolnshire  line  is  straight  for  about  60  yards,  half-Way 
along  Ardwick  up  platform,  and  then  curves  slightly  to  the  north. 

Ardwick  No.  1  signal-box  is  at  the  east  end  of  the  up  platform,  and  at  the  west  end 
of  the  down  platform,  and  the  junction  of  the  double  goods  line,  which  diverges 
towards  the  north  on  a  curve  of  12^  chains  radius,  is  13  yards  west  of  the  signal-box, 
the  facing-points  being  on  the  up  line. 

This  signal-box  contains  15  levers,  of  which  No.  2  works  a  slot  on  the  Ardwick*  old 
junction  up  home-signal.  No.  3  works  the  locking-bar  and  bolt,  and  No.  5  the  facing- 
points  of  the  goods  fine  junction,  No.  6  the  up  main  home-signal,  and  No.  7  the  up 
goods  line  home-signal.  Nos.  3,  5,  6,  and  7  are  interlocked,  but  No.  2,  which  works 
the  slot,  acting  as  the  up  distant-signal,  is  free. 

The  post  carrying  the  up  home-signals  is  opposite  to  the  points. 

There  is  a  good  view  of  these  signals,  but  owing  to  the  curve  of  the  goods  line, 
and  some  vehicles,  which  were  standing  on  some  sidings,  the  point  of  collision,  about 
120  yards  from  the  junction  points,  was  not  visible  on  this  occasion  from  the  engine 
of  the  Midland  train  for  more  than  70  yards. 

The  goods  line  falls  towards  the  jimction  on  a  gradient  of  1  in  173,  and  the  main 
line  faUs  towards  Manchester  on  a  gradient  of  1  in  382. 

Block  telegraph  working  is  in  use  from  Ardwick  No.  1  signal-box  onwards,  but 
between  London  Road  junction,  Ardwick  joint  or  old  signal-box,  and  Ardwick  No.  1 
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signal-box  station  yard,  working  with  a  bell  communication  and  code  of  signals,  is  in 
force. 

The  following  rule  bears  upon  this  case : — 

"  Up  Manchester,  Sheffield,  and  Lincolnshire  trains  requiring  to  pass  Ardwick  witL- 
"  out  stopping. 

"  The  Buxton  Street  and  Ardwick  old  junction  up  train  (Manchester,  Sheffield,  and 
^^  Lincolnshire)  signals  must  not  be  lowered  until  the  up  home-signal  at  the  Manchester, 
**  Sheffield,  and  lincolnshire  No.  1  junction  box  is  lowered.'' 

Evidence. 


George  Bamptan^  Midland  passenger  driver,  driver 
19  years,  states :  On  the  9th  inst.  I  was  driving  the 
11.25  ajn.  up  Midland  express  from  Manchester,  con- 
sisting of  engine  and  tender  and  six  vehicles,  includ- 
ing two  hreak-vans,  one  next  to  the  tender  and  one  at 
the  rear  of  the  train.  My  engine  is  a  four-wheel 
coupled  bogie,  and  I  was  running  chimney  first.  My 
engine  was  fitted  with  Smith's  vacuum  break,  with 
wooden  break-blocks  on  the  six  tender  wheels,  and  cast- 
iron  blocks  on  the  four  engine  coupled  wheeb,  one 
block  to  each  wheel  The  other  vehicles  were  not 
fitted  with  Smith's  vacuum  break.  We  left  Manches- 
ter at  about  11.26  a.m.,  nearly  one  minute  late.  The 
signals  were  right  until  approaching  Buxton  Street, 
where  I  had  to  slacken  for  the  distant  and  home 
signals.  When  about  half-way  between  the  distant  and 
home  signals  the  home-signal  was  lowered  for  me,  and  I 
proceeded.  At  the  same  time  I  could  see  the  signals 
off  at  the  London  and  North- Western  junction  (or 
Old  Ardwick  junction),  and  also  at  Ardwick  No.  1. 
I  proceeded  and  wa^  going  from  16  to  20  miles  an 
hour  when  passing  Ardwick  station  platform.  I  am 
certain  that  Ardwick  junction  up  home-signal  was  off 
at  that  time.  I  had  passed  the  Ardwick  old  junction 
home  signal-post,  and  it  was  off.  When  I  arrived 
within  about  10  or  15  yards  of  the  facing-points  of 
the  goods  line  junction  the  up  home-signal  was 
thrown  up  against  me.  I  mean  that  the  front  end  of 
my  engine  was  that  distance  from  it.  I  did  not  notice 
the  points  altered,  nor  could  I  see  whether  they  had 
been  bolted  for  the  goods  line,  but  I  was  turned  on  to 
the  goods  line.  The  moment  I  discovered  what  had 
happened  I  shut  off  steam  and  applied  my  breaks. 
Before  I  did  this  I  looked  across  at  the  signal-box, 
but  the  signalman  did  not  give  me  any  signal  what- 
ever that  anything  was  wrong.  At  that  time  I  was 
running  under  20  miles  an  hour,  from  18  to  20  I 
should  say.  As  soon  as  I  got  a  little  round  the  curve 
I  saw  an  engine  on  the  goods  line  in  front  of  me ;  but 
almost  as  soon  as  I  saw  it  I  was  into  it,  running  from 
10  to  12  miles  an  hour  at  the  time.  Both  engines 
were  thrown  off  the  rails,  the  bogie  of  my  engine  was 
knocked  off,  and  the  other  engine  was  thrown  on  to 
its  side.  There  was  only  one  other  vehicle  of  my 
train,  if  any,  off  the  rails.  I  jumped  off  my  engine 
after  the  collision.  I  had  been  thrown  against  the  fire- 
box and  was  badly  shaken.  My  fireman  was  very  badly 
hurt,  and  his  arm  has  since  been  amputated.  I  did 
not  sound  my  whistle  for  the  guard's  breaks  as  I  had 
no  tim%.  I  know  that  the  points  and  signals  are  inter- 
locked, and  that  the  signal  must  have  been  thrown  up, 
and  the  locking-bolt  withdrawn,  before  the  points  were 
altered.  I  do  not  think  that,  at  the  speed  I  was  going, 
1  could  have  stopped  the  train  even  il'  it  had  been 
fitted  throughout  with  continuous  breaks.  1  did  not 
think  that  the  fact  of  the  signal  being  thrown  up  at 
such  a  short  distance  indicated  danger.  I  thought 
that  it  was  merely  that  the  signalman  had  thrown  it 
up  a  little  sooner  than  he  ought  to  have  done,  instead 
of  waiting,  according  to  the  rule,  until  the  tail  of  my 
train  had  passed.  I  thought  from  the  signalman  not 
looking  at  me  that  he  knew  he  was  wrong.  From 
where  1  was  standing  on  my  engine  1  could  not  see 
the  locking-bar  of  these  points.  The  position  I 
pointed  out  this  morning  on  the  ground  was  as  nearly 
as  I  can  judge  the  exact  spot  where  I  first  saw  the 
signal  thrown  up.    My  fireman  had  been  firing  when 


we  were  approaching  Ardwick.  The  last  I  saw  of  him 
he  was  sweeping  up.  I  do  not  think  he  saw  the  signals. 
I  am  certain  my  breaks  were  applied  and  acted  well, 
being  in  good  working  order. 

Thomas  Wilson,  Midland  guard  eight  yeare,  states : 
On  the  9th  inst.  I  was  guard  of  the  11.25  up  express 
from  Manchester,  consisting  of  engine  and  tender, 
front  van,  one  third-class,  one  bogie  composite,  two 
composite  carriages,  and  rear  van.  I  was  riding  in 
the  front  van  and  another  guard  in  the  rear  van.  We 
left  Manchester  at  11.25^,  about  half  a  minute  late. 
I  did  not  pay  any  attention  to  the  signals,  nor  did  I 
notice  that  we  slackened  speed  at  Buxton  Street.  I  did 
not  know  anything  was  wrong  until  I  observed  that  we 
were  running  on  the  goods  line  at  Ardwick  junction. 
We  had  passed  under  the  overbridge  at  this  time, 
and  almost  in  a  moment  the  collision  occurred.  I 
did  not  feel  the  engine  breaks  go  on,  nor  was  there 
any  whistle  for  my  breaks.  I  would,  however,  have 
applied  my  break  if  I  had  had  time  without  any 
whistle,  for  I  knew  we  were  on  the  wrong  line.  As 
it  was,  I  was  knocked  over  before  1  had  time  to  do 
anything.  I  do  not  know  the  exact  time  of  the  col- 
lision. None  of  the  carriages  or  vans  were  thrown  off 
the  rails.  I  got  out  and  attended  to  the  passengers. 
Several  of  them  complained  of  injury,  and  I  saw  one 
gentleman  cut  about  the  face.  One  lady  was  a  good  deal 
shaken  and  returned  from  Marple.  All  the  others  pro- 
ceeded on  the  journey.  I  do  not  think  there  was  any 
thing  unusual  in  the  speed  at  which  we  were  approach- 
ing the  junction,  it  must  have  been  about  20  miles  an 
hour.  I  did  not  notice  any  perceptible  reduction  of  speed 
before  the  collision.  I  had  spoken  to  the  driver  both 
before  and  after  the  accident,  and  he  was  perfectly 
sober.  I  was  occupied  in  making  out  the  journal, 
and  so  did  not  observe  the  spe^  or  the  signals.  I 
knew  that  the  train  was  not  bemg  worked  with  a  con- 
tinuous break  throughout,  because  the  carriages  were 
fitted  with  Saunders'  break,  and  the  engine  with  Smith's 
vacuum  break,  the  proper  engine  being  under  repair.    * 

George  Freeman^  Manchester,  Sheffield,  and  Lin- 
colnshire signalman  six  years,  all  the  time  at  Ardwick 
No.  1  box,  states :  On  the  9th  November  I  came  on 
duty  at  6  a.m.  for  an  eight  hours  shift.  At  11.21  a.m. 
a  train  of  Manchester,  Sheffield,  and  Lincolnshire 
empty  coaches  arrived  from  Manchester  to  go  on  to  the 
up  goods  line.  They  could  not  do  so  because  there 
were  some  Midland  coaches  shunting  in  the  goods 
yard.  The  engine  was  therefore  uncoupled  and  sent 
across  through  the  slip  road  on  the  main  passenger  line 
back  to  Buxton  Street,  to  come  and  take  them  across 
on  to  the  down  line  through  the  ^same  slip,  and  into 
the  down  goods  sidings,  to  get  them  out  of  the  way  of 
the  11.20  a.m.  Sheffield  train.  This  operation  was 
finished  at  about  11.25  a.m.  Wben  the  up  line  was 
clear  I  took  my  slot  oft'  the  Old  Ardwick  up  home- 
signal,  and  this  empowered  the  Old  Ardwick  signal- 
man to  take  the  slot  off  the  Buxton  Street  signals. 
The  Sheffield  train  arrived  at  Ardwick  platform  at 
11.26,  and  left  at  11.27,  and  was  cleared  from  No.  3 
box  at  11.29.  At  the  time  it  was  standing  at  the 
platform  I  received  the  bell  signal  from  London  Road 
for  the  Midland  up  express,  and  I  acknowledged  it, 
and  when  the  Sheffield  train  was  cleared  from  No.  3 
box  at  1 1.29  I  gave  '^  Train  on   line,"  ap^  «  Be  ready  " 
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at  the  same  time  for  the  Midland  train.  I  remember 
taking  off  my  slot  on  the  Ardwick  old  junction  up 
home-signal  for  the  express,  but  I  do  not  remember 
taking  off  my  junction-signaL  There  was  no  reason 
I  should  not  have  done  so,  but  if  I  did  I  think  I  must 
have  put  it  up  again  at  once.  A  down  train  arrived 
at  the  down  platform  at  about  11.29,  having  been 
stopped  at  the  stop  signal  at  the  same  time  that  the 
Midland  is  due  to  pass  my  box^  and  this  took  my 
attention  off  the  Midland  train.  I  do  not  remember 
anything  more  about  this  train  after  taking  my  slot 
off  imtil  I  saw  it  passing  my  box  on  the  goods  line.  I 
remember  pulling  over  the  goods  line  points  just  as 
the  down  train  was  moving  off.  It  must  have  been 
nearly  or  quite  past  my  box  at  tlie  time.  I  did  this 
to  allow  a  Midland  engine  to  come  out  on  the  up  goods 
line,  and  set  back  on  the  down  goods  line,  to  bring 
out  a  train  of  empty  coaches.  This  was  a  little  after 
1 1.29  a.m.  I  had  forgotten  about  the  Midland  express 
being  due,  or  I  would  not  have  done  so.  Before  I 
could  set  the  points  right  for  the  goods  line  it  was 
necessary  for  my  up  home-signal  to  be  at  danger.  The 
slot  on  the  Old  Ardwick  up  home  signal-post  may  be  off 
when  these  points  are  set  for  the  goods  line.  I  think 
I  must  have  thrown  my  up  home-signal  to  danger  at 
the  same  time  as  I  put  back  the  down  home-signal  to 
danger,  when  the  down  train  had  passed  my  signal- 
box  at  11.29  or  a  little  after.  I  cannot  say  where  the 
Midland  express  was  then,  but  when  I  gave  it  on  to 
Ardwick  No.  3  it  had  not  arrived  at  Buxton  Street. 
The  line  was  quite  clear  for  me  to  have  seen  the  Mid- 
land express  had  I  looked  in  the  Manchester  direction. 
I  cannot  estimate  the  speed  at  which  the  express  was 
iiinning  past  my  box,  but  I  do  not  think  it  was  exces- 
sive. When  I  saw  it  I  was  upset.  I  knew  the  other 
Midland  engine  was  on  the  up  goods  line  for  I  was 
preparing  to  let  it  out.  I  did  not  see  the  Midland 
train  approaching  or  until  it  had  got  on  the  wrong 
line.  It  is  my  duty  to  put  my  slot  on  the  Ardwick 
old  junction  up  home-signal  before  I  let  anything  come 
out  of  the  up  goods  line,  but  I  cannot  say  whether  or 
not  my  practice  is  to  do  so  before  altering  the  points. 
The  putting  back  of  the  No.  2  lever  in  my  box  work- 
ing the  slot  throws  the  Ardwick  old  up  home-signal 
to  danger. 

William  Freeman,  Manchester,  Sheffield,  and  Lin- 
colnshire ticket  examiner,  states  :  I  am  brother  to  the 
signalman  at  Ardwick  junction  No.  1.  On  the  9th 
November  I  was  coming  from  Ardwick  to  London 
Eoad  station,  in  the  Staieybridge  down  train,  which 
arrived  at  Ardwick  a  little  before  the  accident  occurred. 
I  was  riding  in  the  front  van,  and  we  met  the  Midland 
express  just  as  the  van  was  passing  under  the  signal 
bridge  at  Buxton  Street  signal-cabin. 

Isaac  Millet ty  London  and  North- Western  relief 
signalman,  states  :  On  the  9th  November  1878  I  came 
on  duty  at  6  a.m.  in  the  Ardwick  old  junction  signal- 
boxy  for  an  eight  hours  shift.  The  Midland  up  ex- 
press passed  my  box  at  about  11.31  as  near  as  I  can 
remember,  running  about  15  miles  an  horn*.    At  that 


time  there  was  a  down  train  standing  at  Ardwick  plat- 
form, and  this  train  passed  my  box  towards  Manchester 
about  two  minutes  after  the  Midland  train  had  passed. 
My  up  home-signal,  which  is  slotted  from  Ardwick 
No.  1,  was  at  danger  when  the  Midland  train  was 
about  200  or  300  yards  the  other  side  of  Buxton 
Street^  and  my  slot  on  the  Buxton  Street  signals  was 
also  on.  The  slot  on  my  up  home-signal  from  Ard- 
wick No.  1  was  not  on,  but  I  saw  his  up  home-signal 
at  danger,  and  therefore  I  kept  my  up  home-signal  at 
danger.  As  soon  as  he  took  his  up  home-signal  off 
I  lowered  mine,  and  took  my  slot  off  Buxton  Street, 
and  at  that  time  the  Midland  train  \^as  200  or  300  yards 
beyond  Buxton  Street.  I  did  not  look  at  the  Ardwick 
up  home-signal  again  until  after  I  heard  the  collision, 
and  it  was  then  at  danger.  My  signal  was  all  right 
when  the  Midland  train  passed  my  box. 

John  Davenporty  London  and  North- Western  and 
Manchester,  Sheffield,  and  Lincolnshire  signalman, 
states:  Icame  on  duty  on  November  9th  at  Buxton  Street 
signal-box  at  6  a.m.  The  Midland  up  express  passed 
my  box  at  about  1 1.30  a.m.,  having  been  slackened  out- 
side my  home-signal,  running  about  10  miles  an  hour. 
The  Staieybridge  down  train  did  not  pass  my  box  till 
about  two  minutes  afterwards. 

Peter  Gee,  Manchester,  Sheffield,  and  Lincolnshire 
driver,  states :  I  was  driving  the  Staieybridge  11  a.m. 
down  passenger  train  on  the  9th  November.  We  met 
the  Midland  up  express  just  on  the  crossing  of  the 
Lancashire  and  Yorkshire  line.  I  mean  my  engine 
and  the  Midland  engine  met  at  this  point. 

John  Wright,  fireman  to  the  above,  states  :  We  met 
the  Midland  express  just  opposite  to  liie  Buxton  Street 
signal-box. 

Henry  Ashton,  Manchester,  Sheffield,  and  Lincoln- 
shire guard,  states :  I  was  guard  of  the  Staieybridge 
train  on  the  9th  inst.  I  was  in  the  rear  van,  and  the 
engine  of  the  Midland  up  express  passed  my  van  when 
it  was  about  half-way  between  the  Lancashire  and 
Yorkshire  crossing  and  Ardwick  up  platform.  There 
were  seven  vehicles  in  the  train  exclusive  of  engine 
and  tender. 

Mr.  Daniels,  Manchester,  Sheffield,  and  Lincolnshire 
station-master  at  Ardwick,  states :  After  the  collision 
I  went  to  examine  the  site,  and  I  found  the  break- 
blocks  on  the  tender  were  off.  I  did  not  notice  those 
on  the  engine  till  some  time  afterwards,  they  were 
then  off.  I  did  not  notice  anything  about  the  coupling 
between  the  engine  and  tender,  but  I  do  know  that 
if  the  coupling  was  disconnected,  the  break-blocks 
would  of  course  be  off. 

Mr.  T.  Harding,  Midland  locomotive  foreman, 
states  :  When  I  examined  the  engine  after  the  collision 
I  found  the  break  pipe  between  engine  and  tender 
broken  by  the  collision.  I  know  it  had  been  in  good 
order  before.  From  the  effects  I  should  say  the  colli- 
sion had  been  a  very  violent  one. 


Qonolvsion. 

This  colHsion  was  clearly  due  entirely  to  the  carelessness  of  the  Manchester,  Shef- 
field, and  Lincolnshire  signalman  in  Ardwick  No.  1  signal-box,  who  admits  that, 
having  forgotten  all  about  the  Midland  up  express,  he  turned  the  facing-points  of 
the  goods  line  junction  to  lie  right  for  the  up  goods  line,  when  the  Midland  train 
was  due  or  nearly  due,  and  had  been  signalled  to  him  from  London  Road.  He 
states  that  he  did  so  in  order  to  let  a  Midland  engine  come  out  on  to  the  up  main 
line,  and  across  on  to  the  other  line,  to  fetch  out  some  empty  carriages,  and  he 
acknowledges  that  it  is  contrary  to  his  instructions  to  have  done  this 'when  the 
Midland  train  was  due. 

There  is  considerable  discrepancy  in  the  evidence  produced  as  to  the  exact  time  at 
which  this  man  threw  his  up  home-signal  at  danger,  which  he  was  obliged  to  do 
before  he  turned  the  points.     He  is  himself  rather  uncertain  about  it,  but  states  that 
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he  turned  the  points  just  as  a  Manchester,  Sheffield,  and  Lincolnshire  down  train  had 
moved  oflF,  past  his  signal-hox,  from  the  Ardwick  down  platform. 

The  driver,  fireman,  and  guard  of  this  down  train,  and  a  ticket  collector,  the 
hrother  of  the  signalman  who  was  in  the  train,  give  evidence  to  the  effect  that 
they  met  the  Midland  express  some  distance  on  the  Manchester  side  of  the  junction, 
and  if  this  were  so,  and  the  signalman's  statement  as  to  the  time  he  turned  the 
points  be  correct,  the  up  home-signal  must  have  been  against  the  Midland  express 
some  time  before  it  arrived  at  the  junction,  and  the  driver  of  this  train  would  be 
much  to  blame. 

The  evidence,  however,  of  these  men  does  not  agree,  the  driver  and  the  guard 
fixing  the  point  at  which  they  met  the  Midland  train  at  about  160  yards,  and 
the  other  two  men  fixing  it  at  260  yards  and  300  yards  west  of  the  junction, 
while  the  evidence  of  the  London  and  North- Western  signalman  in  Ardwick  old 
junction  box,  and  of  the  Manchester,  Sheffield,  and  linoolnshire  signalman  in 
Buxton  Street  box  directly  contradicts  it,  and  tends  to  prove  that  this  down  train 
had  not  moved  off  when  the  Midland  train  passed  their  signal-boxes.  I  consider, 
therefore,  that  the  statement  of  the  Midland  driver,  that  the  up  home-signal  was 
thrown  up  in  his  face  when  he  was  close  on  to  it,  is  probably  correct,  although  his 
estimate  of  the  distance  at  10  or  15  yards  is  certainly  too  little.  I  ascertained  by 
experiment  that  the  process  of  putting  the  signal  to  danger  and  altering  the  points 
takes  about  2^  seconds,  in  which  time  the  Midland  train  would  have  run  about 
24  yards,  but  it  may  fairly  be  assumed  that  the  engine  of  this  train  was  very  little, 
if  anything,  over  30  yards  from  the  points  when  the  signal  was  thrown  up  to 
danger.  The  distance,  therefore,  available  for  the  driver  to  stop  in  was  about  150  yards, 
which  was  quite  insufficient  with  the  breaks  at  his  command. 

He  ought,  however,  at  once  to  have  applied  his  breaks,  and  whistled  for  the 
guards  breaks,  instead  of  waiting  till  he  found  that  he  was  on  the  wrong  line,  and  so 
losing  valuable  time.  He  states  that  he  "  did  not  think  that  the  fact  of  the  signal 
"  being  thrown  up  at  auch  a  short  distance  indicated  danger^**  but  ^^that  it  was 
"  merely  that  the  signalman  had  throton  it  up  a  little  sooner  than  he  ought  to  have 
"  done.'*  There  is  no  doubt  that  it  is  a  very  common,  though  very  reprehensible, 
practice  among  signalman  to  disregard  the  rule  that  they  must  wait  until  the  train 
has  passed  before  they  put  back  the  signal  to  danger,  the  line  being  clear ;  but  it 
would  be  a  most  dangerous  thing  to  admit  that  a  driver  may  use  any  discretion 
whatever  in  such  a  case,  or  may  do  anything  but  consider  a  signal  thrown  up  to 
danger  to  mean  danger,  and  act  accordingly  without  a  moment's  delay. 

It  should  be  remarked  that  if  the  continuous  breaks  on  this  train  had  been  con- 
nected and  in  working  order,  their  use  would  probably  have  resulted  in  the  stoppage 
of  the  train  in  time  to  avoid  the  collision  altogether,  but  unfortunately  the  Midland 
engine  fitted  with  Saunders'  break,  which  usually  works  this  train,  was  under  repair, 
and  another  engine,  fitted  with  Smith's  vacuum  break,  had  to  be  attached  to  the  train, 
thus  rendering  it  impossible  to  work  the  continuous  breaks  throughout. 

So  long  as  the  question  of  continuous  breaks  remains  in  the  present  experimental 
stage  such  accidents  will  occur,  and  it  is  to  be  hoped  that  the  Midland,  as  well  as  other 
railway  companies,  will  soon  come  to  some  decision  in  the  matter,  and  adopt  one 
efficient  break  for  all  their  stock. 

Another  point  to  which  attention  should  be  called,  although  it  does  not  actually  bear 
on  the  present  case,  is  that  this  goods  line  junction  cannot  be  considered  as  being 
sufficiently  protected  by  signals  according  to  the  present  requirements,  for  it  ought 
certainly  to  be  provided  with  a  distant  as  well  as  a  home-signal  interlocked  with  the 
points.'  I  would  recommend  that  the  interlocking  should  be  altered  so  that  the  lever 
working  the  slot  on  the  Ardwick  old  junction  up  home-signal,  which  acts  as  an  up 
distant-signal  for  the  junction,  must  be  preceded  by  one  or  other  of  the  home-signals, 
and  so  be  interlocked  with  the  points,  and  that,  as  this  distant-signal  is  only  136  yards 
from  the  junction,  a  new  up  distant-signal  should  be  put  up  at  or  near  Buxton  Street 
signal-box  to  act  both  for  Ardwick  old  junction  and  Ardwick  No.  1  box.  Safety-points 
should  also  be  inserted  as  usual  on  both  the  goods  lines. 

I  have,  &c., 
The  Secretary,  F.  A.  Maeindin, 

{JELailway  Department,)  Major  R.E. 

Board  of  Trade.  • 
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Midland  Railway. 

Collision  at  Ardwick  on  November  9th,  1878,  par- 
ticalars  as  to  weights  of  and  damage  to  rolling  stock. 
Engine  and  tender,  No.  1,313,  in  working  order. 


Leading  wheels 
Driving  wheels 
Trailing  wheels 

Tons.  Cwt. 
13       4 
15       1 
12      7 

Org. 
2 
2 
1 

Tons. 

40 
29 

Cwt. 

13 
15 

Qrs. 
1 

Tender 

~ 

*" 

1 

70 

8 

2 

Left-hand  f^ame  broken  through  near  front  buffer 
plank,  both  inside  frames  strained,  outside  quarter 
plate  and  foot-plate  badly  bent. 

Bogie  forced  from  underneath  and  damaged,  and 
bearing  casting  and  centre  pin  broken. 

Cylinder  and  steam  chest  covers  broken. 

Motion  strained. 

Left-hand  leading  buffer  broken  off,  plank  broken 
through,  and  life-guard  damaged. 

Vacuum  break  pipes  and  gearing  broken. 

Tender  not  damaged. 

Engine  and  tender,  No.  905,  in  working  order. 


Leading  wheels 
Driving  wheels 
Trailing  wheels 


i,Ton8.  Cwt.  Qrs. 
12       0       2 
11     12       3 
10     12       3 


Tons.  Cwt.  Qtb. 


Tender 


34 
23 


6 

14 


0 
2 


58      0      2 


Safety  valves,  levers,  and  balances  broken. 
Smoke-box  knocked  in. 
Leading  buffer  plank  broken. 
Cylinders  broken. 
Right-hand  outside  frame  bent. 
Motion  of  engine  damaged. 
Feed  pipes,  Me-guards,  and  hand-rails  damaged. 
Westinghouse  air  breskk,  engine  pipes,  and  connec- 
tions badly  damaged. 

Vehicles. 
Description. 
Passenger  van.  No.  36 
Third-class  carriage,  No.  502 
Bogie  composite,  No.  667 
Composite,  No.  293 
Composite,  No.  709 
Passenger  van.  No.  366 

Leading  van,  No.  36. — One  buffer  casting  broken 
and  buffer  rods  bent. 

Third-class  carriage,  No.  502. — Head-stock,  one 
end  of  body,  one  buffer  casting  and  coupling  all  broken 
at  rear  end,  and  buffer  rods  bent. 

Bogie  composite,  No.  667. — One  head-stock,  one 
centre  buffer,  two  side  buffers,  one  end  panel,  and 
two  quarter  lights  at  the  leading  end  broken. 

Composite,  No.  293. — One  buffer  casting  broken  and 
buffer  rods  bent. 

Composite,  No.  709. — One  buffer  bent,  and  one 
light  broken. 

Rear  van,  No.  366. — ^Not  damaged. 

si  W.  JOHNSOK. 


Tons.  Cwt  Qrs. 

8 

4 

0 

6 

17 

0 

22 

19 

0 

10 

5 

0 

10 

5 

0 

8 

1 

1 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  11th  December  1878. 


MANCHESTER,  SHEFFIELD,  AND  LINCOLNSHIRE  RAILWAY. 

Board  of  Trade,  (Railway  Depaj-tment,) 
Sib,  nth  December  1878. 

In  compliance  with  the  instructions  contained  in  the  Order  of  the  30th  ultimo, 
I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  that  occurred  on  the 
26th  ultimo,  at  the  east  side  of  the  Mexborough  station,  on  the  Manchester,  Shefl&eld, 
and  Lincolnshire  Railway. 

The  passenger  train  due  to  leave  Doncaster  at  5.60  p.m.  for  Mexborough  and 
Sheffield  ran  into  a  goods  train  which  was  drawn  up  about  250  yards  inside  the 
Mexborough  distant-signal. 

The  guard  of  the  passenger  train  and  two  passengers  are  returned  as  having  been 
hurt. 

The  engine  of  the  passenger  train  was  damaged,  but  no  part  of  this  train  left  the 
rails.  Three  waggons  and  the  guard's  van  at  the  tail  of  the  goods  train  were  damaged 
and  knocked  off  the  rails.    The  permanent- way  was  not  damaged. 

The  goods  train  consisted  of  an  engine  and  tender,  30  empty  waggons,  and  a  break- 
van  at  the  tail  of  the  train,  in  which  the  guard  in  charge  had  been  travelling.  This 
train  came  from  Grimsby.  It  was  stopped  when  the  van  was  about  250  yards  inside 
the  Mexborough  distant-signal  as  the  Mexborough  station  was  blocked  by  trains 
being  in  front  of  the  goods  train. 

The  passenger  train  consisted  of  an  engine  and  tender,  a  third-class  carriage  with  a 
break-compartment,  four  passenger  coaches,  and  another  third-class  carriage  with  a 
break-compartment,  in  which  the  guard,  who  was  in  charge,  was  travelling.  This  train 
left  Doncaster  at  its  proper  time  (5.50  p.m.),  and  was  timed  to  stop  at  Conisborough 
and  Mexborough  stations.  This  latter  station  is  about  three  miles  from  Conisborough. 
It  is  protected  with  the  ordioary  home  and  distant  signals,  which  are  good  signals,  and 
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can  be  well  seen  at  ordinary  times,  but  on  the  night  in  question  there  was  a  dense  fog, 
and  men  had  been  posted  at  the  home  and  distant  signals  with  fog-signals.  The 
line  as  it  approaches  Mexborough  is  perfectly  straight,  and  the  station  is  situated  on  a 
slightly  rising  gradient.  The  line  to  the  west  of  Mexborough  is  worked  on  the  block 
system.  This  work  is  in  progress,  but  has  not  yet  been  carried  out  east  of  Mexborough 
station. 

The  evidence  is  as  follows : — 

Emdence. 


1.  George  Turner  states :  I  was  driver  of  the  goods 
train  from  Grimsby  to  Mexborough  on  the  26th 
November.  Before  we  reached  Conisborongh  station 
a  very  thick  fog  came  on,  and  on  passing  the  station  I 
saw  the  signalman  on  the  platform,  who  showed  me  a 
green  light.  I  knew  that  the  Liverpool  passenger 
train  was  in  front  of  me.  On  arriving  at  the  Mex- 
borough distant-signal  I  ran  over  two  fog-signals,  and 
saw  the  fogman,  who  was  holding  out  a  red  light  to 
me,  as  the  distant-signal  was  at  danger.  I  drew  my 
train  quietly  inside  the  signal  till  I  saw  the  red  light 
of  the  Liverpool  train,  which  was  standing  in  front 
of  me.  This  Liverpool  train  drew  up  shortly  after 
wards,  and  I  drew  up  about  a  waggon  length  or  two. 
While  I  was  standing  there  the  guard  of  my  train 
came  up,  and  the  fireman  aiaked  him  why  he  had  not 
gone  back  to  protect  the  train,  and  he  said  he  had 
been  and  put  down  two  fog-signals,  and  he  stated 
that  he  had  seen  the  fogman  go  back  further  still. 
While  the  guard  was  standing  close  to  my  engine, 
and  had  one  foot  on  the  step,  the  collision  occurred, 
and  my  train  was  run  into  by  the  passenger  train  of  the 
Manchester,  Sheffield,  and  Lincolnshire  Company, 
which  came  from  Doncaster  and  was  going  to  Sheffield. 
1  felt  the  collision  on  my  engine,  which  was  pushed 
forward  close  on  to  the  Liverpool  train,  and  I  reversed 
my  engine  so  as  to  keep  clear  of  the  Liverpool  train, 
and  at  this  time  I  felt  a  second  collision.  I  believe  three 
waggons  and  the  guard's  van  at  the  tail  of  the  train 
were  knocked  off  the  rails.  I  left  the  waggons  that 
were  knocked  off  behind,  and  got  away  with  my 
train  about  40  minutes  afterwards.  The  fog  was 
very  thick  at  the  time  of  the  collision.  The  collision 
occurred  a  few  minutes  past  6.  I  was  behind  time 
with  my  train.  I  had  been  stopped  at  Hexthorpe, 
waiting  for  the  Liverpool  train,  which  preceded  me. 
I  heard  two  fog-signals  go  off  immediately  before 
the  collision.  I  think  they  could  not  be  far  from  the 
tail  of  my  train,  but  they  might  be  as  far  as  the 
distant-signal.     I  have  been  a  driver  26  years. 

2.  George  Cross  states  :  I  was  guard  of  the  goods 
train  which  is  booked  to  leave  Grimsby  at  11.40  for 
Mexborough.  When  I  passed  Conisborongh  the 
signals  were  all  right.  On  approaching  Mexborough 
my  train  was  brought  to  a  stand  when  my  van  was 
some  distance  inside  the  distant-signal,  at  the  place 
where  I  showed  you  that  the  waggons  were  off  the 
line.  I  passed  a  fogman  who  was  standing  outside 
the  distant-signal.  He  showed  me  a  red  light,  and 
called  to  me  to  put  my  break  on.  I  did  not  observe 
the  distant^signal  as  I  passed  it.  The  fog  was  very 
thick.  I  did  not  hear  any  fc^-signals  go  off  as  my 
train  passed.  As  soon  as  my  train  pulled  up  I  got 
out  of  my  van  and  went  back  to  protect  my  train. 
I  put  down  two  fog-sigoals  about  60  yards  from  my 
van,  and  two  more  about  the  distant-signal,  where 
I  saw  a  fogman.  I  told  him  the  time,  and  he  said 
"  The  passenger  train  is  shortly  due,"  and  he  went  back 
further  to  protect  the  train.  This  fogman  was  not 
the  one  I  had  seen  as  my  train  approached  Mex- 
borough. The  one  I  had  seen  was  still  further  out. 
I  returned  to  my  train  for  the  purpose  of  seeing  it 
was  all  right,  and  went  up  to  the  engine,  and  said  to 
the  driver,  **  You  pulled  up  rather  sharp."  He  said, 
"  Yes  ;  '*  and  one  of  the  men  on  the  engine  asked  me 
why  I  had  not  been  back  to  protect  my  train.  1  told 
him  I  had  done  so,  and  put  down  fog-signals,  and 
seen  the  fogman,  and  he  had  gone  back  to  make  all 


right.  Immediately  after  this  I  heard  some  fog- 
signals  go  off,  and  then  the  collision  occurred.  My 
train  consisted  of  engine  and  tender,  80  empty 
waggons,  and  my  break-van  at  the  tail  of  the  train, 
in  which  I  had  been  riding.  As  soon  as  I  heard 
the  collision,  I  went  back  to  the  tail  of  my  train,  and 
found  two  or  three  waggons  and  the  break-van  had 
been  thrown  off  the  road  and  damaged.  They  had 
been  run  into  by  the  passenger  train  from  Boncaster 
to  Sheffield.  No  part  of  the  passenger  train  was  off 
the  road.  I  then  went  immediately  to  Mexborough 
and  told  them  that  the  line  was  blocked,  and  then 
went  back  to  Denaby  (which  is  between  Mexborough 
and  Conisborongh)  and  told  the  signalman  there  not 
to  let  anything  pass  until  he  had  written  instructions, 
as  both  lines  were  blocked.  We  arrived  outside 
Mexborough  at  5.55,  and  were  due  at  3.20.  We 
were  late,  owing  to  delays  in  consequence  of  the  fog. 
I  went  away  with  my  train  as  soon  as  I  could  after- 
wards, leaving  the  broken  waggons  behind.  I  have 
been  a  guard  8  or  9  years. 

3.  John  Durose  states  :  I  am  a  platelayer,  and  about 
5  o'clock  on  the  26th  November  I  was  ordered  to  go 
out  to  the  home-signal  at  Mexborough  to  stop  there 
to  apply  fog-signals.  As  the  trains  came  up  and  got 
stopped  outside  Mexborough,  I  worked  my  way  down 
towards  the  distant-signal,  and  at  the  time  that  the 
goods  train  from  Grimsby  arrived  I  was  between  the 
home-signal  and  the  distant-signal,  and  I  spoke  to  the 
guard,  who  told  mo  he  had  put  down  two  fog-signals, 
and  I  said  ''  I  must  go  and  put  some  more  down,"  as 
the  passenger  train  was  about  due.  I  had  asked 
the  guard  the  time.  I  then  went  and  put  two  fog- 
signals  down  about  150  yards  behind  the  goods  train, 
and  at  the  Mexborough  side  of  the  distant-signal. 
I  then  walked  towards  the  distant-signal  and  stood 
about  40  yards  at  the  Mexborough  side  of  it,  and  held 
out  a  red  light  to  the  passenger  train,  which  was 
approaching,  with  steam  on.  It  was  going  very  fast. 
I  should  think  it  was  going  30  miles  an  hour.  I 
could  not  see  the  distant-signal  where  I  was,  but  it  is 
always  kept  on  in  foggy  weather.  A  fire  was  close 
to  it.  There  was  another  fogman  outside  me.  I 
could  not  see  him,  but  I  knew  he  was  there,  and  I 
heard  a  fog-signal  go  off  as  the  passenger  train 
approached  me,  and  there  were  four  went  off  after  it 
passed  me  before  it  struck  the  goods  train.  The 
other  fogman's  name  is  Lockwood.  He  is  one  of  my 
gang.  The  driver  came  up  to  me  after  the  collision. 
I  did  not  know  who  he  was,  but  he  said  **  Come  back 
with  me~;  I  want  to  know  why  no  fogs  have  been  put 
on,''  and  he  asked  where  the  fogman  at  the  distant- 
signal  was.  I  told  him  he  was  below  somewhere, 
and  I  went  back  with  him  xmtil  we  met  the  man. 
I  can  hardly  tell  how  far  this  was  back  from  the 
distant-signal.  The  driver  said  he  had  put  no  fogs  on, 
and  the  man  said  he  had.  The  driver  then  put  his 
lamp  on  the  rails,  but  neither  of  them  found  a  fog' 
signal.  They  did  not  stop  very  long  looking  for  the 
signals.  I  have  been  about  14  months  in  the  railway 
employment, 

4.  William  Lockwood  states  :  I  am  a  platelayer  in 
the  Manchester,  Sheffield,  and  Lincolnshire  Railway 
Company's  service.  I  was  sent  out  to  fog  on  the 
26th  November  at  the  Mexborough  distant-signal. 
When  the  Mexborough  goods  passed  me  I  was  about 
40  or  50  yards  to  the  east  of  the  distant-signal.    I  had 
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pat  down  two  fog-signals  which  had  exploded  when 
the  goods  passed,  and  I  showed  the  driver  of  the 
goods  train  a  red  light  as  he  passsed.  I  was  aware 
that  the  goods-train  had  pulled  up  somewhere  between 
the  distant  and  the  home  signal.  I  then  went  back 
about  150  yards  further  east  and  I  put  down  two 
more  fog-signals.  About  eight  or  nine  minutes 
after  the  goods  train  had  passed  me  I  heard  the 
passenger  train  approaching,  and  I  thought,  from  the 
beat  of  the  engine,  it  was  going  rather  fast,  so  I 
walked  towards  it  and  held  out  mj  red  lamp.  I  called 
to  the  driver  to  pull  up,  as  there  was  a  train  in  front 
of  him.  I  heard  the  two  fog-signals  that  I  had  put 
on  explode,  and  I  heard  three  more  afterwards  before 
I  heard  the  collision,  which  took  place  immediately 
afterwards.  After  the  collision^  the  driver  of  the 
passenger  train,  and  the  fogman  who  had  been 
fogging  nearer  Mexborough  than  where  I  was 
stationed,  came  up  to  me,  and  the  driver  asked  me  where 
the  fog-signals  were,  and  I  told  him  he  would  find 
them  by  the  side  of  the  rails  if  he  would  look.  I 
then  went  further  east  to  stop  any  more  trains.  When 
Mr.  Halmshaw  came  to  me  I  showed  him  where  I  had 
put  the  fog-signals,  and  picked  up  two  at  the  spot 
which  had  exploded.  I  do  not  recollect  that  any 
trains  had  passed  since  the  passenger  train  that  met 
with  the  accident  at  the  time  Mr.  Halmshaw  came  to 
me.  I  did  not  see  the  foreman  shunter  with  the 
driver.  I  have  been  six  years  a  platelayer  in  the 
Company's  service. 

5.  William  Ullyott  states :  I  was  driver  of  the 
passenger  train  from  Doncaster  to  Sheffield  on  the 
26th  November.  I  left  Doncaster  at  the  proper  time 
(6.50  p.m.),  and  I  stopped  at  Conisborough.  As  I 
was  pulling  up  at  the  platform  the  signalman  made 
the  remark  to  me  '^  Let  ofi*,"  which  means  that  the 
line  was  all  dear.  I  know  that  the  line  is  not 
worked  on  the  block,  and  that  the  rules  are  to  give 
a  caution-signal  for  10  minutes  after  another  train  has 
passed,  and  as  I  got  no  caution-signal  I  did  not  think 
there  was  anything  between  me  and  the  Liverpool 
passenger  train,  which  I  knew  was  due  to  leave 
Doncaster  at  5.35.  My  train  consisted  of  engine  and 
tender,  break-van,  four  passenger  coaches,  and  another 
break- van  at  the  tail  of  the  train  with  the  guard  in 
charge.  I  think  we  were  about  a  minute  late  in 
leaving  Conisborough.  As  we  passed  Denaby,  which 
is  about  a  mile  and  a  quarter  east  of  Conisborough,  I 
noticed  the  signals,  which  were  all  right,  and  the 
signalman  showed  me  a  white  light  from  his  haud« 
lamp.  I  did  not  see  the  Mexborough  distant-signal, 
the  fog  was  so  thick,  nor  did  I  see  any  fogman 
between  that  and  Denaby,  but  after  passing  the 
Mexborough  distant-signal  we  ran  over  two  fog- 
signals  which  were  about  75  to  100  yards  from  the 
goods  train  which  we  ran  into.  I  think  we  were 
going  about  10  or  12  miles  an  hour  when  we  ran  over 
the  fog-signals,  and  eight  or  nine  when  we  ran  into 
the  goods  train.  Immediately  after  the  collision  I 
took  two  fog-signals  from  my  engine  and  ran  back  to 
protect  my  train.  When  I  was  standing  about  the 
distant-signal,  Ramsden,  who  is  foreman'  shunter  at 
Mexborough,  came  up  to  me,  and  he  went  back  with 
me  towards  Denaby,  and  there  we  found  a  man 
standing  at  the  side  of  the  line,  and  he  said  he  was 
fogging.  I  said, ''  Why  did  you  not  put  some  fogs  on 
for  us,"  and  he  said  he  had  done  so.  I  tiien  said,  "  Well, 
they  are  things  that  will  tell  for  themselves,"  and  he 
replied,  "  Look  on  the  ground,"  which  we  did,  but  could 
not  find  any  ;  and  he  said,  "  Look  further  down  towards 
Mexborough."  The  fogman  did  not  show  me  the 
fog-signals.  I  then  made  my  way  back  to  the  train, 
when  I  met  another  fogman,  but  I  did  not  take  up 
any  fog-signals  till  I  got  within  about  75  yards  of  the 
goods  train,  when  I  picked  up  those  that  I  had  run  over, 
and  Ramsden  was  with  me  at  the  time.     We  shut 


steam  off  soon  after  passing  Denaby,  and  we  were 
approaching  Mexborough  with  steam  shut  ofiT,  as  it 
was  necessary  to  be  cautious,  owing  to  the  dense  fog, 
I  was  not  hurt  by  the  collision.  The  engine-buffers 
were  broken,  and  the  chimney  and  vacuum  pipes 
damaged.  When  I  ran  over  the  fog-signals  I  had  no 
steam  on.  My  fireman  put  his  break  on,  passing  over 
the  first  fog-signal,  and  on  going  over  the  second  I 
reversed ;  and  as  I  did  this  my  engine  struck  the  van 
of  the  goods  train.  I  have  been  a  driver  since  the 
year  1865  with  the  Manchester,  Sheffield,  and  Lincoln- 
shire Railway. 

6.  Henry  Chaiwin  Clarke  states :  I  am  fireman 
of  the  Manchester,  Sheffield,  and  Lincolnshire  engine 
No.  87,  which  ran  into  the  goods  train  on  the  night 
of  the  26th  November.  We  stopped  at  Conisborough. 
The  signals  at  Denaby  were  showing  a  white  light. 
We  could  not  see  them  well,  but  we  could  see  a 
glimmer.  The  next  thing  that  occurred  was  that  we  ran 
over  some  fog-signals  about  100  yards  from  the  goods 
train  which  we  ran  into.  We  had  no  steam  on  at 
the  time  we  ran  over  the  fog-signab.  As  we  ran 
over  the  fog-signals  I  put  on  my  break,  and  the  driver 
reversed.  We  were  going  about  10  miles  an  hour 
when  we  ran  over  the  fog-signals.  My  break  was  in 
good  order.  There  was  no  time  for  the  driver  to 
whistle  for  the  guard's  break.  I  had  a  pain  come  in 
my  back  after  the  collision,  but  I  was  not  knocked 
down  or  bruised  by  the  collision.  I  have  been  five 
years  a  fireman. 

7.  John  Macrone  states :  I  was  the  guard  of  the 
passenger  train  which  consisted  of  engine  and  tender, 
carriage-break,  four  other  coaches,  and  another  car- 
riage-bVeak  in  which  I  rode.  We  left  Doncaster  at 
5.50,  the  proper  time.  We  were  two  minutes  late  on 
leaving  Conisborough,  owing  to  there  being  a  heavy 
fog  and  our  running  cautiously.  On  passing  Denaby  I 
observed  the  signals  all  right.  The  light  showed 
dimly  through  the  fog.  I  then  went  to  the  other 
side  of  my  van  to  look  out  for  fogmen  and  the  signals, 
but  I  did  not  see  either  before  I  heard  a  fog-signal 
explode.  This  was  about  the  distant-signal.  I  im- 
mediately went  to  put  on  my  break,  but  the  collision 
occurred  as  I  was  doing  so.  I  was  knocked  off  the 
break  platform  into  the  bottom  of  the  carriage,  and 
was  very  much  shaken  at  the  time.  I  only  heard 
one  fog-signal.  I  was  looking  out  attentively  for  any 
signals  that  might  be  given,  but  I  saw  none,  and  only 
heard  one  fog-signal  explode  before  the  collision.  I 
think  we  were  going  about  20  miles  an  hour  when  we 
ran  over  the  fog-signal,  but  I  cannot  say  whether  the 
steam  was  on  or  not  at  the  time.  I  think  the  speed 
was  a  good  deal  reduced  between  the  time  of  running 
over  the  fog-signals  and  the  time  that  the  collision 
occurred.     I  have  been  a  guard  a  little  over  24  years. 

8.  George  Ramsden  states  :  I  am  foreman  shunter 
at  Mexborough  station.  On  the  night  of  the  26th 
November,  at  the  time  of  the  collision,  I  was  engaged 
on  the  platform.  When  I  heard  the  collision,  I  went 
to  lock  all  the  signals  so  as  to  prevent  anything  pro- 
ceeding on  the  up  line.  After  this  I  went  down  to 
the  scene  of  the  accident,  and  walked  on  from  there 
to  the  distant-signal,  where  I  found  the  driver  of  the 
passenger  train,  who  had  gone  back  to  protect  his 
train,  as  the  guard  was  hurt.  A  fogman  was  at  the 
distant-signal,  and  the  driver  asked  him  where  his  fogs 
were,  and  he  pointed  that  they  were  on  the  rails 
where  we  stood,  and  we  proceeded  up  towards  Mex- 
borough and  found  three  fogs  about  75  yards  from  the 
collision.  I  went  a  little  beyond  the  distant-signal 
with  the  driver,  but  I  did  not  go  to  where  the  second 
fogman  was  posted.  There  was  a  small  fire  at  the 
side  of  the  distant-signal  I  have  been  eight  years  a 
foreman  shunter. 


Conclusion. 

It  appears  from  the  foregoing  evidence  that  the  driver  of  the  passenger  train 
received  **  all  right  '*  signals  at  poi4sborough  and  at  Denaby  sidings,  which  latter  are 
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about  a  mile  and  a  half  east  of  Mexborough.  He  stated  that  after  leaving  Denaby 
he  got  no  signal  at  all,  but  ran  orer  two  fog-signals  about  75  to  100  yards  from  the 
place  where  his  engine  struck  the  van  at  the  tail  of  the  goods  train,  and  his  evidence 
is  borne  out  by  the  guard  in  charge  of  his  train. 

The  guard  of  the  goods  train,  which  was  run  into,  stated  that  when  his  train  was 
brought  to  a  stand  he  put  down  two  fog-signals  about  75  yards  behind  his  train  and 
two  more  near  the  distant-signal,  and  that  he  sent  the  fogtnan,  whom  he  found  at 
the  distant-signal,  further  back  to  protect  the  train.  This  fogman,  had  originally 
been  posted  at  the  Mexborough  home-signal,  but  owing  to  the  accumulation  of 
trains,  consequent  on  the  dense  fog,  he  had  gradually  moved  back  as  far  as  the  distant- 
signal,  and  the  man  who  had  been  posted  at  the  distant-signal  had  moved  eastwards 
towards  Denaby.  These  latter  fogmen  stated  that  they  had  put  down  fog-signals 
and  had  shown  a  red  light  from  their  hand-lamps  as  the  passenger  train  passed. 
Whether  these  men  had  put  down  the  fog-signals,  which  they  stated  they  did,  to  warn 
and  stop  the  passenger  train,  I  have  been  unable  to  determine.  There  is  no  doubt 
that  two  were  put  down  about  75  to  100  yards  behind  the  goods  train,  but  the  driver 
of  the  passenger  train  asserted  that  they  were  so  close  to  where  the  goods  train  was 
standing  that  he  could  not  possibly  stop  his  train  before  striking  the  goods  train. 

The  best  security  against  accidents  of  the  kind  is  what  the  Manchester,  Sheffield, 
and  Lincolnshire  Eailway  Company  are  doing,  viz.,  the  continuation  of  the  block 
telegraph  system  over  their  line,  and  a  farther  and  most  material  protection  will  be 
the  adoption  of  continuous  breaks. 

I  have,  &c., 

The  Secretary,  P.  H.  Rich, 

(Railway  Department,)  Board  of  Trade.  Colonel,  B.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  28th  December  1878. 


METROPOLITAN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  7th  November  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
complianee  with  the  instructions  contained  in  the  Order  of  the  21st  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  which  attended  the  collision  that  occurred  on 
the  19th  ultimo,  between  the  re^r  portion  of  a  Great  Northern  goods  train,  which  had 
become  detached  in  the  tunnel  between  Parringdon  Street  and  King's  Cross  stations, 
on  the  widened  lines  of  the  Metropolitan  Railway,  and  a  following  Great  Northern 
down  passenger  train. 

The  company  returns  one  passenger  sus  having  been  injured  on  this  occasion. 

The  damage  to  the  rolling-stock  was  slight.  One  buffer-rod  was  broken  and  two 
bent,  and  one  buffer  casting  and  the  body  of  the  rear  break- van  of  the  goods  train 
were  also  broken,  as  well  as  a  coupling  which  caused  the  portion  of  the  goods  train  to 
become  detached. 

The  widened  lines  of  the  Metropolitan  Railway  dip  down  and  pass  under  the 
Metropolitan  Railway  between  Earringdon  Street  and  "King's  Cross  stations. 

The  descent  from  Earringdon  Street  is  by  a  steep  gradient  of  1  in  40,  in  order  to  get 
under  the  Metropolitan  Railway,  and  from  thence  it  rises  on  gradients  of  1  in  100 
and  1  in  500  for  the  greater  part  of  the  way  to  King's  Cross.  The  distance  between 
Earringdon  Street  and  King's  Cross  stations  is  about  a  mile,  and  the  line  is  in  tunnel 
for  rather  more  than  50  chains  of  that  distance. 

The  traflBc  is  worked  on  the  absolute  block  system,  and  there  is  an  intermediate 
block  telegraph  signal-box  between  Earringdon  Street  and  King's  Cross  stations,  at  a 
short  opening  in  the  timnel  at  Granville  Place,  which  is  distaiit  nearly  1,100  yards 
from  Earringdon  Street  station.  The  down  traffic  at  the  intermediate  signal-box  is 
controlled  by  a  down  distant  disc  signal  placed  on  the  ground  between  the  two  lines 
of  railway,  216  yards  east  of  the  down  home-signal,  which  is  fixed  by  a  bracket  to  the 
crown  of  the  tunnel  at  the  western  side  of  the  signal-box. 

The  evidence  in  this  case  is  as  follows  : — 

Thomas  Harrigan^  driver  of  the  Great  Northern  Battersea.     My  train  consisted  of  16  waggons  and 

goods  train  from  Battersea  Yard  to  King's  Cross  on  two  break-vans.    They  were  all  empties.    Nothing 

the  19th  October,  four  years  an  engine-driver,  states  out  of  the  ordinary  took  place,  but  I  was  stopped  at 

as  follows : — I  do  not   know  at  what  time  I  left  several  places  by  signals,     Wfw  stopped  at  "  C "  box, 
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FarringdoQ  Station,  by  signals  at  Farringdon  Street, 
I   suppose  about  one  minute.     After  leaving  Far- 
ringdon Street  I  came  on  slowly  to  Granville  box. 
The  distant  and  home  signals  stood  at  danger.     I 
could  not   see  the  home-signal  until  I  was  within 
20  waggons'  length  of  it.     I  slackened  speed,  and  I 
did  not  see  it  until  I  was  about  10  waggons'  length 
from  it.     The  tunnel  on  that  day  was  not  clear.     I 
slackened  speed  when  I  came  in  sight  of  the  distant- 
signal,  and  upon  reaching  the  home-signal  it  was 
taken  off,  and  I  did  not  come  to  a  standstiU.     I  put 
steam  on  gently,  and  went  on  to  King's  Cross.     Upon 
reaching  King's  Cross  (Metropolitan)  I  found   the 
station-signal  at  danger,  and  stopped  at  it.     I  looked 
back  at  &is  time,  and  saw  that  I  had  no  break-vans 
and  not  my  full  train.     The  signalman  at  the  eastern 
or  "  C  "  box.  King's  Cross,  came  and  asked  me  where 
I  saw  my  break-vans  last.     I  said  that  I  saw  them 
when  coming  down  the  dip  after  leaving  Farringdon 
Street,  before  I  entered  the  tunnel.     The  inspector 
then  came  and  told  me  I  was  to  go  back  slowly  to 
take  up  the  remainder  of  my  train,  and  he  rode  back 
on  my  engine  to  Granville  box,  where  I  found  the 
rear  portion  of  my  train,  which  had  broken  away, 
about  10  w^gon  lengths  on  the  Farringdon  Street 
side  of  the  Granville  box.     I  then  had  orders  to 
proceed  to  King's  Cross  from  the  guard  and  inspector. 
I  saw  the  distant-signal  worked  from  Granville  box 
when  about  10  waggon  lengths  from  it.     A  great 
deal  of  steam  was  in  the  tunnel.     Immediately  after 
passing  the  distant-signal  I  could  see  the  home-signal 
at  danger.     When  I  started  from  the  Granville  box 
again  there  was  nothing  to  intimate  that  I  had  left 
any  portion  of  my  train  behind,  and  I  was  not  aware 
I  had  done  so  until  I  arrived  at  King's  Cross.     I  was 
almost  at  a  stand  when   the  Granville  box  home- 
signal  was  pulled  off.     I  condensed  steam  in  passing 
through   the  tunnel  until  I  came  into  the  open  at 
King's  Cross.     A  passenger  train  on  the  up  journey 
passed  us.     I  think  it  was  a  Great  Northern  pas- 
senger train  going  to  Moorgate  Street.     I  had  not 
passed  the  Granville  Street  box  when  it  passed.     I 
think  I  reached  King's  Cross  about  3  o'clock.     I  just 
caught  sight  of  the  side  of  the  Granville  Street  box 
in  passing  it,  but  did  not  see  the  signalman  in  it. 
The  distant-signal  was  on  when  we  first  saw  it,  and 
the  home-signal  was  off  when  I  first  saw  it.     We 
slackened,  but  did  not  stop  the  train.    I  saw  the 
signal-box,  but  it  was  very  thick.     I  just  saw  it.     I 
did  not  see  the  signalman.     There  was  a  light  in  the 
signal-box  when  we  passed. 

Thomas  Rowley,  fireman  of  the  Great  Northern 
goods  train,  corroborated  the  statement  made  by 
driver  Harrigan. 

Samuel  Pearce,  guard  of  the  Great  Northern  goods 
train  due  to  leave  Battersea  at  1.17  p.m.,  states: — I 
did  not  leave  Battersea  until  1.35  p.m.  I  arrived  at 
Farringdon  Street  "  C  "  box  at  2.48  p.m.,  52  minutes 
late,  being  due  at  1.56  p.m.  I  left  Farringdon  Street 
station  at  2.54  p.m.  I  had  16  empty  waggons,  two 
break-vans,  and  the  engine.  I  rode  in  the  last  van. 
The  driver  slackened  speed  on  approaching  Granville 
box  distant-signal,  and  went  on  slowly  towards  the 
home-signal.  The  driver  then  whistled  sharply  as  a 
signal  for  starting,  as  I  thought.  The  train  had  not 
been  brought  to  a  stand,  but  immediately  afterwards 
I  found  we  had  stopped.  I  first  found  that  we  had 
broken  away  when  on  the  King's  Cross  side  of  the 
distant-signal.  The  break-van  had  then  passed  this 
signal.  I  applied  my  break  and  called  to  my  mate 
two  or  three  times,  and  asked  him  if  he  knew  we  had 
broken  loose.  He  answered,  "  No."  I  said,  "  You 
"  had  belter  get  out  and  run  back  to  protect  the  rear 
"  part  of  the  train,  and  put  fog-signals  down,  and 
"  stop  anything  that  may  be  coming ;"  and  he  went 
back.  In  the  meantime  I  ran  to  the  Granville  signal- 
box  and  told  the  signalman  that  we  had  broken  loose, 
and  ho  replied  that  he  had  another  train  on.  I  told 
him  my  mate  had  gone  back,  if  that  was  of  any  use. 


I  am  quite  satisfied  that  my  van  was  stopped  within 
the  distant-signal,  but  I  cannot  say  how  far.  My  van 
did  not  run  backwards  at  all.  I  got  out  of  the  break- 
van  at  2.56.  The  collision  did  not  take  place  untU 
after  I  had  got  to  the  Granville  box,  but  it  was  not  a 
minute  afterwards.  I  am  of  opinion  that  my  mate 
went  back  at  the  same  time  that  I  went  forward. 
We  were  pushed  forward  to  Klng*s  Cross  with  the 
hind  wheels  of  the  rear  break-van  on  the  rails,  the 
front  pair  being  off  the  rails,  caused  by  the  buffers  of 
the  rear  van  being  hoisted  on  to  the  frame  of  the  first 
break-van.  After  speaking  to  the  signalman  at 
Granville  box,  I  heard  the  report  of  three  fog-signals, 
and  immediately  afterwards  the  collision  took  place. 
The  rear  part  of  my  train  was  run  into,  as  I  have 
since  ascertained,  by  a  passenger  train.  The  tunnel 
was  rather  thick  and  very  full  of  steam.  I  saw  the 
distant-signal  just  before  my  van  reached  it.  I  had 
a  tail  lamp  lighted  behind  my  rear  break-van,  and 
showing  a  good  light  After  the  collision  I  found  the 
light  had  been  knocked  out,  and  the  lamp  slightly 
damaged  by  the  collision.  I  noticed  that  the  lamp 
burned  brightly  when  the  train  was  running  between 
Farringdon  Street  and  Granville  box.  I  do  not  know 
whether  the  driver  was  condensing  or  not  When  I 
was  going  to  the  Granville  box  the  steam  wajk  very 
dense,  and  appeared  to  be  di*ifting  towards  Granville 
box  from  Farringdon  Street.  Six  waggons  and  two 
vans  were  left  in  the  tunnel  when  the  front  part  of 
the  train  broke  away.  The  front  wheels  of  my  van 
were  lifted  up  by  the  collision,  and  the  van  ran 
forward  on  the  rear  wheels  only.  I  had  left  the 
signal-box  and  was  coming  towards  King's  Cross 
when  I  heard  the  collision  take  place.  I  could  see 
the  signalman  at  the  Granville  Street  box,  but  the 
steam  was  issuing  from  the  top  of  the  tunnel  from 
Farringdon  Street.  I  saw  the  signalman  at  the 
window,  but  I  don't  know  whether  the  window  was 
open  or  not.  I  spoke  to  him  from  the  ballast.  I  saw 
him  distinctly.  There  was  no  one  with  the  train  but 
my  mate  and  the  driver  and  fireman. 

Henry  Head^  two  years  breaksman  of  the  Great 
Northern  goods  train,  states  : — I  rode  in  the  first  of 
the  two  break-vans  at  the  tail  of  the  goods  train.  I 
saw  the  two  signals  at  GranviUe  box,  and  that  the 
distant-signal  was  at  danger  as  we  approached  it.  I 
saw  it  when  we  were  about  a  train's  length  from  it 
The  train  had  not  come  to  a  stand  when  the  home- 
signal  was  lowered.  I  had  seen  the  home-signal  at 
danger.  The  driver  whistled  and  then  went  on.  My 
mate  called  to  me  and  said  we  had  broken  loose,  and 
told  me  to  go  back  and  protect  the  train,  and  then  I 
went  back  and  put  three  fog-signals  down.  I  do  not 
know  how  fttr  we  were  past  the  distant-signal.  I  do 
not  know  how  far  I  was  away  from  the  distant-signal 
when  I  heard  the  other  train  approaching,  nor  where 
I  put  down  the  fog-signals.  After  putting  the  fog- 
si^als  down,  the  engine  passed  me  wit^n  half  a 
minute,  and  ran  into  the  rear  of  our  train.  I  showed 
a  red  light  when  I  ran  back,  but  I  cannot  say  if  the 
driver  saw  it  or  not^  as  the  tunnel  was  so  full  of 
steam.  I  could  not  see  the  approaching  engine  untU 
it  was  close  upon  me.  I  think  that  the  engine  when 
it  passed  me  was  running  at  the  rate  of  ^y%  or  six 
miles  an  hour.  I  could  not  say  if  the  driver  was 
making  any  attempt  to  pull  up.  When  I  put  down 
the  fog-signals  the  distant-signal  was  showing  danger, 
and  a  good  light  I  noticed  when  I  got  out  of  the 
break-van  that  our  tail  lamp  was  burning  brightly. 
Our  train  consisted  of  16  waggons  and  two  break- 
vans.  One  was  a  box  waggon.  I  think  that  the  rear 
break-^  an  was  15  yards  within  the  distant-signal  when 
we  stopped.  I  think  1  went  back  about  20  yards 
from  the  rear  of  the  last  break.  I  had  passed  the 
distant-signal,  and  put  the  fog-signals  down  on  the 
Farringdon  Street  side  of  the  distant-signal. 

Guard  Pearce  and  breaksman  Head  both  state  that 
the  box  waggon  was  in  the  portion  of  the  train  that 
went  forward  to  Kings  Cross,  and  that  there  were 
three  or  four  private  coal  waggons  behind. 
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William  Bingham^  driver  of  the  Great  Northern 
passenffer  train,  a  driver  since  February  1870,  states : 
— ^I  Iot  Moorgate  Street  at  2.51  p.m.  by  my  watch. 
We  are  due  to  leave  at  2.60  p.m.  I  proceeded  safely 
until  I  arrived  at  Farringdon  Street,  where  1  was 
checked  by  signals.  I  received  the  proper  signals  to 
start  from  Farringdon  Street,  and  proceeded  at  about 
the  usual  speed  towards  Granville  box.  The  tunnel 
was  full  of  steam,  and  I  was  prepariug  to  stop  at  the 
distant-signaL  Just  as  we  entered  the  tunnel  from 
Farringdon  Street  we  passed  an  up  train.  I  did  not 
see  the  distant-signal  until  we  had  struck  the  break- 
van  of  the  goods  train.  The  rear  van  of  the  goods 
train  was  standing  about  15  yards  outside  the  distant- 
signaL  The  force  of  the  collision  drove  the  waggons 
of  the  goods  tmn  forward  up  to  the  distant-signal, 
where  my  engine  stopped.  My  engine  was  locked 
with  the  buffers  of  the  break-van,  and  the  front  end 
of  the  second  van  was  telescoped  into  the  rear  of  the 
first.  We  were  running  at  about  five  miles  per  hour 
at  the  time  the  collision  occurred.  I  did  not  see  the 
distant-signal  either  before  or  after  the  collision. 
About  10  or  i  6  yards  before  striking  the  van  we  ran 
over  three  fog-signals.  I  applied  my  engine  vacuum 
break  at  once.  The  train  itself  was  not  fitted  with 
this  break.  The  steam  had  been  shut  off  for  about 
200  yai*ds  before  we  struck  the  train.  I  had  no  time 
to  give  my  fireman  any  instructions.  I  scarcely  felt 
the  collision  at  all ;  in  fact,  I  was  much  surprised  to 
see  the  amount  of  damage  done  after  so  slight  a 
shock.  The  tank  and  rear  portion  of  my  engine  were 
standing  just  ^  opposite  the  distant-signal.  Only  two 
vacuum  break  pipes  of  the  engine  and  the  leading 
draw-bar  hook  of  the  front  break-carriage  of  the 
passenger  train  were  broken.  I  had  two  lights  on 
the  head  of  my  engine,  one  white  and  the  other 
purple.  The  tunnel  cleared  in  about  a  minute  after 
the  collision.  I  saw  the  goods  breaksman's  hand- 
lamp  at  the  same  time  as  I  ran  over  the  fog-signals, 
and  I  put  my  break  on  immediately.  Nothing  in  my 
train  was  thrown  off  the  rails.  The  collision  occurred 
about  2.57. 

Henry  Lincoln,  fireman  of  the  2.50  p.m.  Great 
Northern  passenger  train  from  Moorgate  Street, 
states : — We  started  from  Farringdon  Street  with  all 
right  signals,  which  I  saw  myself.  I  did  not  hear  or 
see  any^ing  more  until  the  three  fog-signals  went  off 
just  outside  Granville  distant-signal.  Our  train  was 
then  running  at  five  miles  per  hour.  The  steam  had 
been  shut  off  from  the  mouth  of  the  tunneL  I  could 
not  see  the  Granville  distant-signal  for  the  steam  in 
the  tunnel,  which  was  so  dense.  I  heard  a  shout 
after  we  struck  the  goods  train,  but  did  not  see  any 
red  light.  The  distant-signal  was  by  the  side  of  our 
engine  when  we  stopped.  I  do  not  think  the  waggons 
had  been  pushed  up  at  all,  or  if  they  were  it  was  very 
little.  The  distant-signal  was  burning  all  right  at 
danger  when  I  got  down  from  the  engine.  I  did  not 
see  the  light  of  the  break-van  before  the  coDision,  but 
I  saw  it  burning  afterwards. 

Henry  Pringle^  front  guard  of  the  Ghreat  Northern 
passenger  train  due  to  leave  Moorgate  Street  at 
2.50  p.m.,  states : — My  train  consisted  of  eight 
carriages  and  two  break-carriages.    We  left  Moorgate 


Street  at  2.50  p  jn.  and  Farringdon  Street  at  2.56  p.nL, 
and  went  on  aU  right  until  we  got  into  the  tunnel.  I 
was  looking  out  from  the  top  of  the  break-van,  but 
could  not  see  anything  of  the  signals  because  of  the 
steam  in  the  tunnel.  The  collision  took  place  within 
two  or  three  minutes  after  entering  the  tunnel.  The 
train  came  to  a  stand  before  it  came  to  the  distant- 
signal,  after  the  collision  had  occurred.  I  heard  three 
fog-signals,  and  attempted  to  put  the  break  on,  when 
I  was  knocked  off  my  platform*  My  hand-lamp  was 
knocked  out.  I  lit  mv  lamp,  and  got  out  of  the 
break- van  and  went  back  to  the  tail  end  of  the  train, 
my  mate  having  gone  back  to  Farringdon  Street.  No 
passenger  complained  to  me  of  being  injured.  The 
trains  were  coupled  up,  and  went  on  together  to 
King's  Cross.  I  only  looked  out  from  the  roo^  and 
not  from  the  window.  I  rode  in  the  break-carriage 
next  the  engine,  and  there  was  another  guard  in  the 
break -carriage  at  the  rear  of  the  train.  There  was  no 
warning  whistle  from  the  driver  before  the  collision 
took  place,  at  2.57  p.m. 

Alfred  Manning^  signalman  at  Granville  box, 
Metropolitan  Railway,  widened  lines,  nearly  two 
years  a  signalman,  states : — ^The  Great  Northern  goods 
train  in  question  was  received  "  train  on  line  "  from 
Farringdon  Street  at  about  2.53  p.m.,  and  reached 
my  box  at  about  2.55  p.m.  I  think  this  goods  train 
passed  my  distant-signal  at  danger,  but  as  it  ap- 
proached my  box  I  lowered  the  home -signal.  I  do 
not  think  the  goods  train  came  to  a  stand.  I  received 
train  on  line  for  the  Great  Northern  passenger  train 
from  Farringdon  Street  at  about  2.59  p.m.  I  had 
given  Une  dear  for  the  goods  train  to  Farrmgdon 
Street  inmiediately  the  goods  train  had  passed 
thinking  all  was  right.  Before  giving  line  clear  I 
thought  the  whole  of  the  goods  train  had  passed  my 
box.  I  did  not  see  the  tail  hght,  because  of  the 
steam  in  the  tunnel.  I  saw  what  I  believed  to  hav« 
been  the  break-van  of  the  goods  train,  but  which  I 
now  suppose  was  a  box  goods  waggon,  and  gave  '^  line 
clear "  to  Farringdon  Street  An  up  Midland  train 
had  stopped  under  my  signal-box  just  previously, 
because  the  driver  could  not  see  the  signals  in  con- 
sequence of  the  tunnel  being  so  dense  with  steam, 
the  signal  being  at  '^  caution  "  at  the  time.  I  saw  the 
guard  of  the  goods  train  about  two  minutes  after  the 
first  portion  of  it  had  passed.  The  guard  came  and 
told  me  that  they  had  broken  away.  I  said,  "  Where 
is  your  train?"  He  said,  "Just  inside  the  distant 
signaL"  I  said,  "  Where  is  your  mate  ?"  He  said^ 
"  Gone  back  to  protect  the  train."  I  told  Farringdon 
Street  the  goods  train  had  broken  away,  and  Far- 
ringdon Street  wired  back  that  the  "passenger  train 
had  left.  I  have  been  a  signalman  at  Granville  box 
since  August  1877.  The  window  of  my  signal-box 
was  open  when  the  goods  train  passed,  and  I  was  at 
the  window  when  the  engine  of  that  train  passed.  I 
could  not  stay  at  the  window  on  account  of  the  steam. 
I  was  obliged  to  shut  the  window  from  the  steam 
blowing  in.  I  think  there  must  have  been  some 
mistake  about  the  time  of  receiving  train  on  line  from 
Farringdon  Street.  I  heard  the  detonating  signals  go 
off.  I  could  not  see  at  all,  on  account  of  the  steam, 
without  shutting  the  window  of  my  signal-box. 


From  the  preceding  statements  it  appears  that  on  the  day  in  question  a  Great 
Northern  down  train  of  16  empty  waggons,  with  two  break-vans  at  the  tail  of  the 
train,  left  Farringdon  Street  station  at  2.54  p.m.  for  King's  Cross  station,  and  as  the 
driver  of  the  train  approached  the  Grranville  Place  signal-box  he  slackened  speed  on 
finding  the  down  distant-signal  at  danger,  but  he  did  not  come  to  an  actual  stand- 
still as  the  down  home-signal  was  taken  off  before  he  reached  it,  and  he  then 
proceeded  on  to  King's  Cross  and  stopped  at  the  station  signal,  which  was  on  at 
danger  against  him,  and  he  was  not  aware  that  he  had  lost  a  part  of  his  train  until  he 
had  done  so. 

The  guard  of  the  goods  train,  riding  in  the  laet  break- van,  confirmed  the  driver's 
statement  as  to  the  slackening  of  the  speed  as  the  train  approached  the  Granville 
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Place  signal-box,  and  he  also  stated  that  his  van  stopped  on  the  King's  Cross  side  of 
the  down  distant-signal ;  that  after  putting  on  his  break  and  eallii^  upon  his  mate  the 
breaksman,  who  was  riding  in  the  other  van,  he  then  went  forward  and  told  the 
signalman  in  the  Granville  Place  signal-box  that  his  train  had  broken  into  two  parts. 
Before  starting  to  go  forward,  he  told  the  breaksman  to  go  back  with  fog-signals,  in 
order  to  protect  the  rear  of  the  goods  train,  and  it  appears  that  the  breaksman  went 
back  about  20  yards  and  put  down  three  fog-signals. 

When  the  guard  reached  the  Granville  Place  signal-box  he  told  the  signalman  that 
his  train  had  broken  down,  and  that  his  mate  had  gone  back,  and  the  signalman 
informed  him  that  he  had  had  another  train  signalled  on  from  Parringdon  Street.  It 
further  appears  that  the  signalman  in  the  Granville  Street  signal-box  received  train 
on  line  from  Parringdon  Street  for  the  Great  Northern  down  goods  train  at 
2.53  p.m.,  and  the  train  reached  his  box  at  2.55 ;  that  he  thinks  this  train  passed 
the  down  distant-signal  at  danger,  but  he  lowered  the  down  home-signal  as  it 
approached,  and  he  does  not  think  it  came  to  a  stand ;  that  he  received  train  on 
line  from  the  Great  Northern  down  passenger  train  about  2.59  p.m.,  as  he  had  given 
line  clear  back  to  Parringdon  Street  for  the  goods  train  immediately  it  had  passed, 
thinking  that  the  whole  of  the  goods  train  had  passed  his  box  and  that  all  was  right ; 
he  admits  that  he  did  not  see  the  tail  light  on  the  break-van  because  of  the  steam  iri 
the  tunnel,  but  he  saw  what  he  then  believed  to  have  been  the  break-van  of  the  good^ 
train,  but  which  he  now  supposes  was  a  box  goods  waggon,  and  then  he  gave  line 
clear  to  Parringdon  Street  for  the  down  passenger  train. 

The  Granville  Place  down  distant-signal  can  be  seen  when  the  tunnel  is  clear  of 
steam  for  a  distance  of  about  260  yards,  shortly  after  a  down  train  has  entered  the 
timnel,  but  on  this  occasion  all  the  evidence  goes  to  prove  that  the  tunnel  was  very 
full  of  steam,  and  the  driver  of  the  passenger  train  stated  that  he  did  not,  on  account 
of  the  steam,  see  this  distant-signal  until  the  collision  had  taken  place,  when  he  was 
preparing  to  stop. 

There  is  a  slight  discrepancy  in  the  evidence  as  to  the  position  of  the  rear  break-van 
of  the  goods  train,  whether  when  it  stopped  it  stood  a  few  yards  outside  or  inside  of 
the  down  distant-signal,  but  it  is  not  material;  and  there  is  a  greater  contrast 
between  the  distance  (210  yards)  walked  forward  by  the  guard  of  the  goods  train  to 
the  Granville  Place  signal-box,  and  the  distance  (20  yards)  walked  back  by  the 
breaksman  towards  Parringdon  Street,  for  the  purpose  of  putting  down  fog-signals  in 
order  to  protect  the  rear  of  his  train ;  but  in  one  case  the  guard  had  only  to  walk  or 
run  forward  and  get  further  away  from  the  train  while  in  the  other  the  breaksman 
had  to  go  back  to  get  nearer  to  an  approaching  train  which  he  could  hear  and  not  see, 
and  also  to  put  down  three  fog-signals,  which  appears  to  have  been  done,  and  the 
collision  seems  to  have  occurred  very  shortly  after  the  men  got  out  of  the  break- van 
when  it  had  stopped. 

I  do  not  therefore  see  any  reason  for  blaming  any  of  the  company's  servants  who 
were  with  the  two  trains,  or  the  signalman  in  the  Granville  Place  signal-box. 

The  Granville  Place  signal-box  is  sufficiently  elevated  to  enable  the  signalman  to 
look  over  the  tops  of  the  carriage  on  the  down  line  so  as  to  see  the  tops  of  the 
carriages  on  the  up  line,  but  he  cannot  see  the  tail  lights  on  the  break-vans  at  the 
rear  of  the  trains,  even  when  there  is  no  steam  to  interfere  with  the  sight,  without 
going  to  the  window  of  the  box. 

I  know  of  no  means  of  absolutely  preventing  the  recurrence  of  a  similar  mishap, 
except  by  not  permitting  two  down  trains  being  on  the  rising  incline  between 
Parringdon  Street  and  King's  Cross  stations  at  the  same  time,  but  that  would 
xmdoubtedly  limit  the  amount  of  traffic  which  could  be  worked.  It  is  possible  that 
by  glazing  the  lower  part  of  the  front  of  the  Granville  Place  signal-box  down  to  the 
floor,  and  by  using  side  and  tail  lights  for  the  lamps  placed  on  the  break- vans  at  the 
rear  of  the  trains,  the  signalman  may  be  enabled  to  notice  whether  the  last  vehicle  of 
every  train  had  passed  his  box,  even  when  the  steam  issuing  from  the  mouth  of  the 
tunnel  is  very  d^nse  and  thick. 

The  original  cause  of  the  collision  was  due  to  the  fracture  of  the  coupling  between 
two  waggons,  by  which  the  last  six  waggons  and  the  two  break-vans  became  detached 
from  the  front  part  of  the  train.  It  was  probably  caused  by  the  putting  on  of  the 
steam  in  order  to  go  ahead  when  the  train  had  almost  come  to  a  standstill  when 
approaching  the  Granville  Place  down  home-signal. 

The  fracture  occurred  at  a  very  defective  weld  in  one  end  of  the  coupling,  the 
diameter  of  the  coupling-iron  being  about  1^  inch.     I  do  not  think  it  probable  that 
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the  defect  could  have  been  discovered  if  the  coupling  had  been  examined  before 
the  fracture  took  place. 

I  have,  &c. 
The  Secretary,  W.  Yolland,  Colonel. 

(Eailway  Department,) 
Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  19th  November. 


METROPOLITAN  AND  ST.  JOHN'S  WOOD  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
13,  Downing  Street,  Whitehall,  London,  S.W., 
Sib,  8th  November  1878. 

]  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
complianee  with  the  instructions  conteined  in  the  Order  of  the  28th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred 
between  two  passenger  trains  on  the  25th  ultimo,  at  the  St.  John's  Wood  Road 
Station  of  the  Metropolitan  and  St.  John's  Wood  Railway. 

Five  persons  are  returned  as  having  been  slightly  injured  on  this  occasion. 

The  leading  buffer  castings  of  the  two  engines  which  came  into  collision  with  each 
other  were  broken,  but  no  other  damage  was  done  to  the  vehicles  in  either  train,  and 
no  vehicle  was  thrown  off  the  rails. 

The  Metropolitan  and  St.  John's  Wood  Railway  is  a  single  line,  1  mile  76*16  chains 
in  length,  with  a  loop  or  passing  place  at  St.  John's  Wooii  Road  Station,  situated  at 
the  foot  of  steep  inclmes  on  each  side  of  1  in  100  from  the  south,  and  1  in  60  from 
the  north. 

This  station  is  provided  with  up  and  down  distant  and  starting  signals,  and  the 
fJEM^ing  points  at  the  ends  of  the  single  lines  at  the  north  and  south  ends  of  the  station 
are  respectively  interlocked  with  the  up  and  down  distant-signals. 

By  this  arrangement  the  facing  points  must  be  set  right  for  up  and  down  trains  to 
enter  the  station  on  their  proper  lines  before  these  up  and  down  distant-signals  can  be 
taken  off  for  trains  to  pass,  and  tbe  taking  off  of  those  distant-signals  locks  those 
facing  in  their  proper  positions.  When  the  distant-signals  are  replaced  at  danger 
the  f^ing  points  are  unlocked,  and  can  then  be  shifted,  in  accordance  with  the  usual 
practice. 

The  up  and  down  platforms  are  nearly  300  feet  in  leneth,  and  the  block  telegraph 
signal-box  is  situated  at  the  south  end  of  the  down  platform.  The  down  distant- 
signal  is  506  yards  south  of  the  signal-box. 

The  traffic  is  worked  on  the  absolute  block  system,  in  addition  to  a  travelling  porter 
who  must  accompany  each  train  on  the  length  over  which  he  has  to  work. 

In  December  1876,  the  General  Manager  of  the  Company  (Mr.  Fenton)  issued  the 
following  instruction  for  the  guidance  of  the  signalmen  at  the  St.  John's  Wood  Road 
station,  immediately  after  a  similar  collision  had  occurred  at  the  down  platform 
through  an  act  of  carelessness  on  the  part  of  tbe  signalman  then  on  duty  : — 

«  Mbtbopoutan  Railway. 

ij^oticb  to  signalmbn. 

St.  John* 8  Wood  Boad. 

"The  signalmen  must  be  specially  careful  not  to  replace  the  distant-signals  at 
danger  until  the  trains  have  come  to  a  stand  at  the  platform. 

Myles  Fenton, 
G^ieral  Manager's  Office,  General  Manager. 

32,  Westboume  Terrace, 
13th  December  1876." 

The  evidence  is  as  follows: — 

Hugk  Sawyer^  signalman  since  Febmary  last,  and  arriTe  here  after  the  down  trains ;  both  are  signalled 

1^  years  in  the  Company's  service,  states : — ^I  came  on  to  me,  the  up  trains  from  the  Swiss  Cottage,  and  the 

duty  at  3  p.m.  on  the  26th  October.    Up  and  down  down  trains  from  Baker  Street.     On  this  night,  the 

trains  were  due  at  the  St.  John's  Wood  Boad  station  down  trains  were  first  signalled  to  me,  but  the  up 

at  10.36  p.m.  on  that  night.    The  up  trains  mostly  train  arrived  first,  at  10.36.    I  had  entered  10.33  aa 
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the  time  of  its  arrival,  but  that  was  by  a  mistake,  and  Metropolitan  Railway  Company,  states :— I  was  the 

the  down  train  arrived  at  10.87,  but  I  had  entered  it  driver  of  the  10.32  p.m.  down  passenger  train  from 

as  having  arrived  at  10.86,  also  by  a  mistake,  as  I  Baker  Street  to  the  Swiss  Cottage.    It  consisted  of  a 

was  flurried  by  the  collision.  I  had  taken  off  the  down  tank  en^ne  and  six  carriages,  with  two  guards,  one 

distant-signal,  moved  by  lever  No.  8,  the  normal  at  each  end  of  the  train.    The  train  was  fitted  with 

position  of  the  points  bemg  right  for  a  down  train  to  Smith's  vacuum  brake  on    the  engine  and  on  all 

run  into  the  station ;  and  I  had  also  taken  off  the  up  carriages.    We  left  Baker  Street  at  about  the  proper 

distant-signal,  the  points  Ijring  right  for  a  train  to  time.    As  we  approadied  the  St.  John's  Wood  Boad 

reach  the  up  platform,  so  that  both  trains  might  reach  sta^n  I  found  the  distant-signal  stood  at  caution  for 

and  stop  at  the  station  at  the  same  time.    The  up  us  to  run  into  the  station,  and  I  had  passed  the  facing 

train,  as  I  have  stated,  arrived  first,  but  T  was  under  points  of  the  cross-over  road  before  I  became  aware 

the  impression  that  it  was  the  down  train  which  had  that  anything  was  wrong.    I  was  made  aware  of  it 

first  arrived.    I  did  not  look  out  of  the  signal-box  to  by  the  swerving  of  the  engine  to  the  right.    I  imme- 

see,  but  I  shifted  the  points  at  the  south  end  of  the  diatdy  applied  the  vacuum  break,  reversed  the  engine, 

loop  line  at  the  station  as  soon  as  I  thought  the  down  ^nd  applied  the  steam,  and  let  down  sand  on  the  rails 

train  had  arrived,  in  order  to  set  the  points  right  for  I  was  travelling  at  the  usual  rate  of  12  or  14  miles  an 

the  up  tnun  to  leave  the  station  on  its  way  to  Baker  hour  when  entering  the  station,  immediately  before  I 

Street,  and  I  did  not  find  out  my  mistake  until  just  as  appHed  the  vacuum  break,  and  the  speed  had  been  re- 

the  collision  was  about  to  take  place.     The  up  train  duced  to  nearly  three  or  four  miles  an  hour  when  the 

had  stopped  at  the  up  platform  before  it  wa»  run  into  collision  took  place.  No  vehicle  in  my  train  was  thrown 

by  the  down  train,  which  had  been  diverted  to  the  up  off  the  rails.  The  leading  buffer  castings  of  my  engine 

pialibrm  by  my  shifting  of  the  points  at  thQ  south  end  were,  both  broken,  bat  there  was  no  o&er  damage  to 

of  the  loop  line.  my  train ;  and  Uie  buffiar  castings  of  the  up  train 

„,       ^  .      3  .  ,  enffine  were  also  broken.     We  did  not  throw  any 

fFm.  Lucas,  engine-dnver  one  year,  and  aeven  ^Hde  of  Ihe  up  train  off  the  rails, 
years  previously  a  fireman,  in  the  service  of  the  '^ 

Erom  the  preceding  statements  and  from  observation  on  the  groimd,  it  i^pears  that 
of  the  two  passenger  trains  due  at  St.  John's  Wood  Boad  station  at  10.36  p.m.  on  the 
night  of  the  25th  October,  the  signahnan  first  received  a  signal  from  Baker  Street  for 
the  down  train,  but  the  up  train  from  the  Swiss  Cottage  arrived  at  the  station  before 
the  down  train,  and  owing  to  the  carelessness  of  the  signalman  on  dntj  in  not  noticing 
which  train  first  arrived  at  the  station,  and  in  direct  opposition  to  Mr.  Fenton*s 
instruction  of  December  1876,  he  replaced  the  down  distant-signal  at  danger  before 
the  train  arrived,  and  thus  took  off  the  lock  which  held  the  facing  points  at  the  south 
end  of  the  station  right  for  a  down  train  to  run  in  alongside  of  the  down  platform ; 
and  then  he  shifted  these  points,  and  set  them  open  for  ^e  down  train  to  run  across  to 
the  up  platform  at  which  the  up  train  was  then  standing. 

The  down  train  on  this  occasion  consisted  of  a  tank  engine  and  six  carriages,  with 
two  guards.  The  whole  train  was  fitted  throughout  with  Smith's  vacuum  break, 
under  the  control  of  the  engine-driver,  and  the  latter  did  not  perceive  that  anything 
was  wrong  until  the  engine  began  to  swerve  to  the  right,  in  order  to  cross  to  the  south 
end  of  the  up  platform.  The  facing-points  of  this  cross-over  road  are  only  distant 
about  69  yards  from  the  spot  where  the  collision  between  the  two  trains  occurred,  and 
48  yards  south  of  the  centre  of  the  signal-box. 

The  train  is  stated  to  have  been  entering  the  station  at  the  usual  rate  of  12  or 
14  miles  an  hour,  and  the  driver  appears  to  have  acted  very  promptly  in  applying  the 
breaks,  reversing  his  engine,  and  in  reducing  the  speed  to  three  or  four  mUes  an  hour 
when  the  collision  took  place. 

As  already  stated,  the  collision  was  entirely  due  to  the  carelessness  of  the  signalman 
on  duty  (Sawyer),  but  it  appears  that  he  has  been  a  signalman  only  since  last 
February.  He  also  seems  to  have  made  wrong  entries  in  his  train  record  book.  If 
his  misconduct  on  this  occasion  be  overlooked,  I  trust  it  will  be  a  lesson  to  him  to 
be  more  careful  in  future. 

I  have  had  occasion  to  notice  before,  on  other  parts  of  the  Metropolitan  system  of 
railways,  that,  like  the  St.  John's  Wood  Boad  Stanon,  trains  standing  at  the  platforms 
are  only  protected  by  distant-signals  in  each  direction;  and  to  observe  that  the 
itbsence  of  home-signals  placed  outside  of  fouling  points,  coupled  with  the  very  general 
practice  of  running  past  distant-signals  standing  at  '^  danger,'^  withdraws  the  only 
precaution  that  can  serve  to  protect  the  rear  of  trains,  in  the  event  of  any  mistake 
being  made  by  the  signalmen  in  working  the  block  system ;  or  to  prevent  him,  as  in 
this  instance  and  in  mat  of  December  1876,  from  suddenly  shifting  the  &ouig  points 
and  diverting  the  coming  train  to  the  wrong  road,  without  any  warning  whatever  to 
the  driver  of  the  train,  and  thus  producing  a  collision. 

I  am  quite  aware  that  if  Mr.  Fenton*s  instiructions  of  December  1876,  to  the 
signalmen  at  St.  John's  Wood  Eoad  Station  had  been  obeyed,  no  collision  would  have 
occurred ;  but  immediately  the  driver  of  the  down  passenger  trdin  had  passed  the 
down  distant-signal,  500  yards  from  the  station,  he  had  nothing  in  the  shape  of  a 
signal  ahead  to  tell  him  that  the  points  of  the  cross-over  road  were  still  in  their 
proper  position  for  him  to  run  on  the  down  line  into  the  station.    The  infaroduction  ox 
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home-signals  just  outside  the  station  platforms,  and  in  this  instance  contiguous  to  the 
facing  points  of  the  cross-over  road,  which  they  should  lock  in  their  proper  position, 
would  serve  as  a  guide  for  drivers  approaching  stations  through  tunnels  when  the  view 
will  frequently  he  very  limited ;  and  although  this  collision  has  fortunately  been  a 
slight  one,  I  think  it  right  that  the  subject  of  supplying  home-signals  to  .cx)ver  all 
station  platforms  should  receive  serious  consideration  from  the  Directors  and  Officers 
of  the  MetropcJitan  Railway  Company.  If  the  recoinmendation  of  the  inspecting 
officer,  Sir  H.  W.  (then  Captain)  Tyler,  who  inquired  into  the  collision  which  occurred 
at  the  same  station  in  December  1876,  had  been  attended  to,  it  is  probable  that  this 
collision  would  not  have  happened. 

There  is  one  other  point  to  which  I  should  draw  attention,  and  that  relates  to  the 
very  narrow  space  between  !the  signal-box  and  the  edge  of  the  platform.  I  do  not 
know  if  this  has  always  been  so  since  the  line  was  first  opened  for  traffic  in  1868, 
but  it  is  in  direct  opposition  to  one  of  the  requirements  of  the  Board  of  Trade,  which 
stipulates  thsi  the  spiace  shall  not  be  less  than  six  feet. 

I  have,  &c.. 
The  Secretary,  W.  Tolland,  Colonel. 

(Railway  Department,) 
Board  of  Trade. 

Printed  copies  of  the  above  report  were  Rent  to  the  Company  on  the  19th  November  1878. 


MIDLAND  GREAT  WESTERN  RAILWAY  OF  IRELAND. 

Railway  Department,  Board  of  Trade, 
SiE,  13,  Downing  Street,  London,  S.W.,  31st  January  1S79. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  order  of  the  27th  ultimo,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  the  accident  which 
occurred  pn  the  17th  ultimo,  near  Blanchardstown  station,  on  the  Midland  Great 
"W^estem  Railway  of  Ireland, 

In  this  case,  as  the  up  passenger  train  from  Sligo,  Galway,  &c.,  consisting  of  engine, 
tender,  and  13  vehicles,  of  which  the  tenth  and  last  were  vans  with  a  guard  in  each, 
due  in  Dublin  at  12.46  p.m.,  was  travelling  at  a  speed  of  between  20  and  30  miles 
an  hour,  the  tyre  of  the  right  front  wheel  of  the  tenth  vehicle  (the  Sligo  break-van) 
broke  about  a  quarter  of  a  mile  west  of  Blanchardstown  station  (where  the  train  had 
not  to  stop).  The  leading  wheels  of  jthe  van  left  the  rails  about  220  yards  east  of  the 
station,  and  the  tyre  commenced  to.  break  up  about  90  yards  further  on.  The  train 
was  then  gradually  brought  to  a  stand  near  liffey  junction,  about  3  miles  from 
the  spot  where  the  van  first  left  the  rails ;  no  other  vehicle  than  the  van  being  off  the 
line. 

No  passengers  have  oompkined  of  injury.  The  guard  in  the  Sligo  van  was  knocked 
about  and  hurt. 

The  Sligo  van  had  its  floor  damaged,  left  leading  spring,  axle  box,  and  axle  guard 
broken ;  of  the  ri^t  leading  wheel,  the  tyre  of  which  broke  into  four  pieces,  nothing 
was  left  but  the  boss. 

In  the  permanent  way  a  number  of  fish^-bolts  were  destroyed. 

Description. 

In  the  immediate  locality  of  Blanchardstown  the  line  (looking  towards  Dublin) 
curves  to  the  right  with  a  radius  of  about  20  diains,  and  falls  towai-ds  Dublin  on  a 
gradient  of  1  in  160.  The  permanent  way  is  in  very  good  order,  having  been  relaid 
with  heavy  flat-bottomed  steel  rails  in  July  last. 

The  tyre  which  broke  was  of  crucible  steel,  manufactured  by  Butcher  and  Co.,  of 
Sheffield.  It  was  about  two  years  old,  and  was  worn  down  from  an  original  thickness 
of  2  inches  to  If  inches.  It  was  fastened  to  the  rim  of  the  wrought-iron  wheel 
(3i  feet  in  diameter)  by  four  bolts.  It  broke  into  four  pieces,  which  all  left  the 
wheel  within  a  short  distance  of  each  other,  about  300  yards  east  of  Blanchardstown 
station.    After  the  tyre  left  the  wheel,  the  latter  gra^ially  broke  up  until  nothing 
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of  it  was  left  but  its  boss-    Two  of  the  tyre  fractores  (one  of  these  probably  the 
first)  were  through  bolt  holes.    No  signs  of  flaw  were  visible  on  the  surfaces  of 
fracture. 
A  severe  frost  prevailed  at  the  time  of  the  accident. 


Evidence. 


1.  James  Raffertyjlo  years  driver.— I  started  from 
Athlone  at  right  time,  with  the  9.10  a.m.  train  for 
Dublin,  and  from  Mnllingar  the  tnun  consisted  of 
engine,  tender,  and  13  vehicles,  including  three 
vans  with  a  guard  in  each.  There  were  no  con- 
tinuous breaks.  We  were  10  minutes  late  leaving 
Mullin^ar,  and  we  left  Maynooth,  the  last  stop  before 
the  ticket  platform  at  Broadstone,  at  12.10  p.m.,  two 
minutes  late.  The  day  was  very  foggy,  with  severe 
frost  and  snow  on  the  ground,  but  no  snow  had  recently 
fftllen.  After  passing  Ashtown  crossing  (about  a  mile 
east  from  Blanchar£town)  I  found  the  train  pulling 
heavily,  and  on  looking  badk  I  saw  a  vehicle  towards 
the  centre  of  the  train  swaying  about,  and  made  sure 
it  was  off  the  rails,  though  it  was  not  very  much  out 
of  line.  I  immediately  gave  the  break  whistle,  and 
then  kept  the  whistle  open.  I  at  once  saw  that  it  was 
not  expedient  to  try  and  check  the .  speed  at  the  front 
of  the  train,  and  so  kept  on  sufficient  steam  to  keep 
the  couplings  just  tight,  and  did  not  have  the  tender- 
break  applied  at  all.  The  speed  on  passing  Ashtown 
was  not  more  than  20  mUes  an  hour,  on  account  of 
the  difficulty  of  seeing  signals  owing  to  the  fog,  and 
I  just  allowed  the  speed  to  run  itself  out  till  we 
stopped,  about  300  yards  from  Liffey  junction,  where 
the  signals  were  against  us.  Rule  126  applies  to  the 
case  in  point,  when  a  vehicle  gets  off  the  rails  behind 
the  engine^  Afier  stopping  1  went  back,  and  found 
the  Sligo  van,  the  tenth  vehicle  in  the  train,  with  the 
right  wheel  gone,  and  the  left  wheel  up  through  the 
floor  of  the  van,  in  which  it  had  made  a  large  hole. 
I  think  the  traUing-wheels  were  on  the  rails.  My 
impression  is  that  the  centre  front  coupling  of  the  van 
had  given  way,  but  the  side  chains  had  held.  The 
guard  said  he  was  not  much  hurt. 

2.  John  AkermaHy  guai'd  10  years. — I  was  in  the 
Sligo  van  of  the  10.30  a.m.  train  from  MuUingar,  the 
van  being  the  t«nth  vehicle  in  the  combined  train. 
We  last  stopped  before  the  accident  at  Maynooth,  and 


left  it  at  right  time.  I  waa^alone  in  the  van.  I  first  felt 
something  eo  wrong  with  the  van  about  a  quarter  of  a 
mile  west  of  Blanchardstown  station.  There  was  then  a 
little  jolting ;  this  continued  for  some  little  time,  until 
a  wheel  gave  way  on  the  np  side  of  the  Blanchards- 
town down-distant  signal.  I  went  to  my  break,  and 
had  just  got  it  on  when  the  front  of  the  van  went 
down,  and  a  wheel  came  up  through  the  floor  ;  this 
was  before  we  got  to  Ashtown.  I  held  on  to  the 
handle  of  the  br^  until  the  train  gradually  stopped 
near  lifley  junction.  I  did  not  notice  whether  the 
driver  whistled,  being  too  much  excited.  My  break 
gave  way  when  the  front  of  the  van  fell  down.  I  was 
knocked  about  and  a  little  hurt,  and  was  off  duty  for 
11  days.  Neither  of  the  centre  couplings  nor  any  of 
the  four  side  chains  had  given  way.  The  speed  was 
between  25  and  30  miles  when  the  wheel  broke. 

8.  Michael  Dhelan^  18  years  guard. — I  joined  the 
9.10  a.m.  train  at  Athlone;  and  from  Mullingar  I  was 
in  the  rear  vehicle  of  the  train,  a  break- van ;  the  train 
then  consisted  of  13  vehicles,  the  Sligo  van  being  the 
tenth  from  the  front.  We  left  Mullingar  ten  minutes 
late,  and  Maynooth,  the  last  stop,  two  minutes  late. 
Between  the  Blanchardstown  down-distant  signal  and 
Ashtown  up-distant  signal  I  felt  a  jerk,  and  the  train 
began  to  run  rough,  the  speed  being  then  between  20 
and  30  miles  an  hour.  On  looking  ahead  I  saw  the  Sligo 
van  off  the  rails  to  the  right-hand  side,  and  leaning 
over.  I  put  on  my  break,  and  after  this  I  heard  the 
dinver  whistle.  The  signals  at  Ashtown  were  offl 
I  shouted  to  the  passengers  not  to  jump  out,  and 
showed  a  flag  first  one  side  and  then  the  other.  The 
train  then  gradually  came  to  a  stand  near  Lifley 
junction  at  about  12.86  p.m.,  the  time  we  are  due  at 
the  ticket  platibrm.  The  day  was  very  foggy  and 
frosty.  No  passengers  complained  of  being  hurt. 
There  is  no  communication  cord,  as  the  train  does  not 
run  20  miles  without  stopping. 


Condtmon. 

There  is  no  particular  cause  to  be  assigned  for  the  fracture  of  the  steel  tyre  of  the 
right  leading  wheel  of  one  of  the  break-vans  of  this  passenger-train,  other  than 
the  brittle  state  of  metal  and  the  hard  condition  of  the  permanent  way  induced  by  the 
severe  frost.  The  tyre  broke  up,  and  the  front  wheels  of  the  van  left  the  rails  about 
3  miles  from  the  spot  where  the  ttain  was  eventually  stopped ;  the  escape  from  a 
most  serious  accident  was  due  to  the  judicious  conduct  of  the  driver  (James  RafPerty) 
who,  on  perceiving  that  a  vehicle  near  the  tail  of  the  train  was  off  the  rails,  did  not, 
as  is  so  frequently  the  case,  at  once  attempt  to  stop  the  train,  but  used  just 
suf&cient  steam  to  keep  the  couplings  tight  until  the  speed  ran  itself  out,  without  any 
other  vehicle  in  the  train  than  the  van  having  left  the  mils.  It  is  true  that  Bafferty, 
in  acting  as  he  did,  was  only  obeying  the  injimctions  of  Rule  126,  describing  the  duty 
of  drivers  in  such  cases ;  but,  nevertheless,  his  conduct  is  very  praiseworthy. 

The  position  of  the  guard  in  the  Sligo  van  during  this  3-miles  ride,  while  the 
left  front  wheel  of  the  van  was  revolving  in  the  hole  which  it  had  made  in  the  van 
floor,  was  most  perilous. 

This  narrow  escape  from  serious  disaster,  and  the  one  near  Bonamore  on  the 
20th  ult.,  will,  it  is  hoped,  have  the  effect  of  pressing  home  upon  the  directors  of  this 
railway  the  importance  of  losing  no  unnecessary  time  in  having  the  tyres  of  the  wheels 
of  all  their  rolling  stock  secured  by  one  of  the  modes  of  fastening  which  experience 
has  shown  to  be  effective  in  preventing  the  tyre  leaving  the  wheel  in  case  of  fracture. 

Had  this  train  been  fitted  with  continuous  breaks  under  control  of  the  driver,  it 
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might  have  been  stopped  without  risk  as  soon  as  the  van  was  perceived  to  be  off  the 
raib,  and  this  perilous  run  of  3  miles  would  thus  hare  been  avoided. 

I  have,  &c., 
The  Secretary,  0,  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Mqjor-Oeneraly  B.K 

Printed  copies  of  the  above  report  were  sent  to  the  Company. 


MIDLAND  GREAT  WESTERN  RAILWAY  OF  IRELAND. 

Board  of  Trade  (Railway  Department), 
SiE,  13,  Downing  Street,  London,  S.W.,  31st  January  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  27th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  accident  which  occurred  on 
the  20th  ultimo  near  Donamore  station,  on  the  Mayo  branch  of  the  Midland  Great 
Western  Railway  of  Iceland. 

In  this  case,  as  the  7.30  p.m.  down  mail  train  from  Dublin  for  Ballina,  consisting 
of  engine,  tender,  two  carriages,  and  a  break-van,  was  passing  Fuerty  level-crossing 
(two  miles  from  Roscommon  and  four  miles  from  Donamore)  at  a  speed  of  about 
26  miles  an  hour,  the  tyre  of  the  left  driving  wheel  of  the  engine  broke.  The  driver 
was  able  to  stop  the.  train  in  from  300  to  400  yards,  without  any  further  damage 
having  b^n  done.  It  was  afterwards  ascertained  that  there  was  a  damaged  left  rail 
close  to  Euerty  crossing. 

No  personal  injuries  were  sustained. 

The  damage  to  the  train  was  confined  to  the  engine,  of  which  the  tyre  of  the  left 
driving  wheel  was  broken  in  one  place,  there  being  a  gap  about  f  of  an  inch  in  width 
between  the  surfaces  of  fracture.    The  splasher  of  this  wheel  was  also  damaged. 

Description. 

The  line  in  the  immediate  neighbourhood  of  Euerty  crossing  is  single,  straight,  and 
level.  The  rails  are  flat-bottomed,  about  18  years  old,  weighing  66  lbs.  to  the  yard, 
fished  at  the  joints,  secured  to  cross  sleepers  with  fang  bolts  and  wood  screws,  the 
sleepers  being  at  3  feet  central  intervals,  except  at  the  joints,  where  the  intervals  are 
2^  feet.  The  damaged  rail  was  16  feet  long,  and  for  a  length  of  18  inches  near  the 
north  end  its  top  table  had  spread  about  \  an  inch  on  each  side,  the  inner  surface 
being  crushed  downwards.  The  line  was  covered  with  snow  at  the  time  of  the 
accident,  and  the  temperature  low.  The  rail  was  stated  to  have  been  in  good  order 
when  last  looked  at  in  the  afternoon  before  the  accident. 

The  tyre  which  broke  was  made  of  Monkbridge  crucible  steel,  6^  feet  in  diameter, 
2^  inches  thick  originally,  worn  down  to  1|  inches  thick.  It  was  fastened  to  the 
wheel  by  bolts  passing  through  the  wheel  rim  half  way  into  the  tyre.  It  was 
put  on  seven  years  since,  and  had  run  116,043  miles.  It  was  fractured  transversely 
through  a  bolt  hole,  no  flaw  being  apparent  on  the  surfaces  of  fracture.  The  rest  of 
the  bolts  were  for  the  most  part  sheared ;  the  tyre,  however,  did  not  leave  the  wheel, 
but  onl^  opened  so  as  to  leave  a  gap  of  about  f  inch  between  the  surfaces  of  fracture. 
The  weight  on  the  driving  wheels  of  the  engine  (which  was  single)  was  14|  tons. 

Etidence. 

1.  Patrick  Qtonn,  driver  15  years.— I  joined  the  400  yards.    The  only  thing  I  obserTed  before  stop- 

7.80  p.in.  down  mail  train  fVom  Dublin  at  Atblone.  ping  was  that  the  left  driving  wheel  made  a  noise 

We  started  for  Ballina  at  10.40  p.ni.,  right  time,  with  against  the  splasher  as  it  revolved,  but  I  did  not 

a  train  consisting  of  engine  and  tender,  rmining  engine  know  that  the  tyro  was  broken    till    after  I  had 

first,  two  carriages,  and  a  van.    We  last  stopped  at  examined  the  wheel,  when  I  found  the  tyre  broken 

Roscommon,  and  left  it  at  right  time,  11.31  p.m.    I  in  one  place,  leaving  a  gap  of  about  |  of  an  inch.    I 

had  examined  the  wheels  of  the  engine  before  leaving  then  brought  the  train  on  slowly  to  Donamore  station, 

Athlone,  and  the  tyres  were  then  all  sound.     The  but  before  doing  so  I  went  back  to  the  crossing, 

night  was  cold,  with  frost  and  snow.     When  passing  w:here  the  gt^ard  complained  that  he  had  got  a  jerk.    I 

Fuerty  crossing,  at  a  speed  of  26  or  26  miles  an  hour,  there  found  a  fiat  spot  in  a  left-hand  rail,  just  on  the 

I  heard  a  noise  like  the  report  of  a  gun  from  the  left  Athlone  side  of  the  crossiug,  whether  great  enough 

side  of  the  engine.      I  at  once  blew  the  guard's  to  have  caused  a  shock  sufficient  to  break  the  tyre 

whistle,  and  had  the  tender  break  applied,  and  shut  I  cannot  say.      I  cannot  say  whether  the  rail  was 

<^  steam.    I  did  not  reverse,  but  only  polled  the  lever  broken  or  not,  but  I  called  the  gatekeeper  up^  and 

into  middle  gear^  and  stopped  within  about  300  or  told  him  to  caution  trains  until  the  rail  was  changed. 
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I  then  remained  at  Donamore  until  an  engine  from  with  the  driver  to  the  orossingy  and  found  a  rail  on 

Castlerea  took  on  the  train.    I  afterwards  took  my  the  left  side^  just  on  the  Boscommon  side  of  the 

engine  back  to  Athlone  with  its  own  steam,  nothing  crossing,  with  the  top  of  it  spread,  and  I  then  thought 

further  happening  on  the  way.  this  was  sufficient  to  account  for  what  I  had  felt. 

We  called  up  the  gatekeeper,  and  I  told  him  about 

2.  l^homas  Shally^  guard  12  years.—-!  accompanied  the  rail,  Ind  tfi  allow  nothing  over  it  till  it  had  been 

the  7.30  p.m.  mail  train  from  Broadstone,  and  from  properly  examined.    We  then  returned  to  the  train, 

Athlone  it  conslBted  of  engine  and  tender,  third-dasst  fuvd  fbuiid,nQthiti(t  wrong  :with  the  carriages,  but  dis- 

composite,  and  break -van.    There  was  a  special  guard  covered  a  crack  in  the  tvre  of  the  left  driving  wheel 

with  me  m  the  van.    We  left  Athlone  at  10.45,  five  of  the  engine.     We  then  proceeded  slowly  on  to 

minutes  late,  and  we  left  Boscommon  at  right  time,  Donamore,  where  we  got  an  engine  from  Castlerea  to 

11.31 ;  and  as  we  were  passing  Fuerty  crossing  I  felt  take  the  train  on.    We  reached  Donamore  53  minutes 

a  shock  in  the  van,  as  if  it  had  run  over  something,  late.    There  were  five  or  six  inches  of  snow  on  the 

and  the  driver  ii^istled  directly  after  thia    I  at  once  ground,  but  this  had  not  fallen  recently.     I  had 

put  my  break  on,  and  the  train  was  brought  to  a  passed  the  spot  with  the  up  mail  the  night  previously, 

stand  in  less  than  a  quarter  of  a  mile.    Our  speed  but  had  noticed  nothing  wrong  at  the  spot  on  that 

mfty  have  been  about  25  miles  an  hour.    I  went  back  occasion. 

Conclusion. 

The  fracture  of  the  steel  tyre  of  the  left  driving  wheel  of  the  engine  of  the  mail 
train  in  question  was  proha^hly  due  to  the  hlow  it  received  in  running  over  the 
damaged  rail  at  Puerty  crossing  on  a  frosty  night,  when  the  stedl  would  be  in  a 
brittle  condition.  The  bulge  on  the  inside  of  the  rail,  amounting  to  about  \  an  inch, 
and  extending  for  about  18  iaches,. probably  caused  the  left  driving  wheel  to  mount 
at  its  commencement  and  to  drop  at  its  termination,  the  blows  thus  received  causing 
the  fracture  of  the  tyre.  It  is  very  fcnrtunate  that  th^  driv«  so  soon  discovered  that 
there  was  something  amiss,  and  stopped  the  train  so  quickly,  or  otherwise  the  tyre, 
which  was  not  secured  by  any  patent  &,stening,  would  in  all  probability  have  broken 
up,  and  serious  mischief  have  ensued. 

This  narrow  escape  from  serious  disaster,  and  the  one  near  Blanchardstown  on  the 
17th  ultimo,  will,  it  is  hoped,  have  the  efEect  of  pressing  home  ,upon  the  directors  of 
tMs  railway  the  importance  of  losing  no  imnecessary  time  in  having  the  tyres  of  the 
wheels  of  all  their  rolling  stock  secured  to  the  wheels  by  one  of  the  modes  of  fastening 
which  experience  has  shown  to  be  effective  in  preventing  the  tyre  leaving  the  wheel  in 
case  of  fracture. 

As  the  damaged  rail  was  close  to  the  residence  of  one  of  the  gangers  of  the  line,  it 
is  only  reasonable  to  suppose  that  its  dangerously  bad  state  must  have  been  jwoduced 
by  the  passage  over  it  by  one  of  the  trains  previous  to  the  mail  train,  and  after 
darkness  had  set  in ;  otherwise,  had  its  condition  been  seen  by  the  ganger,  and  no 
means  taken  by  him  to  guard  against  accident,  he  would  have  been  exceedingly 
to  blame. 

I  have,  &c,, 

The  Secretary,  0.  S.  Hutchinson, 

(Railway  Department),  Board  of  Trade.  Major-Oeneral  B.K 

Printed  copies  of  the  above  report  were  sent  to  thd  Company. 


MIDLAND  RAILWAY. 


Board  of  Trade,  (RaUway  Department,) 
Sir,  13,  Downing  Street,  liondon,  S.W.,  25th  January  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contaiaed  in  the  Order  of  the  16th  December 
1878,  the  result  of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the 
13th  December  at  Methley  junction,  on  the  Midland  Railway. 

In  this  case,  as  the  11.30  p.m.  up  express  from  Leeds  was  approaching  Methley 
junction,  at  about  12.18  a.m.  on  the  13th  December,  running  between  30  and  40  miles 
an  hour,  it  came  into  collision,  during  a  fog,  with  a  goods  break-yan  attached  to  an 
engme,  which  was  advancing  slowly  up  to  t&  junction  in  order  to  shunt. 

The  express  was  made  up  as  follows :  engine -and  tender,  six  waggons,  break- van, 
in  which  a  guard  was  riding,  composite  carriage,  two  waggons,  bre^-van,  composite 
carria^,  two  waggons,  two  composite  carriages,  and  rear  break-van,  in. which  the 
second  guard  was  riding. 

Three  passengers  complained  of  being  shaken,  the  drivOT,  fireman,  and  front  guard 
of  the  express,  and  the  goods  guard,  who  was  riding  in  the  goods  break-van,  were 
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hiirt,  the  last  named  man  very  seriously  so,  and  the  rear  guard  of  the  express 
received  injuries  which  caused  his  death  five  days  after  the  accident. 

The  engme  of  the  express  left  the  rails,  and,  after  running  ahout  90  yards,  was 
thrown  on  to  its  side  over  an  emhankment,  the  tender,  also  on  its  side,  remaining  at 
the  top  of  the  bank.  The  whole  of  the  vehicles  in  this  train,  with  the  exception  of 
the  rear  break-van,  left  the  rails. 

The  goods  break-van  was  completely  destroyed,  but  the  goods  engine  remained  upon 
the  rails. 

The  rolling  stock  was  much  damaged.     (See  return  in  Appendix.) 

The  permanent  way  received  the  following  damages : — 

On  the  Midland  line  the  farcing-points  of  the  junction  with  the  Lancashire  and 
Yorkshire  Railway  were  torn  up,  the  outside  rail  of  the  up  line  was  thrown  out  of 
place,  and  all  the  chairs  were  broken  for  a  distance  of  about  4f)  yards,  the  inside  rail 
of  the  up  line  being  undisturbed,  with  a  few  chairs  only  broken. 

The  Lancashire  and  Yorkshire  up  and  down  lines  were  displaced,  and  the  rails  bent 
and  chairs  broken,  from  the  junction  facing-points  up  to  the  spot  where  the  engine 
fell  over  the  embankment,  a  distance  of  66  yaids.    A  signal-post  was  broken. 

Description. 

At  Methley  junction  there  is  a  junction  between  the  Midland  main  line  running  to 
the  soutii,  on  an  easy  curve  to  tjfie  west,  and  the  Lancashire  and  Yorkshire  line  to 
Pontefiract,  running' to  the  south-east,  and  also  a  second  junction,  about  six  chains 
further  south,  with  a  North-Eastem  loop  line. 

The  facing-points  of  both  these  junctions  are  on  the  Midland  up  line,  and  both  are 
worked  from  Methley  jimction  rignal-box,  which  is  a  block-post. 

The  next  preceding  block-post  to  the  north  is  Hethley  sidings  signal-box,  1  mile 
7  chains  distant,  and  the  next  beyond  is  Woodlesford  station,  1  mile  38  chains  further 
north. 

Methley  station  is  13  chains  south  of  Methley  sidings  signal-box. 

The  line  is  nearly  straiffht  from  Woodlesford  to  Methley  station,  between  which 
station  and  the  junction  it  is  on  an  easy  curve  to  the  west. 

The  junction  up  distant-signal  is  019  yards,  and  the  three  up  home-signals  are 
90  yards  from  the  signal-box,  the  latter  being  a  few  yards  outside  the  junction. 

The  point  of  collision  was  about  26  yards  north  of  the  home-signal-posts. 

The  embankment  on  the  Lancashire  and  Yorkshire  line  over  which  the  engine  fell 
is  about  20  feet  in  height. 

The  express  train  was  not  fitted  with  continuous  breaks,  but  on  the  engine  was  a 
steam  break,  working  one  block  on  each  of  the  four-coupled  wheels  and  the  six-tender 
wheels.    There  were  also  hand-breaks  in  the  front  and  rear  break-vans. 

The  line  is  worked  on  the  block  system,  with  the  dial  needle  instruments,  and  code 
of  bell  and  dial  signals  in  general  use  on  the  Midland  system. 

The  following  extracts  from  the  instructions  for  working  the  block  telegraph 
instruments  have  reference  to  this  case : — 


Bell  Signals. 

To  call  attention   -            -           -            - 
Be  ready  for  passenger  train  - 
Train  on  line          .... 
Shunt  train  for  passenger  train  to  pass 
Signal  given  in  error         -            - 

-  One  beat  of  the  bell. 

-  Two  beats        „ 

-  Pour    „           „ 
.  Five     „           „ 

-  Six 

Dial  Signals. 

Signal  correctiy  repeated  -  -  One  beat  of  the  needle  to  right. 

Passenger  train  approaching       -        -  Three  beats         „  „ 

Past  passenger  train  on  line  -  -  Two     „  „  to  left. 

Line  clear  of  train  or  engine       -        -Two     „  „  to  right. 

General  Instructions. 

No.  2.  All  signals  must  be  acknowledged  by  repeating  tiiem,  and  no  signal  must  be 
considered  as  understood  imtil  it  has  been  correctly  repeated  to  the  block-post  from 
which  it  was  received^  and  in  the  case  of  dial  signals,  the  acknowledgment  given  that 
such  repetition  is  correct.    When  the  ".  be  ready.'*  ^jlgnal  is  not  pronqitly  acknowledged 
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it  must  be  given  again  at  short  intervals.  All  other  signals  must  be  repeated  until 
correctly  acknowledged.  The  "  call  attention  '*  signal  must  always  be  acknowledged 
immediately  on  receipt. 

No.  19.  In  the  event  of  any  failure  of  the  instruments  or  bells,  so  that  the  necessary 
signals  cannot  be  forwarded  and  received,  no  train  must  be  allowed  to  pass  a  block- 
post  on  that  section  of  the  line  where  the  feilure  exists,  without  having  been  previously 
brought  to  a  stand,  and  the  driver  and  guard  advised  of  the  circumstance. 
^  ♦  ♦  *  ♦  ♦ 

Rule  for  Smtching  cut. 

At  block  telegraph  signal-posts,  where  electric  switches  are  provided,  signalmen 
must,  before  leaving  duty,  turn  the  switches  so  that  trains  can  be  telegraphed  through. 
A  switch  must  not  under  any  circumstances  be  turned,  either  for  the  purpose  of 
making  a  circuit  through  or  of  breaking  it,  when  any  of  the  needles  of  the  block 
instruments  indicate  that  a  train  or  engine  is  in  block,  or  is  being  signalled. 

JEmdence. 


Joshua  Thomas  Ward,  guard  11  years,  states: — 
I  was  guard  of  the  11.30  p.m.  up  Scotch  express  from 
Leeds  on  the  12th  December.     We  waited  for  the 
Scotdi  train,  and  left  at  11.59  p.m.,  29  minutes  late. 
There  were  engine  and  tender,  six  waggons  of  fish 
and  game,  a  break  in  which  I  rode,  a  composite,  two 
waggons  of  fish  and  game,  a  break-van,  a  composite, 
two  waggons  of  fish,  two  composites,  and  a  van  in 
which  guard  Mitchell  rode.     The  only  break  power 
was  on  the  engine  and  tender,  and  hand-breaks  in  the 
two  vans.    The  train  is  not  booked  to  stop  between 
Leeds  and  Masboro.     I  did  not  notice  anything  un- 
usuaL    It  was  very  foggy,  but  the  signals  at  Woodles- 
ford  and  Methley  were  all  right,  and  I  could  see  the 
Methley  junction  distant-sign^  and  it  was  ofil     Speed 
between  30  and  40  miles  an  hour,  the  usual  speed. 
Not  half  a  minute  after  seeing  the  signal  I  was 
knocked  down.     I  was  sitting  on  my  seat  after  putting 
the  window  up,  and  was  going  to  have  a  drink  of  tea. 
The  train  stopped,  after  the  collision,  against  the 
junction-box.     1  think   it  would  not  run  more  than 
100  yards  after  the  collision.     My  van  was  off  the 
rails.     I  got  out  of  the  van  window.     I  shouted  to 
H.  Kidd  in  the  junction-box,  **  Is  this  Methley  junc- 
tion ?"    He  said,  "  Yes"    There  was  no  one  else  in 
the  box.     I  saw  that  the  train  was  off  the  line,  and 
told  him  to  wire  to  Leeds,  Normanton,  Derby,  &c. 
I  then  went  to  Altofts.     I  saw  the  driver  of  our  train 
at  the  bottom  of  the  signal-box  stepg,  before  I  went 
to  Altofts.     He  said  he  had  some  teeth  knocked  out. 
I  don't  remember  seeing  anyone  else.     I  did  not  sec 
anything  as  I  was  going  to  Altofts.     The  signalman 
there  said  he  thought  something  was  wrong,  as  an 
engine  had  been  there  with  one  end  damaged.      I 
told  the  signalman  at  Altpfts  to  block  the  lines,  and 
returned  to  Methley  junction.     I  saw  several  of  the 
passengers  against  a  fire,  which  had  been  made  of  the 
wreckage  I  suppose.     I  inquired  where  my  mate  was, 
and  was  told  he  was  in  the  cottage,  and  I  went  to  see 
him.     He  could  speak.     He  was  in  bed.    He  said, 
"  I  believe  I'm  done,  I  feel  as  if  it  had  turned  my 
inside  over."     He  said  he  had  been  hit  on  the  right 
side,  or  in  the  back.     He  asked  me  how  I  had  come 
on.     I  went  to  see  if  1  could  i-ender  any  assistance, 
and  was  instructed  by  the  inspector  to  go  to  Nor- 
manton, and  get  home.     All  the  vehicles  were  off 
except  the  rear  break.     I  saw  the  tender  at  the  top 
of  the  bank,  and  the  engine  below.    Although  the 
carriages  were  ofi*  the  road  they  stood  in  their  upright 
positions.     The  collision  occurred  at  about  12.10  a.m. 
We  were  not  making  up  time.     The  driver  and  fire- 
man were  perfectly  sober.     I  spoke  to  them  at  Leeds. 
I  don't  think  the  signals  were  visible  for  so  much  as 
40  yards.     It  had  ^n  thick  all  the  way,  but  was 
getting  worse.    I  hadn't  seen  any  fogmen  out  all  the 
way. 

John    HayneSj    passed    fireman,    states:  —  I    left 
Honslet  sidings  at  11.65  p^m.,  on  December  12,  with 


an  engine  and  break.     There   was  a  guard  in  the 
break  named  Potter.    I  heard  the  express  was  a  good 
bit  late,  and  knew  it  had  not  gone.     We  were  going 
to  Methley  station  to  fetch  traffic,  and  stopped  at  the 
signal-box.     I  called  to  the  signalman,  but  received 
no  answer.    The  box  was  in  darkness.    I  said  to  the 
guard,  there  is  someone  calling  us  in  the  sidings. 
The  signals  were  all  off,  and  we  stopped  because  we 
were  ordered  to  go  no  further.     On  hearing  someone 
call  out  I  drew  down  to  the  station,  and  saw  the 
signalman  about  50  yards  from  the  station.     I  do  not 
know  his  name,  except  George.     He  had  a  lamp  in 
his  hand,  and  I  asked  him  what  he  was  doing  out  of 
his  box.      He  said,  I  have  switched  out,  and   am 
going  to  call  the  fog-signalmen.    He  said,  you  must 
go  to  Methley  junction,  and  stop  there  till  I  have 
opened  my  box  again.     I  made  all  haste  to  get  to 
Methley  junction.    I  said  to  George,  **  I  am  ordered 
no  further."     He  knew  his  signals  were  off.     The 
express  ran  into  us  near  Methley  junction.    All  the 
signi^s  were  off  for  me.    I  gaessed  it  was  the  express 
that  had  run  into  us.    We  were  a  good  deal  knocked 
about  by  coal  and  fire-irons,  &c,  and  when  I  could 
have  stopped  the  engine  I  found  we  were  a  good  dis- 
tance towards  Altofts.    I  went  on  to  stop  any  train 
that  might  be  coming  on  the  down  line.    I  saw  the 
signalman.    I  could  not  see  for  fog  what  had  happened. 
I  asked  the  signalman  what  he  had  in  block  from 
Methley  junction,  and  he  said  the  express.    He  asked 
me  what  I  was  doing  there,  as  he  did  not  know  wo 
were  coming.    I  told  him  if  he  had  anything  coming 
on  the  down  line  to  stop  it.    He  said  he  had  not,  and 
we  had  better  go  to  Normanton.    My  break  van  was 
smashed.     My  engine  was  tender  first,  and  the  funnel 
end  of  it  was  damaged,  the  smoke-box  being  knocked 
in,  and  the  buffers  broken  off.     Speed  at  time  of  col- 
lision seven  or  eight  miles  an  hour.    I  cannot  say  at 
what  time  exactly  we  passed  Methley  sidings.    I  made 
all  the  haste  I  could  to  the  junction,  and  took  perhaps 
two  minutes  in  running  from  Methley  station    to 
Methley  junction.     I  couki  not  see  any  signals  more 
than  80  yards  off.     On  approaching  ^tofts  the  dis- 
tant signal  was  off,  and  the  home  also  was  off  when 
I  first  saw  it,  but  1  think  it  was  put  up  when  we  had 
slackened  speed.     I  knew  that  it  was  my  duty  to 
go  on  to  the  next  block  station  when  I  found  a  signal- 
box  switched  out. 

John  Copley  Blachbum^  fireman  two  years,  states : 
—I  was  firing  for  Haynes  on  the  12th  December.  I 
do  not  know  what  time  we  left  the  engine  shed  box, 
as  I  had  no  watch.  The  guard  Potter  told  me  the 
express  was  behind  us,  and  so  we  made  haste.  He 
told  us  at  Hunslet  station  box.  We  were  signalled  by 
hand  lamp  to  go  forward  by  the  signalman  and  our 
ffuard.  We  slackened  at  Hunslet  south  to  ascertain 
now  many  wagons  there  were.  The  foreman  showed 
us  a  whit«  light,  which  was  a  signal  to  go  right  away. 
We  then  went  on  to  Methley  station,  and  stopped 
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opposite  the  signal-box  there*  We  saw  no  one  in  the 
box,  but  heard  a  man  shouting,  and  we  went  forward 
to  where  the  sound  came  from.  Haynes  said  '*  Where 
are  our  waggons?"  and  the  man  replied  "I  have 
switched.**  Haynes  said  **  The  express  is  behind  us, 
are  we  to  shunt  here  ?*  He  said,  **  No,  you  will  have 
**  to  go  to  the  junction,  I  am  going  to  call  the  fog- 
''  signalmen."  He  said,  '*  Make  h^te,  the  express  is 
behind  you."  We  went  on  quickly,  and  were  slacken- 
ing speed  to  shunt  at  the  junction.  When  near  the 
semaphore  the  express  came  into  us,  and  sent  us  a 
long  distance  ahead.  I  never  saw  the  signalman  at 
Methley  junction.  The  signals  were  off  for  us  at  the 
junction.  I  noticed  the  signals  were  on  at  Altofts 
station.  I  saw  two  red  lights.  I  didn^t  see  the  home- 
signal  at  Altofts  until  within  20  yards  of  it. 

George  Spears^  signalman  2^  years,  states : — I  came 
on  duty  at  Methley  sidings  signal-box  at  6  pan.  on 
the  12th  December,  until  7  a.m.  on  the  13th  December. 
My  box  is  a  block  station,  but  is  sometimes  "  switched 
out,**  as  on  Sundays.  At  11.19  p.m.  I  got  the  "be 
ready*'  from  Woodlesford  for  the  up  express  goods, 
and  "train  on  line**  at  11.22.  It  arrived  and  passed 
at  11.25.  I  sent  "train  on  line**  to  Methley  junction 
at  11.25,  gave  "line  clear**  back  at  11.25,  and  received 
"line  clear*'  from  Methley  junction  at  11.27.  All 
these  signals  were  correctly  repeated  according  to  rule. 
At  12.4  a.m.  on  the  13th  December,  as  it  had  become 
very  foggy,  I  "  switched  out,**  in  order  to  go  and  call 
the  fogmen,  which  it  is  my  duty  to  do  at  night.  At 
the  time  I  did  this  the  needles  in  my  block  telegraph 
instruments  were  all  vertical,  showing  that  there  was 
no  train  in  block  or  being  signalled  on  either  side.  I 
then  left  my  box,  and  did  not  return  till  12.27.  As 
I  was  on  my  way  to  call  the  fogmen,  about  seven  or 
eight  minutes  later — I  was  near  the  station — I  heard 
something  coming  on  the  up  line,  and  heard  an  engine 
whistling  and  stopping  at  my  box.  I  shouted  to  the 
driver,  going  a  little  way  back,  and  he  came  on. 
When  he  came  to  lael  found  it  was  an  engine  and 
break.  The  driver  told  me  he  had  come  to  get  some 
waggons  out  of  Methley  sidings.  I  told  him  that  I 
had  switched  out  to  go  ibr  the  fogmen,  and  that  he 
must  go  on  to  the  junction  and  shunt,  because  the 
11.30  up  express  was  nearly  due.  I  told  him  I 
couldn't  put  him  into  the  sidings,  because  he  would 
be  in  the  block  just  the  same,  as  I  was  switched  out. 
He  then  went  on,  and  I  heard  nothing  of  the  accident 
till  mj  return.  I  am  quite  certain  I  received  no 
signal  whatever  after  the  express  goods  had  passed 
up  to  the  time  I  switched  out.  The  erasure  in  my 
book  is  in  consequence  of  my  having  commenced  the 
entry  of  switching  out  with  the  figares  ^*  12.4,"  which 
I  then  struck  out  and  inserted  after  the  words 
"  switched  out.*'  I'  made  the  entry  before  I  left,  and 
haven*t  altered  it  since.  When  we  switch  out  we  do 
not  inform  the  stations  at  either  side. 

William  Walker^  signalman  3^  years,  one  year  of 
which  at  Woodlesford,  states : — On  the  12th  December 
I  came  on  duty  at  6  p.m.,  until  7  a.m.  on  the  13th 
December.  At  11.10  I  received  "be  ready*'  from 
Bothwell  Haigh  for  the  up  express  goods,  and  at 
11.19  "train  on  line."  It  passed  at  11.22.  I  gave 
"  Ime  clear  "  back,  and  sent  "  train  on  line  **  forward 
at  11.22,  and  received  "line  clear"  back  at  11.25. 
At  11.58  I  got  "be  ready  "and  at  12.3  "train  on 
line"  for  engine  and  break,  which  passed  at  12.8. 
I  gave  "  line  clear  "  back  and  "  train  on  line  **  forward 
at  12.8,  and  received  "line  clear"  at  12.11.  Wo 
always  send  on  the  "  be  ready  **  at  the  time  we  receive 
"  train  on  line ;"  this  is  according  to  rule.  I  must 
therefore  have  sent  "  be  ready  '*  for  this  engine  and 
break  to  Methley  sidings  at  12.3.  I  am  certain  that 
it  was  exactly  12.3,  and  not  half  a  minute  later, 
although  we  don*t  book  half  minutes.  I  received 
the  shunt-signal  for  the  engine  and  break  from 
Bothwell  Haigh  at  about  12.5.  I  don*t  know  exactly 
where  the  engine  and  break  were  at  the  time,  but 
I  thought  from  the  sound  they  were  at  or  near  my 
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distant-signal,  and  I  didn*t  think  it  wise  to  reverse 
my  signals,  as  it  was  very  foggy,  and  I  thought  it 
doubt&l  whether  I  could  stop  the  engine,  if  it  had 
passed  my  distant-signal.    I  therefore  let  it  go  on. 
Af^er  it  had  passed,   I  sent  on  the  signal  "shunt 
for  passenger.**    I  sent  it  at  12.10,  and  it  was  not 
repeated  correctly.    I  sent  five  beats  on  the  bell,  and 
received  only  two  back.     I  sent  it  again  very  steadily, 
with  a  pause  between  each  beat.     This  signal  was 
not  repeated  at  all.    I  didn't  send  it  again,  because 
I  felt  sure  that  the  bell  was  out  of  order.    In  about 
half  a  minute  after,  I  received  one  beat  on  the  bell, 
that  is  the  attention  signal ;  I  answered  it,  and  then 
got  the  "line  clear"  signal  at  12.11,  two  beats  on 
the  needle,  to  "  line  clear.'*    The  needle  then  became 
vertical.     I  answered  this  signal  distinctly,  by  repeat- 
ing the  two  beats  to  "line  clear.*'    I  received  the 
proper  acknowledgment  that  I  had    repeated    this 
signal  correctly.    I  then  gave,   at  12.11,  the  "be 
ready,**  for  the  up  express  passenger  train,  that  is, 
two  beats  on  the  bell,  and  then  three  beats  on  the 
needle  to  line  clear.    This  was  answered  correctly, 
and  I  gave  the  acknowledgment-signal  to  show  that 
the  answer  was  correct.     After  this,  the  signalmen 
in  advance  pegged  over  to  "  line  clear.**     When  I  saw 
that  it  was  firmly  and  correctly  pegged  over,  I  lowered 
my  signals  for  the  express.     It  passed  my  post  at 
nearly   12.13,   but    I  booked    it    as   12.12,  because 
I  always  book  back   for  the  fractions   of  minutes. 
I  sent  the  "  train  on  line  "  signal,  four  on  the  bell, 
and  two  on  the  needle  to  lino  blocked,  at  the  same 
time,  12.12,   which  was  repeated  correctly.     I  had 
received  the  "be  ready**  for  it  at  12.8,  and  ** train 
on   line"  at   12.9,   and   it  passed    at   12.12.      The 
whole  of  the   signals   both    to   and  from    my  box 
were  repeated   correctly,  and  acknowledgment  sent, 
with   the  exception   of    the    shunt-signal    at   12.10. 
I  did  not  pass  on  the  shunt-signal  until  12.10,  two 
minutes  after  the  engine  had  passed,  although  I  had 
received  it  at  12.5,  because,  knowing  that  there  was 
stuff  to  come  out  of  Methley  sidings,  I  at  first  took  it 
for  granted  that  it  would  shunt  there,  and  as  it  was 
running  tender  first  I  knew  it  was  going  to  return. 
I  sent  the  shunt  because  I  wanted  the  signalman  to 
get  it  out  of  the  way  quickly,  the  passenger  train 
being  due,  and  I  had  it  on  line.     I  didn't  send  on  the 
"be  ready"  for  the  express  at  12.9,  when  I  had 
received  it  on  line,  because  I  had  not  yet  got  back 
"  line  clear  "  for  the  engine  and  break.     I  know  that 
it  is  my  duty  to  send  on  the  shunt-signal,  if  I  am 
unable  to  shunt  a  train  at  my  post  for  which  I  have 
received  the  shunt-signal,  but  it  is  not  usually  done 
until  we  get  "  train  on  line  "  for  the  following  train, 
because  it  is  always  possible  that  the  "  be  ready  '*  may 
be  withdrawn.     The  hours  in  my  box  are  13  by  night 
and  1 1  by  day.     I  cannot  account  in  any  way  for  the 
mistake  in  the  signals.     If  I  had  had  the  least  idea 
that  the  signals  had  not  been  received,  and  acknow- 
ledged properly,  I  would  have  kept  my  signals  against 
the  express,  and  instructed  the  driver  verbally  to 
proceed  cautiously. 

Henry  Kiddy  signidman  13^  years,  and  7^  years  at 
Methley  junction,  states : — I  came  on  duty  at  Methley 
junction  on  the  12th  December  at  6.40  p.m.,  until 
7  a.m.  on  13th  December.  I  received  the  following 
signals  for  the  express  goods :  the  "  be  ready "  at 
11.23,  and  "train  on  line"  at  11.26.  It  passed  at 
11.28,  and  was  signalled  forward  as  usual  I  next 
received,  at  12.7,  the  "  bo  ready  "  for  goods,  and  got 
it  "  on  line  "  at  12.9.  I  repeated  these  signals  in  the 
usual  way,  and  received  the  correct  acknowledgment 
for  the  needle  signals.  The  next  signa|  I  got  was  the 
**  attention  "  signal — one  ring  on  the  bell.  This  was 
at  12.12.  I  repeated  it.  I  then  received  five  beats 
on  the  bell,  signifying  "shunt  train  for  passenger 
train  to  pass,**  and  I  repeated  them.  I  then  received 
six  beats  on  the  bell,  which  signifies  "  signal  given  in 
error.'*  I  repeated  the  six  beats,  and  unpegged  my 
needle,  which  had  been  pegged  to  "  line  blocked  *'  at 
12.9  for  the  goods.    I  took  this  as  a  cancelling  of  all 
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the  signals  for  the  goods  tr^in^  and  ^thoiight  tbut  tbe 
five  beats  which  I  had  acknowledged  bad  been  ia- 
tended  for  six,  and  that  the  second  six  was  merely  a 
repetition  of  this  signal ;  I  thought,  in  fact,  that  the 
shunt  signal,  which  I  had  thought  I  had  received, 
had  not  actually  been  sent  at  all.  The  signal  of  six 
beats — **  signal  given  in  error  " — ^is  always  considered 
to  refer  not  merely  to  the  one  actually  preceding 
signal,  but  to  the  whole  of  the  signals  for  the  train  in 
question.  I  received  at  the  same  time,  12.12,  the 
"  be  ready  "  for  express  passenger  train,  and  "  train 
on  line"  at  12.15.  I  caimot  explain  the  discrepancy 
between  this  time,  12.15,  and  the  time  which  the 
signalman  at  Woodlesford  has  booked  it,  12.12.  My 
clock  is  a  minute  fast,  and  I  always  book  back  for 
fractions  of  minutes.  I  had  sent  on  the  "be  ready  " 
for  the  goods  when  I  received  it  at  12.9,  and  my 
signals  were  off  for  it.  After  receiving  the  six  beats 
I  pat  the  signals  back  to  danger,  and  withdrew  my 
"  be  ready  "  from  the  station  in  advance.  I  took  off 
my  signals  for  the  express  at  12.12,  not  knowing  any- 
thing about  the  engine  and  break  being  on  the  line  in 
block.  At  about  12.18  I  could  hear  the  express 
approaching,  and  could  hear  she  was  inside  my 
distant-signal.  I  then  put  my  distant  on,  and  sent  on 
the  **  train  on  line."  Very  soon  I  heard  a  crash  j*ist 
near  my  home  signals.  I  couldn't  see  so  far  on 
account  of  the  fog.  I  thought  at  first  the  express  had 
run  off*  the  rails  at  the  facing  points,  as  I  had  neither 
heard  nor  seen  anything  of  the  engine  and  break. 
After  I  found  out  that  the  accident  had  occurred,  I 
withdrew  the  "  be  ready  "  for  a  down  train,  which  I 
had  received  at  12.15,  so  ih&t  the  lines  were  blocked 
in  every  direction.  1  am  certain  that  I  answered 
correctly  at  12.12  with  the  &ve  beats  for  shunt,  and 
the  six  for  signal  given  in  error.  I  sent  no  attention 
signal  half  a  minute  later,  nor  did  I  give  the  "  line 
clear  "  signal — two  beats  on  the  needle  to  line  clear — 
at  12.12  (12.11  Woodlesford  time),  nor  did  I  give 
any  acknowledgment  that  this  signal  had  been 
correctly  repeated,  for  I, never  did  receive  or  repeat  it. 
I  neither  gave  nor  received  any  signal  whatever  back, 
after  answering  the  *' signal  in  error"  signal,  until 
taking  the  "  be  ready  "  for  the  passenger  express.  I 
have  thought  much  over  the  matter,  and  I  cannot 
account  in  any  way  for  the  mistake  in  the  signab 
which  must  have  occurred. 


Mobfrt^  Jffakon.  CSfc^r^,.  diBt^ofe  trafljc  inafWfitWr 
states  >— On  the  morning  pf  Snad^,  the.  15tb  !>ecemr/ 
ber,  when  going  to  Methley  junction  with  the  break 
dowB  gangs,  we  were  puUed  up  at  Woodlesford  by 
signal,  and  the  signalman  told  us  that  the  block  bdH 
instrument  had  failed,  and  we  were  te  proceed  t^: 
Methley  junction  with  caution.  At  the  same  time  be 
told  us  that  Methley  sidings  had  switched  out,  and 
that  from  that  time  tibe  bell  had  fsdled.  We  went  on  %o' 
Methley  junction,  and  when  I  got  there  I  tested  the  bell 
to  Woodlesford,  and  found  that  it  did  not  act  properly. 
I  gave  nine  beats,  for  test  signal,  three  or  four  times^' 
and  it  was  not  once  correctly  repeated.  Neither  Kidd 
nor  Walker  were  oa  duty  at  the  time.  I  telegraphed, 
for  the  line-man,  and  he  came  during  the  forenoon. 
He  put  things  right.  I  inquired  and  found  that  up  to 
the  time  of  switching  the  bells  had  been  ringing  right. 

James  RatJtbone^  telegrap)|:  inspector,  states  :~^I 
went  to  Woodlesford  on  Sumlay  morning,  15th  inst., 
and  found  the  bell  there  missing  its  strokes.  I  asked 
the  signalman  how  long  it  had  been  doing  so,  and  he 
said  it  was  all  right  until  Methley  sidings  switched. 
I  endeavoured  to  rectify  it  by  patting  the  mechanical 
part  of  the  b^U  right,  but  I  found  it  missed  again,  and 
I  altered  what  i  had  done.  I  then  rang  the  test 
signal  from  nine  beats  downwards  to  one  beat,  and  all 
the  beats  were  coiTectly  repeated.  When  I  had  left 
the  box  the  signalman  called  me  back,  and  said  he 
had  received  two  beats  fbr  three  beats.  I  then  went 
to  the  junction  and  took  the  batteries  out,  to  see  if 
they  were  frozen,  and  found  they  were  not,  although 
the  water  was  very  cold.  I  UAd  the  signalman  if  the 
door  where  the  batteries  were  was  not  kept  shut  they 
would  be  frozen.  I  afterwards  tried  the  bells  on  two 
occasions,  and  got  correct  replies  from  Woodlesford, 
and  I  have  heard  no  eomplamt  since.  I  cannot  say 
what  was  the  cause  of  the  fBulure.  It  is  quite  possihte 
that,  when  a  post  is  switched  out,  a  bit  of  dirt  or 
other  matter  may  cause  a  contact,  and  prevent  the 
bells  from  working  correctly.  A  switch  may  become 
dirty  from  damp,  or  from  some  other  cause,  so  as  to 
make  a  partial  failure.  It  is  quite  possible  that  the 
action  of  putting  on  a  switcdi  may  disarrange  the 
connections,  in  such  a  way  [as  to  prevent  the  bells 
from  working  correctly. 


The  driver  and  fireman  of  the  express  were  too  much  hurt  to  attend  at  my  first 
inquiry ;  and  their  evidence,  as  below,  was  taken  on  a  subsequent  occasion. 


Edward  Smith,  driver  14  years,  states: — On  the 
12th  of  December  I  left  Leeds  at  11.58  p.m.  with  the 
11.30  p.m.  up  Scotch  express,  28  minutes  late.  The 
train  consisted  of  engine  and  tender  and  17  vehicles, 
including  three  breiJt-vans  and  10  waggons.  My 
engine  is  fitted  with  a  steam-break,  which  has  one 
block  on  each  of  the  four  coupled  wheels,  and  one 
block  on  each  of  the  six  tender  wheels.  We.  were 
delayed  by  signals  at  Rothwell  Haigh.  I  found  the 
signals  off  at  Woodlesford  and  Methley  sidings,  and 
the  Methley  junction  up  distant  signal  was  also  off  for 
me.  It  was  very  foggy,  and  1  could  see  the  signals 
only  about  50  yards  off.  On  nearing  Methley  junction 
I  saw  the  red  lights  of  a  train  in  front.  I  was  then 
about  50  or  60  yards  from  them.  I  applied  the  steam- 
break  at  once,  and  shut  off  steam.  We  were  running 
30  or  40  miles  an  hour  at  the  time.  There  was  no 
time  to  whistle  for  the  guards'  breaks.  I  don't  think 
I  reduced  speed  very  much  before  we  struck  the  train 
in  front.  I  thought  this  train  was  at  a  stand  when  I 
first  saw  it.  We  left  the  rails,  and  ran  for,  I  daresay, 
100  yards  before  my  engine  pitched  over  the  embank- 


ment, and  I  went  down  with  it,  and  also  my  mate. 
The  engine  turned  over  on  its  side.  It  was  on  tbe 
left-hand  side  of  the  Lancashire  and  Yorkshu-e  line. 
I  was  shaken,  and  my  left  arm  was  badly  burnt.  The 
guard  Ward  went  to  protect  the  train. 

William  P aimer y  fireman,  states : — On  the  12th  of 
December  I  was  fireman  to  Edward  Smith.  The 
signals  after  leaving  Leeds  were  all  right  up  to 
Rothwell  Haigh,  where  the  distant-signal  was  on. 
We  proceeded  cautiously  to  the  home*signal,  and  it 
was  taken  off.  The  signals  at  Woodlesford  and 
Methley  were  off,  and  also  the  distant-signal  at 
Methley  junction.  When  runiiing  at  about  40  miles 
an  hour,  between  the  distant  and  the  home-signal,  I 
saw  the  tail  lights  of  a  train.  I  called  to  the  driver 
to  stop  and  found  him  shutting  off  steam..  There  was 
no  time  to  whistle.  I  stuck  to  the  engine,  and  went 
over  the  bank.  I  was  burnt  on  the  face  and  left  arm, 
and  a  good  deal  Fhaken.  The  tail  lights  were  about 
50  or  60  yards  off  when  I  saw  them. 


Conclusion. 


From  the  foregoing  evidence  it  appears  that  just  after  midnight,  between  the  12th 
and  13th  of  December,  the  signalman  at  Methley  sidings  signal-box,  finding  that  a 
fog  had  come  on,  and  was  increasing,  was  obliged  to  leave  his  signal-box  to  summon 
the  fog-signalmen,  and  that  before  doing  so  he,  in  accordance  with  his  instructions, 

Google 


Oigitized  by  ^ 


((  1^  )) 

*  switched  out  ;**  that  is,  threw  his  electrical  instruments  out  of  circuit,  and  thus 
placed  the  signalmen  at  Woodlesford  and  Methley  junction,  the  adjacent  block, 
telegraph  posts  in  either  direction,  in  direct  communicauon  with  each  other. 

This  man  states  that  at  the  time  he  "  switched  out,**  12.4  a.m.  on  the  13th  December, 
as  duly  recorded  in  his  book,  the  needles  in  his  block  instruments  weife  vertical, 
showing  that  there  was  no  train  in  block  in  either  direction,  and  that  none  were 
signalled,  but  the  signal&an  at  Woodlesford  states  that  he  sent  forward  the  "  be  ready  ** 
^signal  for  an  engine  and  break  at  12.3  a.m.,  and  this  signal,  not  recorded  at  all  at 
Methley  sidings,  is  entered  in  the  Methley  junction  book  as  being  received  at  12.7 
•(12,e  right  time).  This  would  seem  to  imply  that  the  signal  was  sent  before  Methley 
sidings  was  "  switched  out,"  and  was  passed  on  to  Methley  junction  at  12.6,  but  as 
it  does  not  affect  the  cause  of  the  acddent  one  way  or  another,  it  is  hardly  material 
to  consider  whether  or  iiot  the  Methley  sidings  signalman  acted  in  strict  accordance 
With  the  rule  for  switching  out. 

Th^  engine  and  break,  which  were  destined  for  Methley  sidings,  passed  Woodlesford 
at  12.8,  and  the  signalman  at  this  box,  who  had  at  112.5  received  a  signal  fix)m 
Rothwell  Haigh  to  shunt  this  train,  presumably  because  the  express  was  overdue, 
though  not  yet  signalled,  did  not  shimt  it,  but  allowed  it  to  pass  on  to  Methley 
sidings.  On  arriving  there  the  signal-box  was  found  to  be  shut  up,  and  on  hearing 
from  the  signalman  that  he  was  *•  switched  out,"  and  that  he  could  not  therefore 
shunt  him  into  the  sidings,  the  driver  made  all  haste  on  to  Methley  junction,  in  order 
to  shunt  there  out  of  the  way  of  the  express. 

When  running  at  about  seven  or  eight  miles  an  hour,  and  preparing  to  stop,  he  was 
overtaken  by  the  express,  running  at  a  high  rate  of  speed,  at  a  point  about  30  yards 
outside  the  junction  with  the  Lancashire  and  Yorkshire  line.  The  goods  break  was  so 
completely  destroyed  that  it  is  marvellous  how  the  guard  who  was  riding  in  it  escaped 
with  his  life,  and  the  engine  was  driven  ahead  with  comparatively 'little  damage. 
The  engine  of  the  express  left  the  rails,  and,  after  breaking  up  the  facing  points  of  the 
junction,  followed  the  up  Lancashire  and  Yorkshire  line  for  about  90  yards,  and  then 
fell  on  its  side  over  an  embankment  about  20  feet  high,  the  tender  remaining  on  its 
side  at  the  top  of  the  bank.  The  leading  vehicle,  a  fish  waggon,  was  found  on  its  side 
on  the  Midland  down  line,  ttie  nine  following  vehicles  upright  on  the  Lancashire  and 
Yorkshire  line,  the  front  one  being  30  or  40  yards  beyond  the  engine,  and  the  seven 
rear  vehicles  on  the  Midland  up  line,  all  off  the  rails  except  the  rear  break- van,  which 
stopped  short  of  the  facing  points,  and  remained  on  the  rails. 

.  Allowing  for  the  difference  in  time  between  the  two  clocks,  the  records  in  the  two 
signial-boxes  6f  the  signals  which  passed  between  Woodlesford  and  Methley  junction, 
after  Methley  sidings  had  been  switched  out,  agree  up  to  the  point  where  the  signal- 
man at  Woodlesford  s6nt  "  train  on  line  "  for  the  engine  and  break  at  12.8,  but  Qiere 
is  a  great  discrepancy  in  the  evidence  as  to  the  signals  which  followed. 

The  signalman  at  Woodlesford  states  that  he  sent  the  "shunt  signal,'*  five  beats,  at 

12.10,  for  the  engine  and  break ;  that  it  was  answered  incorrectly  by  two  beats  only ; 
that  he  sent  it  again,  when  it  was  not  answered  at  jdl;  that  half  a  minute  later  he 
received  the  attention  signal,  one  beat,  and  then,  at  12.11,  the  "  line  clear  "  signal ; 
that  he  answered  this  signal  correctly  and  received  the  usual  acknowledgment ;  that 
he  immediately  gave,  at  12.11,  the  **  be  ready  '*  for  the  express,  which  signal  was 
properly  answered  and  acknowledged,  and  that  not  tiU  then  did  he  lower  his  signals 
for  lihe  expre^.  He  also  states  that  the  express  passed  s^  12.12,  when  he  sent  the 
"  train  on  line  "  signal,  which  was  correctly  answ^^. 

The  signalman  at  Methley  jimction,  on  the  other  hand,  states  that  after  receiving 
tlie  signal  "  train  on  line  "  at  12.8  (right  time),  for  the  engine  and  break,  he  got,  at 

12.11,  the  shunt  signal,  five  beats,  which  he  repeated,  and  then,  immediately  after, 
six  beats,  which  signifies  "  signal  given  in  error,"  and  which,  according  to  the  practice, 
he  considered  as.  cancelling  aU  the  signals  with  regard  to  the  train  in  question. 

Therefore,  having  correctly  answered  these  two  signals,  upon  receiving,  also  at 
1 12.11,  the  '^  be  ready  "  for  the  express,  he  took  off  his  signals,  which  he  had  put  to 
1  danger  upon  receiving  the  signal  for  "  signal  given  in  error.'* 

He  (JeniQs  altogether  that  after  this  he  gave  the  "  line  clear"  signal  at  12.11,  or  any 
signal  at  all,  except  the  proper  repetition  of  the  "  be  ready  "  and  "  train  on  line  '*  for 
.  the  express. 

It  is  quite  impossible  to  reconcile  these  two  widely  differing  statements,  and, 
although  it  is  perfectly  clear  that  this  unfortunately  fatal  accident  was  due  to  a 
misunderstanding  betweeri  the  two  signalmen  at  Woodlesford  and  Methley  junction, 
it  is  difficult  to  determine  which  of  them  is,  giving  the  trUe  account  of  the  signals 
which  paasedUBtWBBii mem.  ^  ^  ^.^^^  by GoOglc 
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•  It  is,  however,  certain  that  the  signalman  at  Woodlesford,  if  he  had  strictly  obeyed 
the  rules  laid  down  for  his  guidance,  might  have  prevented  this  accident,  in  spite  of 
the  possible  after  default  of  the  signalman  at  Methley  junction.  He  admits  that 
when  his  second  shunt  signal  to  Methley  jimction  was  imanswered,  he  did  not  repeat 
it  again ;  whereas,  according  to  the  rules,  he  ought  to  have  continued  to  repeat  it 
imtil  it  was  correctly  acknowledged.  His  excuse  that  he  did  not  do  so  because  he 
was  "  sure  that  the  bell  was  out  of  order  **  is  of  no  value,  for  if  this  were  the  case,  he 
should,  according  to  the  rule,  have  brought  the  express  to  a  stand,  and  allowed  it  to 
proceed  with  a  caution. 

In  my  opinion  he  erred  also  in  not  shimting  the  engine  and  break  at  Woodlesford. 
He  says  that  when  he  received  the  shunt  signal  from  Rothwell  Haigh,  at  12.5,  he 
thought  by  the  sound  that  this  train  was  past  his  distant-signal,  and  that  as  it  was 
foggy,  he  didn't  think  he  could  stop  it.  As,  however,  it  appears  that  it  did  not  pass 
his  box  until  12.8,  it  was  probably  at  12.5  further  off  than  he  thought,  and 
considering  that  the  express  was  then  long  overdue,  he  ought  certainly  to  have  made 
the  attempt  to  comply  with  the  shunt  signal  which  he  had  received. 

It  is  difficult  to  account  for  the  manner  in  which  the  block  instruments  acted  after 
Methley  siding  had  been  "  switched  out,"  but  it  is  quite  possible  that  this  operation 
may  have  caused  them  to  work  irregularly,  owing  to  some  dirt  causing  partial 
contact ;  still,  had  the  rules  been  properly  attended  to,  the  irregularity  ought  to  have 
been  the  cause  only  of  some  delay  and  inconvenience,  and  not  of  any  actual  danger. 

It  seems  that  the  statement  of  the  signalman  at  Methley  junction,  to  the  effect  that 
the  " signal  given  in  error"  is  taken  as  cancelling  all  signals  referring  to  the  train  in 
question,  is  correct,  but  this  is  not  so  clearly  laid  down  in  the  instructions  as  might 
be  wished,  for  in  this  very  case  it  might  have  been  of  vital  importance  that  it  should 
be  perfectly  clear  whether  the  signal  cancelled  was  merely  the  immediately  preceding 
signal,  the  shunt-signal,  or  the  whole  of  the  signals  relating  to  the  engine  and  break. 

It  is  most  desirable  that  a  rule  should  be  inserted  that,  when  signalmen  "  switeh  out," 
the  men  in  the  adjacent  signal  boxes,  which  are  thus  put  into  direct  communication, 
should  be  informed  of  the  fact.  If  such  a  rule  had  been  in  force  it  is  most  improbable 
that  the  Woodlesford  signalman  wbuld  have  allowed  the  engine  and  break  to  pass  on 
to  Methley  jimction,  believing,  as  he  says  he  did,  that  they  were  destined  for  Methley 
sidings,  where  he  would  have  known  that  they  could  not  have  been  shunted. 

The  distance  available  in  which  to  stop  the  express,  after  the  driver  became 
aware  of  the  danger,  was  so  short,  that  the  collision  could  not  have  been  averted, 
even  if  the  train  had  been  fitted  throughout  with  a  continuous  break ;  but  no  doubt  by 
the  help  of  such  a  break,  under  the  control  of  the  driver,  the  effects  of  the  collision 
would  have  been  considerably  mitigated. 

I  have,  &c.. 

The  Secretary,  P.  A.  Mabindin, 

(Eailway  Department,)  Board  of  Trade.  Major  B.E. 


APPENDIX. 

Midland  Railway. 

Collision  at  Methley  Junction,  December  18, 1878. 
Particulabs  as  to  Weights  of  and  Damage  to 
Rolling  Stock. 

Passenger  Engine  No.  1352. 

Diameter  of  cylinders 
Stroke 

Diameter  of  wheels  < 


r  Leading 


17^  inches. 
26       „ 
4  ft.  2  ins. 
7  h.  0  ins. 


Driving  and  trailing 
Weight  of  engine  and  tender  in  working  order. 


Leading  wheels      - 
Driring  wheels  - 
Trailing  wheels      - 

Tender   -           .            . 

Tons. 
10 
13 
11 

cwts. 

15 

1 

5 

qrs. 
0 
2 
3 

Tons. 

85 
82 

cwts. 

2 
11 

qrs. 

1 
I 

67 

18 

2 

Weather-board,  cab,  foot-steps,  hand-railing,  feed 
pipes^  and  framing  damaged. 


Tender  framing  and  one  axle  bent. 
Two  axle-boxes  broken. 

Foot-plating,  tank  sides,  break  gearing,  and  pipes 
damaged. 

Goods  Engine  No.  669. 

Diameter  of  cylinders     ...  16^  inches. 

Stroke       -            -            -            -        -  24       „ 

Diameter  of  wheels        -            -            -  6  fit.  2  ins. 

Weight  of  engine  and  tender  in  working  order. 


Leading  wheels      - 
Driving  wheels  - 
Trailing  wheels      - 

Tender  -           -            - 

Tons. 
IS 
12 
9 

cwts. 

4 

19 

18 

qrs. 
0 
0 
2 

Tons. 

84 
22 

cwts. 

16 
0 

qrs. 

2 

1 

56 

16 

3 

Smoke-box  front  driven  in. 
Buffer  plank  broken  in  centre. 
Both  buffers  broken. 
Sand-boxes  broken. 
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Return  of  Damages  to  Rolling  Stock. 

Glasgow  and  South- Western  Composite,  No.  61. 
1  long  foot-board  broken. 
1  draw-bar  broken. 
1  end  of  body  broken. 
1  side  of  body  broken. 
1  headstock  broken. 

Highland  Fish  Wagon,  No.  1679. 

1  headstock  broken. 

3  end  planks  broken. 

4  buffer  rods  bent 

3  axle-boxes  broken. 
Break- work  damaged. 

Glasgow  and  South- Western  Passenger  Van,  No.  86. 

1  end  hand  rail  bent. 
1'  side  of  body  damaged. 
Both  ends  of  body  damaged. 

1  long  foot-board  damaged. 

2  axle-boxes  broken. 

North  British  Fish  Wagon,  No.  12,928. 

2  axle-boxes  broken. 

4  axle-guards  bent. 

1  headstock  damaged. 

North  British  Fish  Truck,  No.  14,468. 

2  axles  slightly  bent 

North  British  Break-van,  No.  145. 
1  commode  handle  damaged. 

Midland  Passenger  Van,  No.  238. 
1  end  of  body  slightly  damaged. 

Midland  CJomposite,  No.  732. 
1  buffer  casting  broken. 


Midland  Covered  Fish  Truck,  No.  239.    - 

Both  ends  of  body  completely  broken  in. 
1  side  of  body  completely  broken  in. 

3  axle-boxes  broken. 

1  short  foot-board  broken. 

1  headstock  broken. 

Highland  Fish  Wagon,  No.  1408. 

2  axles  bent 

4  axle-boxes  broken. 
2  axle-guards  broken. 

1  side  door  plank  broken. 

North  British  Carriage  Truck,  No.  9. 

4  side  springs  broken. 
4  axle-guards  broken. 

2  middle  bearers  broken. 
2  headstocks  broken. 

4  axle-boxes,  &c.,  broken. 

Caledonian  Fish  Van,  No.  102. 

Body  and  under-frame  broken. 
4  step  irons  broken. 
4  axle-boxes  broken. 
1  axle  bent 

North  British  Fish  Truck,  No.  32. 

1  axle-box  broken. 

4  side  springs  damaged. 

1  end  door  top  rail  broken. 

5  side  of  body  boards  broken. 

2  end  door  hinges  broken. 

Glasgow  and  South- Western  fish  Vac,  No.  57. 

2  buffer-rams  broken. 

1  headstock  broken. 

2  body  comer  posts  broken. 

I  body  end  muntin  broken. 

I I  body  end  boards  broken. 
1  side  spring  broken. 


Printed  copies  of  the  above  report  were  sent  to  the  Company. 


NORTH  BRITISH  RAILWAY. 

Board  of  Trade,  (Railway  Department,; 
Sib,  13,  Downing  Street,  London,  S.W.,  5th  November  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  order  of  the  12th  ultimo,  the  result 
of  my  inquiry  into  the  collision  which  took  place  on  the  11th  ultimo,  between  East 
Grange  and  Bog  Side  Stations  on  the  Stirling  and,  Dunfermline  branch  of  the  North 
British  Railway. 

In  this  case  a  special  up  goods  train  from  Stirling  to  Cowdenbeath,  consisting  of 
engine,  tender,  26  waggons,  and  a  van,  came  into  collision  with  a  ballast  train,  con- 
sisting of  tender,  engine,  van,  and  11  waggons,  which  had  proceeded  from  East  Grange 
station  towards  Bog  Side  on  the  wrong  or  up  road,  and  was  about  to  imload  ballast  at 
a  spot  1,200  yards  from  East  Grange  station. 

A  platelayer  riding  in  the  van  next  the  engine  of  the  ballast  train  was  killed  on  the 
spot,  and  the  fireman  of  the  special  train  was  badly  shaken. 

In  the  ballast  train  the  taiJc  of  the  tender  was  destroyed ;  the  break- van  next  the 
engine  and  two  ballast  waggons  were  damaged. 

In  the  special  goods  train  the  smoke-box  and  buffer  beam  of  the  engine  were 
knocked  to  pieces ;  the  tender  separated  from  the  engine  and  rolled  down  the  slope  of 
an  embankment ;  10  waggons  were  destroyed  and  partly  burnt,  two  of  these  waggons 
next  the  engine  having  contained  paraffin,  which  was  set  fire  to  by  a  spark  from  the 
engine. 

Description. 

The  line  at  the  scene  of  this  collision  curves  gently  to  the  north-east,  and  in  con- 
sequence of  a  cutting  the  view  of  the  driver  of  the  goods  train  as  he  approached  the 

Digitized  by  ViiOOQIC 


(    li2    ) 


flagman  protecting  the  ballast  train  was  limited  ta  about  3W)  yards,  and  Ms  view  of 
the  ballast  train  itself  (in  consequence  of  an  over-bridge)  did  not  exceed  265  yards. 
The  line  is  level  to  within  265  yards  of  the  point  of  collision,  and  then  rises  on  a 
gradient  of  1  in  100  up  to  and  beyond  it.  The  position  of  the  flagman  was  about 
335  yards  from  the  engine  of  the  ballast  train ;  the  total  distance  from  the  engine  of 
the  ballast  train  to  where  the  driver  of  the  mineral  train  first  received  any  warning 
was  thus  about  635  yards. 

The  stations  on  this  part  of  the  line  are,  as  a  rule,  provided  only  with  distant-signals, 
which  are  not  interlocked  with  the  points.    The  block  system  is  not  in  force. 

Evidence. 


1.  Duncan  Camerotiy  station  master  at  East  Grange 
10  months,  and  16  years  previonsly  at  Bog  Side. — I 
was  on  the  platform  as  the  ballast  train  came  in  on 
the  down  line  from  the  ballast  pit  at  Oakley,  at  about 
4.23.  I  had  no  communication  with  any  one  in  the 
train,  and  as  soon  as  I  had  seen  the  engine  pass  the 
siding  points  I  vent  into  the  station  house  to  get  my 
tea.  Before  this,  I  had  seen  the  guard  of  the  ballast 
train  jump  from  the  last  waggon  into  the  siding.  I 
thought  the  ballast  train  was  g(^ng  to  work  between 
this  and  Bog  Side,  where  it  had  been  working  for 
some  time  past,  but  I  did  not  know  it  was  going  to 
work  on  the  up  line.  It  had  not  used  the  up  line  on 
any  previous  occasion  to  my  knowledge.  I  should 
have  prevented  it  working  on  the  up  line  had  I  known 
it  had  been  going  to  do  so.  It  was  not  till  after  the 
collision  that  I  knew  it  had  been  working  on  the  up 
line.  I  had  had  no  information  that  there  was  a 
special  train  coming  from  Stirling.  The  down 
distant-signal  had  b^n  put  to  danger  by  the  porter 
after  the  ballast  train  had  arrived.  We  have  no  home- 
signals.  There  is  no  tel^raph  here.  The  next  down 
train  passing  here  was  a  goods  train  for  Portobello,  due 
at  4.45.  It  passed  before  I  had  heard  of  the  collision. 
The  distant-signal  was  taken  off  for  it,  as  I  was  told 
by  the  porter^  after  the  collision.  The  train  did 
not  stop  here.  Neither  I  nor  the  porter  held  any 
communication  with  it.  I  made  no  attempt  to  stop 
the  Portobello  train,  believing  that  the  bsdlast  train 
would  have  been  away  by  this  time.  5  o'clock,  and 
knowing  that  it  had  a  man  to  protect  it.  The  rule  is 
that  **  except  in  cases  of  great  emergency  the  plate- 
^'  layers  must  not  avail  themselves  of  the  station 
"  signals,  but  must  use  their  own  specW  signals  for 
"  their  own  purposes."  Rule  213  prohibits  drivers 
from  passing  fi?om  one  main  line  to  the  other  without 
informing  the  station  master.  Rule  56  is  to  the  same 
effect,  only  more  general, 

2.  Thomas  H.  Howisofiy  porter  at  East  Grange 
since  May  last ;  for  six  months  previously  at  College 
station,  Glasgow. — I  was  between  the  station  and  the 
weigh-house  when  the  ballast  train  passed.  I  put  up 
the  down  distant-signal  to  danger  before  the  train 
reached  the  station.  I  then  went  to  the  weigh-house 
to  clean  my  signal  lamps,  and  being  inside  the  house 
vnth  the  door  shut,  I  neither  saw  nor  heard  the  ballast 
train  stop.  I  did  not  know  the  ballast  train  had 
crossed  from  the  down  to  the  up  line  till  I  had  cxune 
back  from  lighting  the  down  distant-signal  lamp  after 
the  collision  had  happened^  soon  after  5,  when  I  met 
the  guard  of  the  Portobello  train  coming  back  to  the 
station  to  inform  the  station  master  of  the  collision. 
On  no  previous  occasion  have  I  known  the  ballast 
train  to  go  on  the  wrong  line  from  this  station  to  Bog 
Side.  When  I  came  from  the  weigh-house  to  light 
my  lamps,  I  found  that  the  down  distant-signal  had 
beien  turned  to  clear  ;  I  did  noit  put  it  again  to  danger 
as  the  train  had  passed  more  than  ten  minutes,  and  I 
did  not  know  the  train  was  going  to  work  between 
this  and  Bog  Side.  I  asked  the  station  master  about 
the  distant-signal,  and  he  said  that  he  had  not  taken 
it  off.  I  did  not  hear  the  noise  of  the  collision,  nor 
any  whistling.  No  one  in  the  ballast  train  said  any- 
thing to  me  as  it  passed  slowly.  Ther^  was  a  sur&ce 
man  sitting  in  the  office  when  the  ballast  train  passed, 
and  he  remained  there  some  little  time. 


3.  James  Forrest^  driver  12  years. — I  started  from 
Stirling  at  about  4.20  p.m.  with  a  ^)ecial  train  of  cattle 
and  mixed  goods  for  Cowdenbeath,  having  no  work  to 
do  till  we  reached  Dunfermline.  On  the  engine  with 
me  was  my  fireman,  Joseph  McGregor.  I  was  standing 
on  the  left  side  of  the  engine,  which  is  a  6-coupled 
engine  with  a  6-wheeled  tender,  with  two  breaks. 
We  had  on  a  load  of  25  waggons  and  a  break-van. 
We  got  clear  signals  at  Bog  Side,  and  I  was  running 
round  the  curve  near  Middle  Grange  Bridge  at  a 
speed  of  between  2Q  and  30  miles  an  hour,  when  I 
saw  a  man  walking  towards  me  in  the  6-feet  space,  at 
this  time  between  the  bridge  and  the  gradient  board ; 
seeing  a  flag  in  his  hand  half  rolled  up,  I  shut  off 
steam,  applied  my  break,  and  told  my  mate  to  put  on 
his,  and  whistled,  and  then  the  man  waved  his  flag, 
still  coming  forward.  I  kept  my  break  hard  on, 
passed  the  man  about  the  gradient  post,  and  on  coming 
to  the  bridge  caught  sight  of  the  ballast  train,  which 
I  was  at  first  afraid  was  moving  toward  me.  On 
seeing  this,  I  reversed  my  engine,  and  put  on  steam, 
speed  being  about  15  miles  an  hour,  and  I  th^i  shut 
off  steam  and  got  down  on  to  the  step,  and  jumped  off 
on  the  left  side  and  rolled  down  the  bank,  but  without 
being  much  hurt.  My  fireman  jumped  on  the  right 
side.  The  speed  was  not  much  reduced  when  the 
collision  occurred.  My  engine  was  knocked  off  the 
rails  into  the  6-feet  space,  and  the  tender  separated 
frt)m  the  engine  and  went  down  the  bank  on  die  left. 
The  paraffin  was  in  small  casks  in  the  waggons  next 
the  tender.  It  did  not  catch  fire  till  a  spark  from  the 
engine  fire,  caused  by  throwiuj?  water  on  it,  lit  on 
^onpe  "that  had  been  spilt.  The  fire  lasted  some  five  or 
six  hours.  The  Portobello  train  just  stopped  in  time 
to  escape  the  wreck  of  the  collision,  which  had  fouled 
the  down  road.  The  man  who  was  killed  was  in  the 
body  of  the  yaa  which  was  destroyed  by  the  ballast 
waggon  next  it  having  mounted  its  frame.  The  up 
distant-signal  from  East  Grange  was  at  danger.  I 
saw  this  as  I  came  below  the  bridge,  the  first  place 
from  which  it  is  ^ell  in  sight* 

f  ;■  ■  ' 

4.  Matthew  Stewart^  12  years  goods  guard.^-I  was 
guard  of  the  mixed  (special)  goods  train  from  Stirling 
to  Cowdenbeath  on  the  11th  October  last.  My  train 
left  Stirling  at  4.25  p.m.,  and  it  proceeded  without 
stopping  till  between  Bog  Side  and  East  Grange, 
when  my  attention  was  arrested  by  the  driver  Cutting 
off  steam.  I  looked  out  of  my  van  first  on  the  outside, 
but  seeing  nothing  I  then  looked  out  on  the  6-feet 
side.  I  saw  a  man  on  the  line  in  the  6-feet  space 
with  a  red  flag  in  his  hand,  of  which  only  a  few 
inches  were  shown.  He  vTas  standing,  as  nearly  as  I 
could  judge,  opposite  a  gradient  board,  immediately  to 
the  west  of  an  over-bridge,  close  to  the  scene  of  the 
accident.  Directly  I  saw  the  man  I  put  my  break 
hard  on.  This  had  the  effect  of  considerably  re- 
ducing the  speed  of  my  train,  which  consisted  in  all 
of  27  vehicles,  including  break  van.  The  speed  of 
my  train  when  the  collision  occurred  would,  in  my 
judgment,  be  reduced  to  15  miles  an  hour.  I  instantly 
ran  back  to  protect  my  train,  and  I  took  the  ballast 
train  guard  along  with  me  to  Bog  Side  station.  It  is 
my  impression  that  the  ballast  guard  was  standing  on 
the  spot  where  I  first  saw  him  with  the  red  flag,  and 
that  he  was  not  walking  towards  Bog  Side  staticm* 
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5,  James  Robertson^  fireman  about  one  month  at  was  when  we  started.     He  walked,  and  we  went  very 

the  time  of  the  collision^  and  cleaner  at  Dunfermline  slowly  and  did  not  gain  much  on  him.     After  the 

about  20  months I  had  left  Oakley  ballast  pit  in  the  .  train  had  crossed,  McPherson  told  me  to  put  the  up 

morning  of  the  11th  with  a  ballast  train  ioi  Causeway-  distantn^tgiial  to  danger,  and  I  went  and  did  so,  but 
head.  The  ballast  had  been  disposed  of  between  did  not  meddle  with  the  down  distant-signal,  nor  did 
Cambus  and  Causeway hea4  on  the, proper  .line  of  I  see  anyone  else  touch  it.  I  then  returned  to  the 
rails.  We  crossed  at  Causewayheao,  returned  to  engine.  We  first  stopped  this  side  of  the  up  distant- 
Oakley,  and  again  started  in  the  afternoon*  with  a  signal  for  about  five  minutes,  and  then  again  this  side 
train,  consisting  of  tend^,  engine,  van,  and  11  wag-  for  another  10  minutes,  and  our  next  stop  was  at  the 
gons  of  ballast,  for  the  line  between  East  Grange  and  spot  where  the  collision  occurred.  Wlien  we  had 
Bog  Side.  We  had  done  the  same  thing  the  two  just  come  to  a  stand  I  heard  a  whistle  from  the 
previous  days,  but  had  on  each  of  these  occasions  engine  of  the  special  train,  and  on  looking  forwards 
gone  to  Bog  Side  and  come  back  on  the  proper  line,  saw  it  just  the  other  side  of  the  bridge.  The  driver 
I  heard  no  arrangement  made  as  to  crossing  at  East  and  I  were  both  on  the  engine,  and  the  reversing  lever 
Grange  on  this  trip,  so  as  to  work  on  the  wrong  line,  was  over  toward  my  side ;  the  driver  threw  it  forward, 
As  we  approached  East  Grange,  I  saw  no  on^  but  the  but  did  not  put  on  steam,  and  the  other  train  then  ran 
porter  putting  the  signal  up,  after  which  I  did  not  see.  into  us.  We  both  of  us  jumped  off,  and  were  not 
him.  We  stopped  by  order  of  McPherson,  the  fore-  hurt  All  the  men  were  off  tiie  waggons  when  the 
man  of  the  ballast  train,  when  dear  of  the  cross-over  collision  happened,  except  the  one  who  was  in  the 
road,  who  held  open  the  points  for  us  to  set  back  on  van,  and  he  was  killed.  The  trailing  wheels  of  our 
to  the  up  line.  I  did  not  hear  the  driver  reiuse  to  tender  were  thrown  off  the  road.  I  had  no  watch  on, 
go  forward  when  he  knew  we  were  going  along  the  and  the  times  I  mentioned  are  merely  those  I  thought 
wrong  line.  I  thought  at  first  we  were  going  to  work  had  elapsed.  When  we  last  stopped,  I  saw  the  guard 
close  to  the  station.  The  foreman,  driver,  and  myself  the  other  side  of  the  bridge,  271  keepers  from  the 
then  went  forward,  the  guard  going  in  front  with  a  collision ;  I  counted  them  afterwards.  I  saw  him 
red  fiag.    He  seemed  to  be  about  400  yards  off;  this  begin  to  run  when  the  engine  whistled. 

I  was  unable  to  take  the  evidence  of  the  driver,  foreman,  and  guard  o£  the  ballast 
train,  as  these  men  were  in  prison  at  Perth  awaiting  their  trial. 

ConcUmon. 

This  collision,  which  resulted  in  the  loss  of  the  life  of  a  company's  servant  and  in 
great  destruction  of  property,  was  due  to  the  misconduct  of  the  foreman,  driver,  and 
guard  of  the  ballast  train.  The  foreman  and  driver  took  upon  themselves  (without 
any  apparent  necessity)  to  cross  from  the  down,  to  the  up  line  at  East  Grange,  without 
the  knowledge  of  the  station  master  or  porter  there,  and  to  proceed  along  the  up  or 
wrong  line  towards  Bog  Side,  depositing  ballast  on  the  way,  and  finally  stopped  for 
this  purpose  on  a  part  of  the  fine  where,  in  consequence  of  a  bridge,  curve,  and 
cutting,  the  head  of  the  ballast  train  could  be  seen  from  an  approaching  engine  for  a 
distance  of  only  about  266  yards,  the  guard  of  the  ballast  train  having  been  at  the 
time  only  335  yards  from  the  front  of  the  ballast  train,  and  visible  to  the  driver  of  the 
approaching  goods  train  only  for  about  300  yards,  and,  according  to  the  evidence,  not 
displaying  a  proper  danger  signal  until  the  driver  of  the  goods  train  whistled  to  attract 
his  notice.  By  B/ule  60,  the  guard  of  the  ballast  train  should  have  been  1,200  yards 
from  the  engine  of  the  train,  with  six  detonators  placed  on  the  rails,  two  at  400,  two  at 
800,  and  two  at  1,200  yards,  and,  besides  this,  should  have  conspicuously  exhibited 
his  hand  danger-signal.  Notwithstanding,  therefore,  the  misconduct  of  the  foreman 
and  driver  of  the  ballast  train  in  using  the  wrong  line,  the  collision  would  have  been 
prevented  had  the  guard  of  the:  ballast  train  at  all  acted  up  to  the  provisions  of 
Rule  60. 

Had  the  points  and  signals  at  East  Grange  station  been  properly  interlocked  and  the 
line  worked  on  the  block  system,  the  ballast  train  could  not  have  proceeded  toward 
Bog  Side  on  the  wrong  line  without  the  knowledge  of  the  signalman,  who  would  most 
likely  have  prev^ited  such  an  imprcmer  proceeding;  or  even  had  he  imprudently 
permitted  it,  he  would  have  blocked  the  up  line  at  Bog  Side,  in  which  case  the  goods 
train  would  not  have  been  allowed  to  leave  that  station. 

I  have,  &c.. 
The  Secretary,  0.  S.  Hutchinson, 

(Railway  Department,)  Major-Qeneraly  Jt.JS. 

Board  of  Tiade. 

.  Printed  copies  of  the  above  report  were  aent  to  the  Company  on  the  30ih  November  1878. 
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NORTH-EASTERN  RAILWAY. 

Railway  Department,  (Board  of  Trade,) 
Sib,  13,  Downing  Street,  London,  8.W.,  29th  January  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  your  Minute  of  the  30th  November, 
the  result  of  my  inquiry  into  the  circumstances  connected  with  the  explosion  of  the 
boiler  of  the  engine  of  a  goods  train,  which  explosion  occurred  on  the  24th  November 
at  Blaydon,  on  the  Newcastle  and  Carlisle  branch  of  the  North-Eastem  Railway. 

In  this  case,  while  the  5.30  a.m.  goods  train  (consisting  of  engine,  tender, 
45  waggons,  and  a  van)  from  Carlisle  for  the  Forth  goods  yard,  Newcastle,  was 
standing  at  Blaydon  station,  where  it  had  been  stopped  by  signal,  the  boiler  of  the 
engine  exploded. 

The  driver  was  slightly,  and  the  fireman  severely,  scalded,  and  an  engine-lighter 
(who  was  standing  near  the  engine)  was  cut  about  the  head. 

The  barrel  of  the  boiler  was  more  or  less  destroyed,  nearly  the  whole  of  the  middle 
top  plate,  together  with  portions  of  two  adjoining  ones,  having  been  blown  away,  and 
fallen,  it  is  supposed  (as  it  has  not  yet  been  found),  into  the  Tyne,  which  was  within 
50  yards  of  the  line ;  other  fragments  of  plates,  &c.  were  thrown  both  to  the  right 
and  left,  as  shown  on  diagram  No.  1,  the  farthest  piece  having  been  picked  up  280 
yards  to  the  right.  The  machinery  of  the  engine  was  a  good  deal  damaged,  and 
some  buildings  in  the  neighbourhood  were  struck  by  fragments  from  the  boiler. 

The  engine,  No.  787,  of  which  the  boiler  exploded  was  supplied  to  the  North- 
Eastem  Company  by  Messrs.  Stephenson  and  Co.  in  June  1872,  and  had  run,  up  to  the 
time  of  the  accident,  198,929  miles.  It  was  a  six-coupled  engine,  with  inside  cylinders 
17  ins.  by  24  ins.  The  barrel  of  the  boiler  was  composed  of  six  Lowmoor  plates 
-^  inch  thick,  three  in  the  length  and  two  in  the  circumference  of  the  boiler.  The 
barrel  was  telescopic,  all  the  joints  double  rivetted,  and  the  horizontal  joints  so 
arranged  as  to  avoid  inside  landings.  The  dome  was  22  inches  in  diameter.  These 
and  other  details  are  shown  on  diagram  No.  2. 

The  repairs  to  the  engine  during  the  6^  years  it  had  been  running  amounted  in 
all  to  ly&lSl.  The  last  heavy  repairs  had  been  executed  between  October  1877  and 
March  1878,  when  the  boiler  had  been  retubed  and  tested  up  to  220  lbs.  to  the  square 
inch  with  lukewarm  water,  and  with  steam  up  to  140  lbs.,  the  working  pressure 
having  been  fixed  at  135  lbs. 

Evidence. 

1.  John  Hardy y  driver  about  11  years. — I  started  at  the  lock  valve  at  about  138  lbs.  The  blowing  off 
with  the  5.30  a.m.  through  goods  train  from  Carlisle  had  not  increased  at  the  time  of  the  explosion.  The 
for  Newcastle  at  6.35  a.m.  on  the  24th  November,  water  was  within  half  an  inch  of  the  top  of  the  gauge 
having  been  detained  waiting  for  waggons  from  other  glass,  the  fireman  having  just  closed  the  injector  about 
trains.  I  had  on  a  train  of  45  waggons  and  a  van,  ^ve^  or  six  minutes  before  the  explosion  :  he  had  then 
a  regular  load.  My  engine  was  No.  787,  a  six-coupled  followed  me  off  the  footplate  to  speak  to  an  engine- 
goods  engine,  running  engine  first.  I  had  had  the  lighter  whom  he  knew.  The  injector  had  been 
engine  about  three  years.  During  this  time  I  had  turned  on  about  half  a  mile  before  we  stopped,  when 
never  known  it  leak.  It  had  been  last  in  the  shops  the  glass  was  about  half  full.  The  fireman  had  last 
in  October  for  some  length  of  time,  when  among  other  fired  about  two  miles  before  reaching  Blaydon.  I  was 
repairs  a  fresh  set  of  tubes  had  been  put  in.  One  or  scalded  about  the  head  and  neck,  and  was  not  able  to 
two  of  the  tubes  had  burst  before  it  went  in  for  make  much  examination  of  the  boiler  after  the  accident, 
repairs.  I  do  not  know  that  the  boiler  had  ever  been  I  can  give  no  reason  for  the  explosion,  and  had  never 
patched.  We  had  stopped  at  Haydon  Bridge  for  water,  had  any  misgivings  as  to  the  state  of  the  boiler, 
the  only  time  we   stopped  till  we  reached  Blaydon, 

59  miles  from  Carlisle  at  9.5,  where  we  were  stopped  by         2.  William  Jffewiit,  fireman   6^  years,  about  2^ 

signal,  and  had  remained  standing  five  or  six  minutes  years  with  Hardy. — I  have  known  engine  787  about 

waiting  for  the  signal,  when  the  explosion  occurred,  three  years.     During  this  time  I  have  never  seen  any 

I  was  standing  on  the  ground  about  five  yards  from  leaks  in  the  boiler  ;  one  or  two  tubes  had  burst  before  it 

and  opposite  to  the  foot-plate  on  the  right-hand  side,  went  in  for  repairs  in  October  1877.    Nothing  went 

when,  after  hearing  something  like  a  crack,  there  was  wrong  from  March  1878,  when  it  came  out,  up  to  the 

a  kind  of  rush  upon  the  explosion  taking  place.    I  time  of  the  explosion.    It  was  free  in  blowing  off  at  the 

do  not  know  exactly  what  happened  to  me,  but  on  valves, — at  the  dome  valves  at  about  125  lbs.,  and 

coming  to  myself  I  was  on  my  knees  nearer  Newcastle  at    the    lock    valve    at    about    130   lbs.     Nothing 

than  where  I  had  been  standing  before.    The  engine  unusual    occurred     on    the    morning    of  the    24th 

had  not  been  moved  forward,  nor  separated  from  the  November  on  the  journey  from  Carlisle  to  Blaydon. 

tender,  nor  did  it  leave  the  rails.    When  I  had  got  We  had  on   a  train  of  the  ordinary  magnitude.     On 

off  the  foot-plate  steam  v^as  blowing  off  from  the  reaching  Blaydon  we  were  stopped  by  signal,  when 

safety  valves  in  the  dome,  which  it  would  do  when  the  driver  got  off  to  speak  to  an  engine-lighter,  and 

the  gauge  showed  about  135  lbs. ;  it  would  blow  off  I  followed  him  in  about  two  minutes.    I  had  shut 
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the  injector  juat  as  we  stopped,  having  put  it  on  about  completed  the  boiler  was  tested  up  to  220  lbs.  with 

a  quarter  of  a  mile  back  :  the  glass  was  about  half  full  lukewarm  water^  and  with  steam  up  to  140  lbs.,  the 

when  I  put  it  on  and  nearly  full  when  I  shut  off.  working  pressure  being  fixed  at  135  lbs.     No  leakage 

The  pressure  gauge  was  between   130  and  135  lbs.  was  observed  after  these  tests.     My  own  opinion  is 

when  I  got  ofE,  and  steam  blowing  off  both  at  the  dome  that  t^e   mischief  commenced  at  the  dome,  though 

valves  and  lock  valves.    I  had  been  standing  about  two  there  are  no  marks  of  pitting  or  corrosion  whei'e  the 

minutes  nearly  opposite  the  front  of  the  engine,  and  rent  took   place.     The    dome  plates  are   ^^    of   an 

on  the  right  side  of  it,  when,  without  my  hearing  any  inch  thick, 
warning,    except    my  mate  saying  **  What's  that  ?" 

I  was   carried   15  or   16  yards  towards  Newcastle,  4.  George    WaterSy  boiler  smith   18  years  in  the 

thrown  down,  and  scalded.     I  was  insensible   for  a  Gateshead  shops. — I  remember  taking  the  tubes  out 

short  time,  and  was  then  able  to  get  up.     I  was  scalded  of  boiler  787  about  the  end  of  1877,  and  I  afterwards 

on  the  leg  and  arm,  and  was  away  from  work  for  three  examined  the  inside  of  the  barrel   of  the   boiler.     I 

weeks.     I  heard  no  report  when  the  explosion   took  gave  it  a  thorough  inspection,  and  saw  nothing  like 

place.  a  crack  on  any  part  of  any  of  the  plates,    nor  any 

pitting.     The  longitudinal  joints  of  the  barrel  were 

3.   Thomas  John  8on,hoi\eT  Bxmih, — About  February  outside    joints,  double  rivetted.    It  was  a  telescope 

1878  the  boiler  of  engine  787  was  retubed.     I  was  boiler.     I  found  no   signs   of  leakage  anywhere.     I 

never  inside  the  barrel  of  the  boiler  myself,  but  a  saw   the  boiler   pressed  to  140  lbs.    steam  pressure 

boiler  smith  was,   who  did  not  report  anything  as  before  it  'had  the  hydraulic  test,  and  there  was  no 

being  wrong.     I  examined  the  outside  of  the  barrel  leak  perceptible     afterwards.     I  think  the  pitch    of 

and  saw  no  signs  of  leakage.     After  the  repairs  were  the  rivets  was  less  than  usual. 

Goncltision. 

After  a  careful  inspection  of  the  exploded  boiler,  and  from  a  consideration  of  the 
above  evidence,  I  have  formed  the  opinion  that  the  explosion  commenced  at  a  hori- 
zontal flaw  near  the  top  of  the  lower  middle  plate  on  the  right-hand  side  of  the 
boiler.  This  flaw  extended  nearly  the  whole  breadth  of  the  plate,  varying  in  depth, 
but  in  parts  leaving  a.  mere  skin  of  sound  metal.  Towards  the  front  of  the  plate  the 
flaw  ran  obliquely  upwards,  towards  the  joint  between  it  and  the  top  plate,  and  at  this 
point  there  were  slight  signs  of  leakage.  The  fracture  thus  commenced  ran  through 
the  vertical  joint  next  the  front  plates,  extending  as  far  as  the  left  side  of  the  dome, 
then  across  the  upper  middle  plate  through  the  vertical  joint  between  this  plate  and 
the  rear  plate,  across  the  rear  plate,  and  beyond  its  centre ;  then  downwards  obliquely 
through  this  plate  and  the  comer  of  the  lower  rear  plate  to  the  flaw  in  the  lower 
middle  plate.  It  is  this  large  piece  of  the  boiler,  measuring  about  five  feet  by  four  feet, 
which  has  not  yet  been  found,  but  which  is  supposed  to  be  lying  at  the  bottom  of 
the  Tyne,  which  flows  to  the  left  of  the  line  (looking  towards  Newcastle)  and  about 
50  yards  from  it.  The  dome  which  had  been  attached  to  this  piece  was  separated  from 
it,  the  separation  having  taken  place  partly  through  the  rivet  holes,  and  was  picked 
up  beyond  the  river  about  165  yards  from  where  the  engine  had  been  standing. 

It  is  probable  that  the  flaw  in  the  middle  bottom  plate  was  due  to  some  original 
defect  in  the  plate  which  had  not  shown  itself  when  the  inside  of  the  barrel  of  the 
boiler  was  examined  at  the  end  of  1877,  but  which  was  perhaps  first  developed  by 
the  very  proper  tests  to  which  the  boiler  was  subjected  in  February  1878,  after  having 
been  repaired. 

There  is  no  apparent  blame  to  be  attached  to  the  conduct  of  any  of  the  Company's 
servants  as  having  in  any  way  conduced  to  the  explosion. 

I  have,  &c., 
The  Secretary,  (Railway  Department,)  0.  S.  Hutchinson, 

Board  of  Trade.  Major-Qeneral^  R.K 

Printed  copies  of  the  above  report  were  sent  to  the  Company. 


NORTH  LONDON  RAILWAY, 


Board  of  Trade,  (Railway  Department,) 

Sib,  13,  Downing  Street,  Whitehall,  London,  S.W.,  19th  November  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 

compliance  with  the  instructions  contained  in  the  Order  of  the  15th  instant,  the  result 

of  my  inquiry  into  the  circumstances  connected  with  the  collision  that  occurred  on 
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the  12th  instant,  between  a  passenger  train  and  a  train  of  empty  carriages  standing 
alongside  the  platform  at  the  Broad  Street  station  of  the  North  London  Railway. 

Four  passengers  and  the  guard  of  the  passenger  train  are  returned  by  the  Company 
as  having  been  injured  on  this  occasion,  and  it  is  stated  that  13  other  passengers  have 
since  complained  of  having  been  shaken  by  the  collision. 

The  engines  attached  to  the  two  trains  had  both  outside  frames  and  the  buffer-beams 
bent,  and  the  back  of  the  coal-box  of  one  engine  also  bent,  and  eight  vehicles  in  the 
passenger  train,  and  seven  vehicles  in  the  empty  carriage  train,  were  damaged,  but  not 
to  any  great  extent,  as  the  estimate  for  the  total  amount  of  the  damage  done  to  the 
rolling  stock  only  amounts  to  about  £55. 

In  this  instance,  the  10.55  a.m.  up  train  from  Kew  Bridge  to  Broad  Street,  which 
consisted  of  a  tank  engine  and  10  vehicles,  including  two  break-vans,  was,  by  mistake, 
turned  into  a  bay  on  which  an  empty  train  was  standing  alongside  the  platform,  and 
ran  into  it  at  a  speed  variously  estimated  at  from  five  to  eight  miles  an  hour. 


Evidence. 


Frederick  Wilson^  signalman  about  15  years,  stated 
that  he  was  transferred  from  the  London  and  North- 
western Railway  Company  in  1865.  An  empty  train 
had  been  standing  in  No.  3  bay  for  about  1 J  hours. 
He  was  told  by  the  shunter  that  this  train  was  to  be 
shunted  into  No.  4  bay,  which  was  done  a  little  after 
11.30  a.m.  About  11.32  he  was  also  told  to  run 
the  next  up  train  into  No.  3  bay,  but  was  rather  busy 
at  the  time ;  and  on  being  challenged  from  Skinner 
Street,  the  adjacent  signal-box,  he  lowered  the  signal 
for  No.  4  bay  and  cleared  the  road  for  the  Kew 
Bridge  train  to  come  in,  forgetting  that  the  empty 
train  was  standing  there  on  No.  4  line.  There  was 
a  London  and  North-western  train  due  to  leave  at 
11.35  a.m.,  an  empty  train  to  shunt  into  No.  2  bay 
afterwards,  and  a  London  and  North-western  train 
to  leave  at  11.40  a.m.  The  Kew  Bridge  train  came 
in  at  about  11.43  a.m. ;  it  was  coming  in  rather 
slowly.  The  shunters  were  carrying  out  their 
arrangements  properly,  and  there  is  nobody  to  blame 
but  himself.  He  lost  sight  of  the  fact  that  an  empty 
train  had  been  shifted  into  No.  4  bay.  The  train 
was  coming  in  slower  than  usual,  on  account  of 
having  been  stopped  at  Skinner  Street  signal-box. 
He  did  not  find  out  the  mistake  which  he  had  made 
before  the  train  was  running  past  the  box. 

James  Pierce^  shunter,  stated  that  he  has  been  a 
shunter  for  two  years,  and  four  years  in  the  Company's 
service.  Received  orders  from  the  foreman  porter 
to  shunt  the  empty  train  from  No.  3  to  No.  4  bay, 
and  told  the  signalman  what  he  was  about  to  do,  and 
shunted  the  train  frt>m  No.  3  to  No.  4  bay  at  11.30  a.m. 
The  engine  was  coupled  on  ready  to  take  the  train  out. 
When  he  left  it  in  No.  4  bay  he  did  not  see  the  Kew 
train  come  in. 

Samuel  Johnson^  engineman  of  No.  106  engine, 
has  been  14  years  a  driver,  and  25  years  in  the 
Company's  service.  Left  Kew  Bridge  at  10.55  a.m., 
and  on  arriving  at  Skinner  Street  was  stopped  by 
signal ;  he  waited  a  minute  till  the  No.  4  signal  was 
lowered.  Did  not  see  the  empty  train  in  the  bay 
till  he  was  near  the  coal  stage.  He  applied  the  rope 
for  the  front  section  of  breaks,  and  sounded  his 
whistle,  and  found  that  the  train  break  did  not  take 
effect,  owing  to  the  shortness  of  the  distance  and 
the  slow  rate  at  which  the  train  was  travelling ;  so 
he  reversed  his  engine  and  whistled  for  the  rear 
break.    The  fireman  also  applied  the  engine  break. 


Was  running  at  the  rate  of  about  six  or  seven  miles 
an  hour  when  he  first  saw  the  engine  on  the  line  in 
front.  The  buffer-plank  of  the  engine  was  damaged. 
His  engine  was  running  chimney  first,  the  other 
engine  was  tender  first.  Neither  driver  or  fireman 
was  hurt.  Both  engines  were  tank  engines.  He 
thinks  he  was  running  about  five  miles  an  hour 
when  the  collision  occurred. 

A.  Gaunt^  fireman,  No.  106  engine,  was  working 
with  engineman  Johnson,  whose  evid^ce  he  cor- 
roborated. 

Charles  Austin,  engineman,  No.  108  engine,  has 
been  12^  years  a  S-iver,  and  13  years  in  the 
Company's  service.  Was  standing  in  No.  4  bay, 
attached  to  a  tram  waiting  to  take  out  the  11.55  a.m. 
Richmond  train ;  and  while  waiting  there  he  saw  the 
Kew  Bridge  train  approaching ;  and  fearing  that  a 
collision  was  about  to  occur,  he,  with  his  fireman, 
jumped  off  the  engine.  There  was  only  one  blow 
to  the  incoming  train.  The  incoming  train  was 
running  at  about  eight  miles  an  hour  when  it  struck 
the  empty  train.  The  engine  No.  108  w^  slightly 
damaged.  The  incoming  train  was  not  above  30 
yards  from  his  engine  when  he  first  saw  it  coming. 

W,  Clarke,  fireman.  No.  108  engine,  has  been 
5i  years  in  the  service.  His  evidence  bore  out  the 
statement  made  by  engineman  Austin. 

John  Stone,  guard,  has  been  13  years  a  guard,  and 
16  years  in  the  Company's  service.  Left  Kew  Bridge 
at  10.55  a.m.,  and  on  arriving  at  Skinner  Street  was 
stopped  by  signal  for  about  two  .minutes.  The  No.  4 
signal  was  then  lowered,  and  the  train  went  on  to  the 
station.  He  did  not  see  the  empty  train  standing 
in  the  bay,  neither  did  he  hear  the  driver  whistle  for 
the  breaks.  Had  his  train  break  on,  and  could  have 
stopped,  if  he  had  seen  the  obstruction,  in  about  two 
carriage  lengths.  He  was  running  at  about  five  or 
six  miles  an  hour  when  the  collision  took  place,  and 
was  thrown  off  the  seat  in  the  van  when  the  collision 
took  place,  and  hurt  his  ankle  and  temple.  There 
were  about  50  people  in  the  train.  The  train  con- 
sisted of  a  tank  engine,  two  first-dass  carriages,  one 
composite,  two  second-class,  and  three  third-class 
carriages,  and  two  break- vans ;  he  rode  in  the  last 
vehicle  in  the  train,  the  last  break-van.  He  knew 
nothing  about  the  collision  until  it  occurred. 


Conclusion.  . 

From  the  preceding  statements  it  appears  that  the  up  train  firom  Kew  Bridge  to 
Broad  Street  station  was  stopped  at  the  Skinner  Street  signals,  which  are  situated 
about  343  yards  north  of  the  signal-box  at  the  western  side  of  the  Broad  Street  station, 
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placed  alongside  of  No.  4  line  or  bay ;  and  the  signalman  on  duty  in  that  box 
(F.  Wilson),  on  being  called  upon  by  the  signalman  in  the  Skianer  Street  signal-box, 
made  the  road  right,  and  lowered  the  up  signal  for  the  up  train  from  Kew  Bridge  to 
enter  the  station  on  No.  4  line  or  bay,  entirely  forgetting  that  he  had  about  10 
minutes  before,  at  the  request  of  the  shimter,  allowed  an  empty  train  to  be  moved  out 
of  No.  3  line  or  bay,  and  to  be  placed  on  No.  4  lino  or  bay  in  readiness  to  leave  the 
station  as  the  train  for  Richmond  at  11.56  a.m. ;  and  that  the  shunter  had  also  told 
him  to  let  the  Kew  Bridge  train  run  in  on  No.  3  line  or  bay.  The  signalman  stated 
that  he  was  the  only  person  to  blame  for  causing  the  collision,  which  occurred  about 
11.43  a.m. 

The  driver  of  the  Kew  Bridge  train  only  saw  that  the  line  No.  4  on  which  he  was 
entering  the  station,  was  already  occupied  by  a  train  in  front  when  he  was  about  60 
or  70  yards  from  it.  He  states  that  he  pulled  the  rope  by  which  the  front  section  of 
continuous  breaks  extending  from  the  engine  to  the  four  adjacent  vehicles  is  put  on, 
and  that  he  whistled  for  the  guard's  rear  section  of  breaks,  also  extending  over  four 
vehicles,  but  the  whistle  was  not  heard  by  the  guard,  and  the  train  breaks  at  the 
firont  are  stated  not  to  have  acted  quickly,  owing  to  the  slow  pace  at  which  the  train 
was  entering  the  station. 

It  is  probable  that  if  there  had  been  continuous  breaks  throughout  the  whole  length 
of  the  teiin,  instead  of  two  sections  of  continuous  breaks  at  its  extremities,  placed 
under  the  control  of  the  engine-driver,  he  would  have  been  enabled  to  have  prevented 
the  collision  from  taking  place. 

The  North  London  Railway  Company  was  one  of  the  earliest  among  railway 
companies  to  adopt  continuous  breaks  for  sections  or  portions  of  their  passenger  trains ; 
and  it  is  stated  that  they  have  not,  during  the  last  S^  years,  had  a  single  failure  of  their 
breaks  in  making  5^  millions  of  stops ;  and  only  four  instances  in  that  time  when 
their  breaks  have  gone  on  and  caused  a  delay  of  a  few  minutes. 

I  have,  &c.. 
The  Secretary,  W.  Yolland, 

(Railway  Department,)  Board  of  Trade.  Colonel. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  30th  November  1878. 


SOUTH-EASTERN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
SiE,  13,  Downing  Street,  Whitehall,  liondon,  S.W.,  16th  Novemher  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  8th  instant,  the  result 
of  my  inquiry  into  the  circimistances  connected  with  the  accident  which  occurred  on 
the  5th  instant  to  a  passenger  train  in  the  act  of  entering  the  Cannon  Street  station  of 
the  South-Eastern  Railway  Company. 

It  is  stated  that  no  persons  have  complained  of  having  been  hurt  on  this  occasion : 
very  slight  damage  was  done  to  a  6- wheeled  first-class  passenger  carriage,  and  some  few 
chairs  of  the  permanent  way  were  broken. 

In  this  instance,  the  fifth  carriage  from  the  engine  of  the  6.20  p.m.  down  passenger 
train  from  Charing  Cross  to  Dartford  was  diverted  from  its  proper  line,  and  pulled  off 
the  rails  by  the  shifting  of  a  pair  of  facing-points,  while  the  train,  consisting  of  engine 
and  tender,  and  16  veMcles,  was  passing  over  them,  but  the  signalman  having  at  once 
discovered  the  mistake  which  he  had  made,  immediately  restored  the  facing-points  to 
their  proper  position,  and  the  remaining  carriages  in  the  train  travelled  on  their  proper 
line  into  the  station. 

The  facing-points  here  alluded  to  are  situated  about  30  yards  north  of  the  overhead 
signal-box  at  the  entrance  of  the  Cannon  Street  station ;  they  are  on  the  eastern  side 
of  the  station,  and  about  40  yards  south  of  the  south  end  of  No.  9  platform,  to  which 
platform  the  train  was  running,  so  as  to  get  to  the  eastern  side  of  it. 
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These  facing-points  are  interlocked  with  the  signfils,  but  not  provided  with  a  locking- 
bar.  There  are  no  less  than  28  facing-points  in  this  station  yard,  but  only  nine  of 
these  are  furnished  with  locking-bars.  This  arises  from  the  manner  in  which  the 
station  is  laid  out,  and  from  the  crowded  state  of  the  lines,  the  limited  length  of  the 
station,  and  the  short  distances  that  intervene  between  diflferent  sets  of  facing-points, 
or  from  them  to  the  points  and  crossings  of  other  lines  adjacent  to  them. 


The  evidence  is  as  follows : — 

George  Carter,  head  guard  of  the  6.20  p.m.  train 
from  Charing  Cross  to  Dartford  on  the  4th  November, 
4^  years  a  guard,  and  5^  years  in  the  Company's 
service,  states  :  That  the  train  consisted  of  a  tender, 
engine,  and  13  vehicles,  including  two  break  carriages, 
and  I  rode  in  the  last  break  carriage.  The  train  left 
Charing  Cross  at  6,26  p.m.,  and  as  the  train  was 
entering  the  Cannon  Street  station  I  heard  some  one 
calling  out,  "  Break  on ;"  when  we  were  running  about 
seven  miles  an  hour.  I  looked  out  and  saw  a  carriage 
off  the  rails.  I  was  putting  my  break  on  when  I  heard 
the  shouting,  and  I  then  put  it  on  as  quick  as  I  could 
and  as  hai'd  as  I  could.  The  train  stopped  short  of 
its  usual  place  on  the  east  side  of  No.  9  platform.  The 
train  remained  coupled  together,  and  one  carriage,  a 
first-class,  No.  1,787,  the  fifth  from  the  tender,  was  ofE 
the  rails.  I  did  not  see  any  passengers  in  that  carriage. 
This  occurred  about  6.33  p.m. 

George  Gotoer,  signalman  six  years,  states  :  I  came 
on  duty  at  2  p.m.,  and  was  there  for  the  purpose  of 
learning  the  working  in  the  Cannon  Street  box,  in 
which  there  are  84  levers  including  the  shunting  levers : 
there  were  two  other  men  in  that  box  at  the  time, 
and  I  was  attending  to  the  orders  of  one  of  those  two 
signalmen.  Signalman  Coe  called  out  to  me,  "  Right 
47,"  and  by  mistake  I  took  hold  of  lever  No.  48,  and 
lifted  it  out  of  the  slot,  and  as  soon  as  I  found  out 
that  I  had  taken  hold  of  the  wrong  lever  from  the 
jarring  of  the  lever  caused  by  the  carriage  being  diver- 
ted, I  put  No.  48  lever  back  into  its  proper  place. 
No.  47  lever  was  required  to  be  shifted  for  an  engine 
going  back  into  the  middle  road.  I  did  not  know  that 
a  caraiage  was  off  the  road  until  I  saw  it  at  the  plat- 
form. I  felt  the  jerk  on  the  lever  as  soon  as  I  got 
lever  48  out  of  the  slot,  and  I  immediately  put  it  back 
again.     I  have  not  been  employed  before  in  a  signal- 


box  which  has  so  large  a  number  of  levers  in  it  as  the 
Cannon  Street  signal-box. 

George  JVtzshfordy  engine-driver  of  the  6.20  p.m. 
train  from  Chwing  Cross  to  Dartford  on  the  4th 
November,  two  years  permanent  driver  and  .15  years 
altogether  in  the  Company's  service. — We  left  Charing 
Cross  about  6.24  p.m.  We  were  running  into  the 
Cannon  Street  station  at  about  from  six  to  seven  miles 
an  hour,  and  the  engine  had  passed  under*  the  signal- 
box  when  I  felt  a  jerk  as  1  was  passing  alongside  of 
No.  9  platform.  My  mate's  break  was  on  a  little  at  the 
time.  We  were  running  tender  first,  and  I  was  standing 
on  the  engine  on  the  side  next  the  wall  of  the  station 
building,  and  when  I  felt  the  jerk  I  stepped  across  the 
engine  and  by  that  time  the  train  had  stopped.  We 
were  in  the  act  of  stopping  at  the  station  when  I  felt 
the  jerk.  There  was  no  time  to  do  anything.  When 
I  looked  back  I  could  see  fire  flying  from  the  wheels 
of  a  carriage  coming  in  contact  with  the  stone  plat- 
form, and  when  I  went  back  I  found  a  carriage  off  the 
rails,  but  which  was  still  coupled  to  the  carriages  in 
front  and  behind  it.  The  fact  of  a  carriage  being  off 
the  rails  had  the  effect  of  causing  the  train  to  be 
stopped  before  it  had  reached  the  usual  place  at  the 
platform,  from  30  to  40  yards  before  it  reached  that 
spot. 

James  Smith,  under  guard  of  the  6.20  p.m.  train, 
A\  years  a  guard,  slates  :  That  as  the  train  was  enter- 
ing the  Cannon  Street  station  he  heard  some  one  call 
out,  "Break  on."  We  were  about  three  carriage 
lengths  along  the  platform  when  I  heard  some  one 
calling  out :  my  break  was  not  on  at  the  time,  but  I 
put  it  on  directly  I  heard  some  one  calling  out.  We 
might  be  running  about  five  miles  an  hour  at  the  time. 


From  the  preceding  statements,  and  from  personal  inquiries  and  observations,  it 
appears  that  the  accident  was  caused  by  a  mistake  on  the  part  of  a  signahnan  who  was 
being  trained  to  the  working  of  the  points  and  signals  in  the  Cannon  Street  overhead 
signal-box.  There  were  two  other  signahnen  in  the  box  at  the  time,  and  one  of  those 
signalmen  gave  the  signahnan  imder  instruction  orders  to  shift  lever  47,  which  moved 
a  pair  of  facing-points,  to  allow  of  an  empty  engine  passing  from  one  line  to  another,  and 
tliough  a  mere  mistake  the  signalman  took  hold  of  lever  No.  48,  instead  of  lever  No.  47, 
and  moved  it  out  of  its  slot,  and  thus  shifted  the  pair  of  facing-points  of  a  line  leading 
to  the  eastern  side  of  No.  9  platform,  over  which  the  6.20  p.m.  passenger  train 
was  then  passing.  The  engine  (with  tender  in  front),  was  at  the  time  running 
alongside  of  the  platform.  The  driver  felt  a  jerk,  the  signalman  rectified  his  mistake 
at  once  again  by  altering  the  points,  and  the  sixth  and  remaining  carriages  in  the  train 
travelled  on  their  proper  line  into  the  station ;  the  fifth  carriage  (from  the  engine), 
which  had  been  diverted,  and  was  running  off  the  rails,  fortunately  had  neither  of  the 
couplings  broken,  which  respectively  attached  it  to  the  one  carriage  in  front,  and  the 
other  behind,  and  thus  it  continued  to  run  with  the  rest  of  the  train  into  the  station, 
coming  in  contact  with  the  bottom  of  the  slope  of  the  ramp  at  the  south  end  of  the 
platform.  The  home-signal,  which  was  lowered  by  No.  41  lever  for  this  train  to  enter 
the  station  as  soon  as  the  facing-points  moved  by  No.  48  lever  had  been  properly  set 
for  the  train  to  enter  the  station,  were  properly  interlocked  with  No.  48  lever,  so  that 
the  facing-points  could  not  be  moved  while  that  signal  remained  at  "  caution  : "  but  as 
soon  as  this  signal  was  replaced  at  **  danger  *'  the  lock  was  taken  off,  and  the  points 
could  then  be  shifted.  There  does  not  appear  to  be  any  special  rule  or  instruction  to 
the  signalmen  in  the  Cannon  Street  oyerhead  signal-box  with  reference  to  trains  pass- 
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ing  into  or  out  of  the  Cannon  Street  station,  as  to  the  exact  time  when  the  signalmen 
are  authorised  or  directed  to  replace  the  home-signals  (which  have  heen  lowered  for 
the  passage  of  a  train),  at  "  danger :  "  but  in  practice  these  home-signals  appear  to 
be  replaced  at  "danger"  when  about  one  half  of  the  length  of  the  train  has  passed 
under  the  signal-box  when  entering  the  station  :  and  in  this  particular  case  the  home- 
signal  must  have  been  replaced  at  "  danger  "  before  the  fifth  carriage  from  the  engine 
had  reached  the  facing-points,  otherwise  the  signalman  who  was  under  instruction 
could  not  have  moved  lever  No.  48  by  mistake,  and  thus  shifted  the  points. 

^The  Cannon  Street  station  was  opened  for  traffic  in  July  1866,  and  the  points  and 
signals  were  then  all  properly  interlocked  with  each  other  :  but  at  that  time  the  intro- 
duction of  what  is  now  termed  a  "  locking-bar,"  placed  in  front  of  each  pair  of  facing- 
points,  and  having  for  its  object  the  preventing  the  signalman  from  shifting  the  facing- 
points  while  a  traia  is  in  the  act  of  passing  over  them,  was  not  then  known  ;  nor  any 
necessity  recognised  for  its  introduction.  But  two  similar  accidents  occurred  in  1875, 
at  two  different  sets  of  facing-points  in  the  Cannon  Street  station  yard.  Fortunately 
neither  of  these  accidents  have  been  attended  with  any  very  serious  results,  but  it  is 
quite  impossible  to  say  what  may  happen  when  the  next  accident  of  the  same  kind 
occurs  :  and  on  this  ground  I  would  venture  to  suggest  that  endeavours  should  be 
made  to  adopt  some  kmd  of  "  locking-bar,"  either  in  front  of  each  pair  of  facing-points 
or  beyond  them,  alongside  of  each  stock -rail,  so  as  to  prevent  the  signalman  from 
shifting  the  facing-points  while  a  train  is  in  the  act  of  passing  over  them.  In  some  of 
the  numerous  facing-points  in  this  station  yard,  which  are  unprotected  by  "  locking- 
bars,"  it  appeared  to  me  that  the  check  or  guard  rails  placed  to  cover  the  points  of  the 
adjacent  crossing-points  might  be  made  use  of  as  check-rails,  and  also  as  the  axis 
of  the  vertical  *'  locking-bars "  used  in  this  station  yard,  which  are  the  invention 
of  the  Company's  engineer  (Mr,  Brady).  If  this  cannot  be  done,  the  next  alternative 
would  appear  to  me  to  be  that  the  signalmen  should  be  prohibited  from  replacing  the 
home-signals  at  "  danger "  until  the  whole  train  has  passed  over  the  facing-points : 
and  if  on  full  consideration  it  is  found  that  this  would  materially  interfere  with  the 
very  large  amount  of  traffic  that  enters  or  leaves  this  station,  the  only  remaining  course 
that  would  effectually  provide  for  the  public  safety  would  seem  to  be,  that  the  lines  in 
this  station  yard  should  be  re-arranged,  so  as  to  get  rid  of  this  impediment  to  safe 
working,  and  to  admit  of  the  whole  of  the  facing-points  being  properly  controlled  by 
facing-point  locks  and  locking-bars. 

It  is  well  known  that  some  of  the  most  serious  accidents  which  have  hitherto 
happened,  have  been  permitted  to  occur,  by  the  absence  of  "  locking-bars  "  placed  in 
front  of  the  facing- points ;  and  the  cost  attendant  on  a  single  serious  accident  of  this 
kind,  might  far  exceed  the  cost  of  re-arranging  the  lines  in  the  Cannon  Street  station 
yard. 

I  have,  &c., 
The  Secretary^  W.  Yolland, 

{Railway  Bepartmentj)  Colonel. 

Board  of  Trade. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  27th  November  1878. 


TAPF  7ALE  RAILWAY. 


Railway  Department,  Board  of  Trade, 
Sir,  13,  Downing  Street,  30th  October  1878. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  21st  instant,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  disastrous  collision  which 
occurred  on  the  19th  instant,  at  the  north  side  of  Pontypridd  station,  on  the  Taff  Vale 
Railway,  between  a  passenger  train  and  a  train  of  empty  carriages  in  the  act  of  being 
shuat.ed  from  the  main  up  line  to  the  Rhondda  branch  down  line,  which  trains  were 
travelling  in  opposite  directions  at  the  time  of  the  collision. 

No  less  than  12  passengers  were  either  killed  on  the  spot,  or  died  shortly  afterwards 
of  the  injuries  which  they  received  in  this  collision,  and  103  passengers  are  returned 
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as  more  or  less  injured  on  this  occasion,  and  it  is  feared  that  softie  of  them  are  injured 
to  such  an  eitent  as  to  render  their  recovery  doubtful,  I  enclose  a  list  of  the  pas- 
sengers killed  and  injured,  supplied  by  the  Railway  Company. 

In  accordance  with  your  instructions,  issued  at  the  request  of  the  Home  Depart- 
ment, and  by  the  desire  of  the  Coroner  (Mr.  Reece)  for  the  Eastern  Division  of  the 
County  of  Glamorgan,  I  attended  at  the  adjourned  Inquest  which  was  held  on  the 
24th  instant  at  Pontypridd.  The  Inquest  was  further  adjourned  until  the  28th 
instant,  but  the  Coroner  informed  me  that  it  was  not  necessary  that  I  should  be 
there.  • 

The  leading  seven  out  of  the  thirteen  vehicles  which  were  in  the  passenger  train, 
exclusive  of  the  engine  and  tender,  were  damaged.  The  leading  break  van  next  the 
tender,  and  the  following  third-class  carriage,  were  not  very  much  damaged,  but  the 
next  four  third-class  carriages  were  greatly  damaged,  the  fourth  from  the  break 
van  had  its  body  broken  to  pieces  and  swept  off  the  under  framing.  The  two  next 
third-class  carriages  had  one  side  and  both  ends  broken,  and  under  frame  slightly 
damaged ;  and  the  last  of  the  first  six  third-class  carriages  had  one  side  and  one  end 
broken,  and  the  under  frame  slightly  damaged.  A  statement  of  the  damages  is 
attach^  to  this  Report. 

Pontypridd  station  is  situated  on  the  main  line  of  the  'Taff  Vale  Railway  between 
Cardiff  and  Merthyr  and  Aberdare,  and  it  is  distant  from  the  former  town  about  llf 
miles. 

The  Rhondda  branch  from  Treherbert  joins  the  main  line  at  the  north  end  of 
Pontypridd  station,  and  the  passenger  traffic  to  and  from  this  branch  is  worked  from 
a  dock  lying  on  the  western  side  of  the  up  main  line  platform.  About  a  quarter  of  a 
mile  to  the  north  of  Pontypridd  station,  a  short  double  line,  16  chains  in  length, 
called  the  north  curve,  was  constructed  for  connecting,  in  an  easterly  and  westerly 
direction,  this  Rhondda  branch  with  the  main  line ;  double  junctions  having  been 
formed  at  the  two  extremities  of  this  curve, — ^that  with  the  Rhondda  branch  at  the 
western  end  of  the  curve  being  called  the  Rhondda  cutting  junction,  and  that  with 
the  main  line,  at  the  eastern  end  of  the  curve,  the  north  curve  junction. 

This  short  connecting  line  was  duly  authorised  to  be  opened  for  mineral  and  goods 
traffic  in  October  1872,  signal-boxes  having  been  erected  at  the  two  junctions, 
and  the  points  and  signals  interlocked  with  each  other.^  The  line  falls  from  the 
junction  with  the  main  line,  on  a  gradient  of  1  in  420,  for  a  length  of  three  chains  ; 
it  is  then  horizontal  for  a  distance  of  five  chains ;  and  from  thence  it  rises  towards  the 
Rhondda  branch  on  gradients  of  1  in  330  and  1  in  264  for  lengths  respectively  of 
six  and  two  chains.    It  is  properly  signalled  for  up  and  down  traf&c. 

The  curve  is  on  a  very  short  radius  of  7 J  chains.  It  is  constructed  mostiy  through 
a  rock  cutting,  and  has  an  over-road  bridge  situated  near  the  centre  of  the  curve ;  and 
in  consequence  of  the  sharpness  of  the  curve,  and  the  line  being  in  a  cutting,  the  view 
from  an  engine  is  very  limited  in  each  direction,  and  does  not  exceed  60  or  70  yards. 

In  September  1875  the  Railway  Company  commenced  to  work  a  new  system  for 
the  empty  carriages  used  for  the  passenger  traffic  between  Cowbridge  and  Pontypridd, 
which  served  as  terminal  stations.  Prom  that  time  up  to  the  present  time  four 
passenger  trains  have  been  run  daily  in  each  direction  between  these  places ;  and  on 
the  arrival  at  Pontypridd  station  of  the  up  passenger  trains  from  Llantrissant  and 
Cowbridge,  and  after  the  passengers  have  got  out  of  the  carriages  on  to  the  up  plat- 
form, the  train  has  been  drawn  ahead,  until  the  last  vehicle  in  it  has  cleared  the  points 
of  the  north  curve  junction  with  the  up  main  line,  and  then  it  stopped,  and  waited 
for  a  signal  from  the  signalman  in  the  signal-box  for  permission  to  push  back  (along 
the  wrong  road)  the  train  of  empty  carriages  on  the  up  line  from  the  Rhondda  cutting 
junction,  and  thence  on  to  the  down  line  of  the  Rhondda  branch. 

The  regulations  under  which  this  shunting  operation  was  directed  to  be  performed 
are  contaaned  in  the  two  following  orders  issued  by  the  Company's  traffic  superin- 
tendent : — 

«  TAPF  VALE  RAILWAY. 

"  Cardiff,  22nd  September  1875. 
"  Until  further  instructions  the  following  must  be  strictly  observed  with  reference 
"  to  working  the  Llantrissant  trains  of  empty  carriages  at  Pontypridd  station : — 

*^  So  soon  as  the  passengers  have  all  alighted,  the  guard  will,  with  the  carriages, 
**  proceed  on  the  main  line  to  the^north  curve  junction,  and  will  from  that  junction,  on 
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"  receiving  a  signal  from  the  policeman,  shunt  the  train  on  to  the  north  curve  up  line 
"  so  far  as  the  Rhondda  cutting  jimction,  when,  on  receiving  a  signal  from  the 
**  policeman  at  that  junction,  the  train  will  proceed  on  to  the  down  main  line  of  the 
"  Bhondda  branch,  the  train  will  then  draw  down,  the  engine  to  take  water  and  wait 
"  at  its  accustomed  place  before  proceeding  on  to  the  down  main  line  platform, 

*•  The  passenger  train  breaksman  of  the  Llantrissant  train  will,  in  every  instance, 
**  proceed  to  the  Rhondda  cutting  junction  to  inform  the  signalman  that  the  train  of 
"  passenger  carriages  has  passed  up  to  the  north  curve, 

"  So  soon  as  the  down  Rhondda  branch  passenger  train  has  passed  clear  of  the 
**  Rhondda  cutting  junction  towards  Pontypridd,  an  all-right  signal  of  *  line  clear ' 
"  may  be  sent  to,  and  must  be  acknowledged  by,  the  signalman  at  the  north  curve 
"  junction ;  then  the  Llantrissant  train  of  carriages  may  be  shunted  on  to  the  north 
*^  curve  up  line. 

"  While  the  Llantrissant  train  is  standing  upon  the  up  main  line,  and  until  the 
**  train  and  engine  have  passed  clear  of  the  main  line  on  to  the  north  curve,  the  up 
"  main  Une  home  and  distant  signals  of  the  north  curve  junction  must  be  kept  set 
"  at  danger.  • 

"  The  home  and  down  distant  signals  of  the  Rhondda  cutting  jimction  must  be  kept 
"  at  *  danger '  after  the  passing  of  the  down  Rhondda  branch  passenger  train  imtfl 
**  that  the  Llantrissant  train  of  carriages  has  passed  out  and  proceeded  on  towards  the 
"  Rhondda  jimction  with  the  main  line,  leaving  the  north  curve  junction  perfectly 
"  clear, 

"  Every  preccmtion  for  the  safety  of  these  and  every  other  engine  and  train  must  be 
"  strictly  observed. 

"  James  Hurman, 

"  Traffic  Superintendent^^ 


"  TafE  Vale  Railway,  Traffic  Superintendent's  Office, 
**  Cardiff,  30th  September  1875. 
^*  Commencing  to-morrow,  Friday,  and  until  further  instructions,  the  guard  of  the 
Llantrissant  passenger  train  wiU,  after  arrival  of  his  train  at  Pontypridd  station, 
remain  there  in  charge  of  parcels  and  letters  brought  by  that  tratu,  and  deliver  same 
to  the  different  trains  for  destination.  The  breaksman  will,  in  the  guard's  place, 
proceed  with  the  train  of  passenger  carriages  to  the  north  curve,  and  W.  D.  Rees, 
platform  porter,  is  instructed  to  proceed  to  the  Rhondda  cutting  junction  instead  of 
the  passenger  train  breaksman  to  inform  the  policeman  at  that  place  that  the 
train  of  passenger  carriages  has  proceeded  on  to  the  north  curve,  as  per  instructions 
issued  September  22nd. 

**  Signed,        J.  Hueman." 


The  Llantrissant  train  referred  to  in  these  regulations  corresponds  with  what  is 
called  the  Cowbridge  train  in  the  evidence  given  to  the  Coroner  on  the  24fth  instant, 
and  repeated  and  somewhat  enlarged  to  myself  on  the  following  day,  with  the 
exception  of  that  given  by  the  Superintendent  of  Police. 

The  "  line  clear  "  signal,  referred  to  in  these  instructions,  as  proper  to  be  given  by 
the  signalman  at  the  Rhondda  cutting  junction  consisted  of  two  beats  on  the  gong 
and  the  moving  of  the  needle,  which  aSso  rings  a  bell  of  the  telegraph  instrument  in 
the  north  curve  junction  signal-box  to  "  junction  clear  " ;  and  this  signal  had  to  be 
acknowledged  by  the  signalman  at  the  north  curve  junction  box  by  one  beat  on 
the  beU. 

It  should  be  distinctly  understood,  that  for  a  train  of  empty  carriages,  in  the  act  of 
being  shunted  or  pushed  back  along  the  up  or  wrong  road,  there  were  no  out-of-door 
signals  to  warn  the  driver  that  anything  was  wrong,  or  that  there  was  any  danger 
attendant  on  the  shunting  operation  he  h^  been  signalled  to  perform, 
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The  evidence  is  as  follows : — 

Mr.  James  Hurman^-^1  have  been  traffic  superinteE- 
dent  of  the  Taff  Vale  Railway  Company  since  1873,  and 
issue  the  rules  and  regulatioils  for  working  the  traffic. 
I  produce  the  rules  respecting  the  traffic  on  the  north 
curve.  The  north  curve  is  the  short  line  joining  the 
main  line  of  the  Taff  Vale  Railway  with  the  Rhondda 
branch  line.  A  passenger  train  from  Cowbridge  ar- 
rives at  Pontypndd  station,  and  discharges  the  pas- 
sengers there,  and  proceeds  on,  at  4.13  p.m.,  for  the 
north  curve.  When  the  empty  train  arrives  north  of 
the  points  at  the  north  curve  the  train  is  pulled  up, 
and  waits  there  until  a  signal  has  been  given  to  the 
driver  by  the  signalman  at  the  north  curve  junction 
box  to  proceed  along  the  north  curve.  The  driver  of 
the  empty  Cowbridge  train  then  pushes  his  train 
backwards  along  the  northern  or  up  or  wrong 
line  of  the  north  curve  on  to  the  down  line  of  the 
Rhondda  branch  railway.  His  engine  and  train  are 
then  in  a  proper  position  to  proceed  back  to  Cow- 
bridge, and  he  proceeds  down  to  Pontypridd  station 
main  line  down  platform.  A  passenger  train  from 
Treherbert  is  due  at  the*  Rhondda  cutting  junction  at 
4.15  p.m.,  and  at  Pontypridd  Rhondda  branch  platform 
at  4.16  p.m.  The  signal  between  the  Rhondda  cutting 
junction  box  and  the  north  junction  box  is  an  electric 
telegraph  gong,  and  another  bell  signal,  with  a  needle 
indicator;  and  the  traffic  is  worked  on  the  absolute 
block  principle.  It  is  the  duty  of  the  signalman  at 
the  north  junction  box,  as  soon  as  the  empty  Cow- 
bridge train  arrives  at  his  box,  to  keep  the  train  there 
until  he  receives  a  signal  from  the  Rhondda  cutting 
signal-box  that  the  junction  is  clear.  When  the  line 
is  cleared  by  the  passing  of  the  Rhondda  train,  the 
signalman  at  the  Rhondda  cutting  box  gives  two  beats 
on  his  bell-instrument,  to  indicate  to  the  Rhondda 
north  box  signalman  tlmt  the  line  is  clear,  and  he  then 
moves  the  needle  indicator,  which  shows  **  junction 
clear "  to  the  signalman  at  the  north  junction  box. 
The  north  junction  signalman  then  has  to  acknowledge 
this  signal  by  one  beat  on  his  bell-instrument ;  and  he 
then  opens  the  points  on  to  the  north  curve,  and 
signals  the  driver  of  the  Cowbridge  train  to  proceed, 
in  the  day-time  by  flags,  or,  as  the  train  is  close  by, 
by  lifting  his  hand  and  saying,  "  All  right.  The  latter 
is  the  usual  practice,  but  the  signal  by  flag  is  the 
proper  method.  If  these  instructions  are  carried  out, 
it  is  impossible  that  a  collision  between  the  two  trains 
can  occur,  if  no  mistake  is  made  by  either  of  the  signal- 
men. On  Saturday,  the  19th  inst.  (the  day  of  the 
accident),  William  Roberts  was  the  signalman  on  duty 
at  the  north  junction  box,  and  Stephen  Ellis  at  the 
Rhondda  cutting  junction  box.  William  Roberts  went 
on  duty  that  day  at  8  o'clock  in  the  morning.  Stephen 
Ellis  went  on  duty  at  the  same  time.  William  Roberts 
has  been  in  the  employ  of  the  Taff*  Vale  Railway 
Company  for  34  years  altogether,  and  out  of  that  time 
he  has  been  signalman  for  28  years,  or  thereabouts. 
He  bears  a  most  excellent  character  for  steadiness  and 
general  good  conduct,  and  I  have  never  heard  of  his 
having  been  found  fault  vrith  at  any  time.  Stephen 
Ellis  has  been  in  the  employ  of  the  Company  also  for 
some  years.  He  is  also  a  careful,  steady,  and  sober 
man.  The  electric  telegraph  bell  and  gong  signal 
used  between  the  north  junction  signal  box  and  the 
Rhondda  cutting  junction  box  is  used  for  every  train 
passing  along  the  north  curve  up  or  down,  and  for  no 
other  purpose.  It  is  impossible  that  the  needle  indi- 
cator can  move  to  show  the  line  as  clear  or  blocked 
without  the  bell  sounding,  as  they  are  worked  together. 
Each  movement  of  the  needle  indicator  is  accompanied 
by  a  single  ring  of  the  bell.  The  gong  is  separate 
from  the  bell,  and  it  is  the  duty  of  the  signalman  to 
give  the  requisite  signals  on  the  gong  at  the  same 
time.  If  the  signalman  at  the  Rhondda  cutting  box, 
by  mistake,  moved  the  signal  to  "junction  clear,"  it 
would  be  accompanied,  therefore,  by  one  ring  of  the 
bell  at  the  north  junction  box.  He  could  alter  the 
signal  back  to  "  line  blocked  "  at  any  moment,  and  that 
would  also  be  accompanied  by  one  ring  of  the  bell. 


There  are  also  error  and  obstruction  signals,  if  any- 
thing goes  wrong.  The  signalman  must  be  in  his  box, 
othei-wise  he  cannot  see  the  needle  indicator.  The 
signalman  at  the  north  junction  box  would  be  able  to 
hear  the  sound  of  the  bell,  and  also  the  gong,  if  he 
was  standing  on  the  lower  platform  of  the  box,  or  on 
the  ground.  The  engine-driver  of  the  empty  Cow- 
bridge train  is  entirely  dependent  on  the  signalman  at 
the  north  junction  box  for  the  "all  right"  signal. 
There  are  no  out-of-door  signals  on  the  up  line  which 
can  guide  the  engine-driver  ;  but  on  the  down  line 
there  are  out-of-door  signals, — ^both  a  distant  and  a 
home  signal.  Mineral  trains,  and  all  trains  except  the 
Cowbridge  empty  trains,  are  moved  from  the  main  line 
to  the  Rhondda  line,  along  the  down  line,  but  the  four 
Cowbridge  empty  trains  daily  are  moved  along  the 
up  line,  as  it  is  found  more  convenient  to  do  so.  These 
movements  of  the  Cowbridge  trains  are  governed  by 
the  special  instructions  which  I  have  produced.  J£ 
the  driver  of  the  Cowbridge  train  had  looked  at  the 
down  distant-signal  worked  from  the  Penrhiw  box, 
he  could  have  seen  whether  that  signal  was  at  danger 
or  not.  He  could  have  seen  it  while  he  was  proceed- 
ing round  the  curve,  but  I  cannot  tell  at  what  point. 
If  the  signal  was  off",  it  would  show  that  the  Rhondda 
branch  was  occupied,  and  that  he  ought  not  to  go  on. 
This  signal,  however,  is  not  intended  for  the  driver  of 
the  Cowbridge  empty  train  while  the  train  is  on  the 
north  curve.  On  account  of  the  unusual  system  of 
traffic  on  this  curve,  I  supplied  the  special  instructions. 
I  aiTived  at  Pontypridd  station  about  5.5  p.m.  As 
soon  as  I  had  got  the  trains  away  I  went  to  the 
Rhondda  cutting  box.  I  looked  at  the  dials  of  the 
electric  telegraph  instrument,  and  found  that  the  up- 
line junction  needle  was  standing  at  "junction 
blocked"  from  the  north  junction  box,  and  also  the 
down-line  needle  from  the  same  box.  The  down 
.main-line  telegraphic  signal  from  the  Coke  Ovens 
upper  junction  was  standing  at  "  train  arrived." 
The  other  needle  showed  down  train  on  line  ;  that 
was  the  Rhondda  train  from  Treherbert,  and  the 
signal  was  received  at  4.12  p.m.  from  the  Coke  Ovens 
upper  junction,  according  to  the  book.  I  then  pro- 
ceeded to  the  north  junction  box  and  saw  the  signal- 
man, William  Roberts,  there.  He  made  a  statement 
to  me,  which  I  took  down  in  his  "  line  cleai*  book." 
I  wrote  down  as  follows  : — **  On  the  Cowbridge  train 
"  arriving  at  north  curve  junction,  Roberts  put  up- line 
"  signals  at  danger,  and  turned  the  points  for  train  to 
'*  go  on  to  curve.  He  then  went  out  and  down  the 
"  steps.  He  (Roberts)  states  that  he  was  down  on 
"  the  stairs,  and  he  thought  on  coming  up  he  heard 
"  Xhe  bell  signal  beat  two,  and  told  the  driver  <  all 
"  right.*  The  train  passed  on  to  curve.  On  Roberts 
"  coming  into  the  lodge  he  found  his  mistake  ;  no 
"  signal  had  been  given  ;  but  it  was  too  late  to 
**  stop  the  Cowbridge  train."  I  further  wi*ote  the 
following  remark : — "  Block  instrument  stood,  on  my 
"  seeing  it  at  6.12  p.m.,  up-line  junction  blocked, 
"  down-line  junction  blocked."  Those  would  be  the 
signals  given  from  the  Rhondda  cutting  box  to  the 
north  junction  box.  Roberts  also  wrote  to  me  on 
Monday,  the  21st  inst.,  as  follows  : — 

"  North  Curve  Junction  Box, 
«*  Sir,  "  Pontypridd. 

"  I  beg  to  inform  you  that  fiie  Cowbridge 
"  carriages  arrived  at  this  lodge  on  Saturday  last  at 
"  4.13  p.m.  They  came  to  a  standstill  above  the  points 
"  leading  into  the  Rhondda  cutting  ;  I  then  opened  the 
"  points  ready,  and  then  went  down  on  to  the  first 
"  landing  to  speak  to  John  Morgan,  driver.  In  going 
*^  up  the  stairs  into  the  lodge  I  thought  that  I  heard 
"  the  bell  ring  twice.  I  then  said  *  all  right '  to  John 
"  Morgan  to  go  through  the  cutting,  and  when  I  got 
*^  to  the  instrument  I  found  the  needle  to  junction 
"  blocked,  and  I  then  found  out  my  error. 
"  I  am,  &c., 

"  William  Roberts, 

"Police,  North  C.J." 
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This  is  all  in  his  own  handwriting.  The  working 
of  the  empty  Cowbridge  trains  along  the  curve  com- 
menced in  1875  ;  that  curve  was  first  opened  for  traffic 
in  October  1872.  This  is  the  first  accident  which 
has  happened  on  it.  I  put  in  the  report  of  the  damage 
to  the  roiling  stock  which  was  caused  by  the  collision  ; 
there  was  no  damage  to  speak  of  to  the  permanent 
way.  The  two  last  vehicles  of  the  empty  Cowbridge 
train  were  thrown  off  the  rails,  and  three  carriages  of 
the  Rhondda  train, — the  3rd,  No.  36,  third  class ;  4th, 
No.  66,  third  class ;  and  6th,  No.  62,  third  class.  The 
other  vehicles  remained  on  the  rails.  I  put  in  also  a 
list  of  the  persons  killed  and  injured  in  this 'collision. 

John  Morgan, — I  reside  at  Cowbridge.  I  am  an 
engine  driver  in  the  employ  of  the  Taff  Vale  Railway 
Company,  and  have  been  28  years  in  the  Company's 
service,  and  driving  23  years.  I  am  a  goods  train  driver, 
and  relieve  the  Cowbridge  passenger  train  driver  twice 
a  week.  On  Saturday  last,  the  19th  instant,  I  drove  a 
passenger  train  from  Cowbridge  to  Poutypridd,  arriv- 
ing at  the  latter  place  at  4.1 1  p jil  After  discharging 
the  passengers  at  Pontypridd  station  I  went  on  the 
main  line  to  the  north  Rhondda  cutting ;  I  pulled  up 
there  north  of  the  points.  My  fireman,  Morgan 
Aubrey,  was  with  me  on  the  engine;  and  Peter 
Griffiths,  the  under-guard  or  breaksman,  was  also 
with  the  train,  and  rode  in  the  last  vehicle.  The  other 
guard  remained  at  Pontypridd  station  platform. 
After  I  pulled  up  above  the  points  I  walked  back 
from  the  engine  to  the  bottom  of  the  stairs  of  the 
signal  cabin,  and  took  a  small  parcel  from  the  signal- 
man, who  came  down  the  stairs.  I  received  it  from 
his  hands,  but  I  won't  be  sure  he  came  to  the  bottom 
of  the  steps.  The  parcel  was  something  private  for 
myself.  The  signalman  then  went  up  the  steps,  and 
I  walked  back  to  my  engine.  The  signalman  then 
sang  out  **  All  right."  There  are  two  platforms  on 
the  steps  of  the  cabin,— one  just  outside  the  door,  and 
the  other  half-way  down.  I  would  not  be  sure  where 
the  signalman  was  when  he  gave  me  "  All  right."  He 
was  not  in  his  box,  however.  I  did  not  see  the  signal- 
man  make  any  movement  with  a  flag  or  with  his 
hand  when  he  called  out  "All  right."  Then  the 
under-guard  at  the  back  of  the  train  showed  me  an 
<*  all  right "  signal  with  his  hand.  We  remained  there 
about  a  minute  and  a  half.  The  under-guard  was  much 
nearer  the  signal-box  than  I  was.  I  think  the  signal- 
man had  hardly  time  to  go  into  the  box  and  come 
out  again  between  the  time  when  I  spoke  to  him  and 
when  he  gave  me  the  "  all  right."  When  I  got  the 
*^  all  right "  signal  I  pushed  back  through  the  north 
curve.  The  &ve  carriages  were  then  travelling  in 
front  of  the  engine.  As  near  as  I  could  guess,  we 
went  at  from  four  to  five  miles  an  hour  through  the 
curve.  There  was  no  out-door  signal  to  show  me 
whether  the  Rhondda  line  was  clear  or  not.  I  had 
entirely  to  depend  upon  what  the  signalman  told  me, 
as  to  whether  I  should  go  on  or  not.  After  I  had 
gone  under  the  bridge  of  the  Craig  wen  parish  road 
in  the  curve  I  could  see  the  down  distant-signal  of  the 
Rhondda  branch,  which  is  worked  from  the  Penrhiw 
junction  turntable  if  I  looked  for  it,  but  we  never  do 
look  for  that  signal.  The  bridge  I  speak  of  is  on  the 
Rhondda  side  of  the  middle  of  the  curve.  I  did  not 
look  at  the  Penrhiw  signal.  It  has  nothing  to  do  with 
oar  progress  on  the  north  curve.  The  guard  and  fire- 
man saw  the  Rhondda  train  first,  and  the  latter  said 
•*  Hold  on."  The  fireman  was  on  the  north  side  of 
the  engine.  I  could  then  see  t^e  engine  of  the 
Rhondda  train  on  the  crossing  or  junction.  The  fire- 
man then  put  the  break  on,  and  I  reversed  the  engine 
at  once,  but  I  was  unable  to  stop  my  train  in  time,  and 
it  crashed  into  the  other.  I  did  not  feel  any  shock  of 
the  collision.  I  did  not  hear  any  gong  or  bell  sounded 
in  the  north  signal-box.  I  never  do  hear  the  bell 
sound  there.  I  was  on  the  south  side  of  the  engine 
as  I  pushed  back.  My  train  was  in  motion  when  the 
collision  occurred,  but  the  steam  was  off  to  enable  me 
to  pull  up  north  of  the  points ;  but  it  had  very  nearly 
come  to  a  stand.    I  did  not  notice  the  position  of  the 
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points  at  the  north  junction  ;  they  were  right  for  my 
engine  to  go  into  the  cutting,  but  I  do  not  know  when 
they  were  opened.  As  I  passed  the  north  junction 
box  before  I  came  to  a  stand  I  saw  the  signalman  on 
the  platform  just  outside  the  door  of  his  signal-box. 
He  made  some  motion  to  me,  which  caused  me  to  get 
off  the  engine,  and  walk  back  for  the  parcel.  I  did  not 
notice  the  signalman  when  I  was  setting  back  along 
the  north  curve.  I  have  been  about  29  years  in  the 
service  of  the  Company,  and  for  22  years  as  engine- 
driver.  My  train  remained  all  coupled  up  together 
after  the  collision.  Two  vehicles  were  thrown  off  the 
rails — the  guard's  break  carriage  at  the  rear  of  the  train, 
and  a  second-class  carria^  next  to  it  I  have  never 
been  pulled  up  before  when  shunting  the  Cowbridge 
empty  passenger  train  back  along  the  north  curve.  I 
have  been  signalled  by  the  north  junction  signalman 
before,  from  the  top  landing  outside  of  the  box.  As 
a  rule,  the  signal  is  given  by  flag  by  day,  and  by 
lamp  at  night. 

Morgan  Aubrey. — I  reside  at  Cowbridge.  I  have 
been  a  fireman  in  the  employ  of  the  Taff  Vale  Railway 
Company  for  seven  years,  and  between  12  and  13  years 
in  the  sei-vice.  I  was  fireman  of  the  Cowbridge 
empty  train  that  met  with  the  accident.  I  did  not 
notice  the  signalman  as  we  first  passed  the  north 
junction  signal-box.  I  was  on  the  engine.  I  remained 
on  the  engine  while  the  dnver  got  off.  I  did  not  notice 
the  signalman  until  we  were  setting  back.  When  the 
driver  came  back  lo  the  engine,  I  heard  the  signalman 
call  out  "  All  right,"  but  I  did  not  see  him.  Then 
the  driver  sent  the  train  back  along  the  north  curve. 
The  signalman  was  in  the  box  as  we  were  setting 
back.  I  saw  him  through  the  window  of  his  box. 
We  had  passed  over  the  points  when  I  saw  him  in 
the  box.  We  did  not  exceed  five  miles  an  hour  when 
we  went  through  the  curve;  it  was  about  four  or 
UsQ  miles  an  hour.  I  was  on  the  north  side  of  the 
engine.  I  saw  the  hand  of  the  breaksman,  who  was 
in  the  van  at  the  tail  of  the  train,  signalling  us  to 
stop.  He  called  out,  and  held  out  his  hand.  I  did 
not  see  the  Rhondda  train  at  that  time.  I  then  put 
on  the  break,  and  the  driver  reversed  the  engine,  but 
we  could  not  prevent  the  collision.  The  collision 
took  place  within  a  second  of  time  after  seeing  the 
breaksman's  signal.  The  driver  Jiad  reversed  before 
the  collision  occurred.  The  steam  was  off  before  we 
passed  under  the  overbridge.  The  engine  was  about; 
25  yards  on  the  Rhondda  side  of  Craig-wen  bridge 
when  the  breaksman  signalled  us  to  stop.  I  could 
point  out  the  spot. 

Peter  GriMths* — ^I  reside  at  Cowbridge.  I  have 
been  a  breaksman  and  guard  for  a  period  of  nearly 
nine  years  in  the  employ  of  the  Cowbridge  and  Taff 
Vale  Railway  Company,  and,  previous  to  that,  yard 
foreman  in  the  service  of  the  Great  Western  Railway 
Company,  and  acted  as  breaksman  to  the  Cowbridge 
train  on  Saturday  last.  I  was  in  the  break  carriage, 
whicli  was  the  last  vehicle  of  the  train,  when  wo 
proceeded  to  the  nortli  junction.  I  saw  the  signal- 
man as  we  passed  up  on  the  main  line  before  we 
stopped.  He  was  then  inside  the  box.  My  breaks 
ciirriage  was  about  three  or  four  yards  from  the  signal- 
box  and  north  curve  points  when  the  irsxn  came  to  a 
stand.  The  signalman  came  down  to  the  second 
landing  after  we  stopped.  1  first  noticed  the  position 
of  the  points  when  the  signalman  came  on  to  the 
second  landing  after  we  had  stopped.  The  points 
were  then  nght  for  setting  back  on  the  north 
curve.  I  saw  the  driver  of  our  train  go  to  the  bottom 
of  the  steps  of  the  signal  cabin,  and  talked  to  the 
signalman.  I  did  not  see  the  signalman  come  below 
the  second  or  lower  landing  of  the  steps,  or  the  driver 
go  up  to  him.  I  did  not  see  a  parcel  handed  to  the 
driver  by  the  signalman.  The  signalman  gave  us 
"  all  right "  to  go  on  the  north  curve  from  the  lower 
platform.  He  said  "  All  right,"  and  gave  the  hand- 
signal.  The  signalman  remained  on  the  lower  lauding 
from  the  time  when  he  spoke  to  the  driver  until  he  gave 
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hb  ^^  all  tight."  I  did  not  hear  t&e  hdd  or  gong  sound 
in  the  eignal-box.  I  hardly  ever  hear  the  bell  or 
gong  signal  there  ;  but  I  have  heard  it  occasionally 
when  we  come  to  a  standstill  at  that  point.  We 
always  do  coAe  to  a  stand  there.  We  stopped  about 
two  minutes  at  the  north  junction  before  we  moved 
back  into  the  north  curve.  We  always  stop  there 
about  the  same  time  for  "line  clear."  The  gong 
might  be  sounded  before  we  get  to  the  junction.  We 
proceeded  along  the  north  curve  on  receiving  the 
"  all  right "  signal  from  the  signalman.  I  signalled 
**  all  right "  to  the  driver  when  I  got  the  signal  from 
the  signalman.  I  think  we  were  travelling  about  four 
or  ^ve  miles  an  hour  when  we  passed  under  the  over- 
bridge.  My  break  carriage  was  about  55  yards  from 
the  Rhondda  train  when  I  first  saw  the  Rhondda 
tttAn  engine.  I  then  put  the  break  on  with  one  hand, 
and  signalled  to  the  fireman  of  our  train  to  stop.  I 
was  on  the  north  side  of  the  break  carriage.  I  could 
not  see  the  fireman,  as  I  could  not  put  out  my  head 
while  I  had  my  hand  on  the  break.  The  first  ^ng  I 
saw  at  the  junction  was  the  engine  of  the  Rhondda 
train.  Our  train  then  ran  into  the  Rhondda  train.  I 
was  at  my  post  until  the  collision  occurred,  and  I 
afterwards  got  out  through  the  door  on  the  north  side. 
I  opened  the  door.  Our  train  was  going  about  two 
or  three  miles  an  hour  when  the  collision  happened. 
The  speed  had  been  lessened.  The  break  carriage  in 
which  I  was,  was  falling  against  the  rock  in  the 
cutting  when  I  jumped  out.  The  bank  thus  saved 
me,  as  I  was  in  the  space  underneath.  With  the 
exception  of  the  north  side,  my  carriage  was  com- 
pletely smashed.  My  break  carriage  was  canted  up 
on  one  side  when  I  got  out.  There  were  ^ve  vehicles 
in  my  train  besides  the  engine.  Two  were  thrown 
off  the  rails — the  break  carriage  entirely,  and  the  trail- 
ing wheels  of  the  carriage  next  to  it,  a  composite. 
The  couplings  were  not  broken  or  unhooked.  I  saw 
two  carriages  in  the  Rhondda  train  off  the  rails. 
I  believe  that  the  carriages  in  the  train  remained 
coupled  together.  I  have  never  been  stopped  in  going 
through  the  curve  before. 

David  Thomas, — 'I  reside  at  Treherbet.  I  am  an 
engine  driver  on  the  Taff  Vale  Railway.  I  have  been 
so  for  about  26  years,  and  for  174  years  a  passenger 
train  driver.  1  whs  driving  the  down  Rhondda 
passenger  tmin  which  leaves  Treherbert  at  3.35  p.m., 
and  which  is  due  at  Pontypridd  4.16  p.m.,  on  Saturday 
last.  The  signals  at  the  Rhondda  cutting  junction 
were  at  "  all  right "  for  me  to  pass.  As  we  were  passing 
the  junction  points  my  fireman,  Shadrach  Okey,  said 
"  Look  out,  Davy,  the  Cowbridge  is  into  us  !*'  I  was 
on  the  west  side  of  the  engine  at  the  time,  and  the 
fireman  on  the  opposite  side.  I  did  not  see  the  Cow- 
bridge  empty  train.  I  at  once  reversed  the  engine. 
1  felt  a  vety  slight  jerk  on  the  engine.  The  Cow- 
bridge  train  fii*st  struck  the  break-van  next  to  the 
tender,  grazed  the  two  following  third-class  carriages, 
and  then  badly  smashed  the  third  and  fourth  carriages, 
which  were  third-class  carriages.  Some  of  the  wheels 
of  some  of  the  carriages  were  off  the  rails.  I  believe 
the  collision  occurred  just  as  I  was  in  the  act  of 
reversing.  As  near  as  I  could  judge,  we  were  travel- 
ling at  a  speed  of  about  eleven  miles  an  hour  at  the 
time  of  the  accident  My  train  consisted  of  engine 
and  tender,  break-van,  six  third-class  carriages,  a 
break  carriage,  one  first-class  carriage,  one  second-class 
carriage,  two  third-class  carriages,  and  a  break-van  at 
the  tail  of  the  train.  We  were  running  very  nearly  to 
our  time  at  the  junction.  I  never  saw  the  Cowbridge 
train  in  the  north  cutting  before,  when  I  have  been  in 
the  act  of  passing  towards  Pontypridd  station.  I  was 
running  into  Pontypridd  station  at  somewhat  less  speed 
than  usual,  owing  to  a  thick  fog  and  very  greasy  rails. 
The  steam  had  been  shut  off  for  about  a  mile  and  a 
half  from  the  station. 

Sfuidrach  Okey,  of  Treherbert. — I  am  a  fireman  in 
the  employ  of  the  Taff  Vale  Railway  Company,  and 
have  been  13  years  in  the  service  of  the  Company. 


I  wftt  firemiui  to:  t&ef  Bftondda  train  ariveh  by  David 
Thomas  on  the  19th  ihst.  ThesignalB  were  "^  all  right " 
for  us  whea  we  i^proitehed  Sie  Rhondda  cutting 
junction.  Just  as  we  got  to  the  junction  I  saw  the 
empty  Cowbridge  train  in  the  cutting  approaching. 
The  nearest  carriage  of  that  train  was  only  about  seven 
or  eight  yards  from  me  when  I  first  saw  it.  I  was  on 
the  left  side  of  the  engine,  or  the  side  nearest  the 
Cowbridge  train.  I  at  once  put  on  the  break,  and 
called  out  to  my  driver.  I  should  say  the  Cowbridge 
train  was  going  at  four  or  five  miles  an  hour  when  it 
struck  us.  We  were  going  about  10  or  1 1  miles  an  hour 
at  the  time.  I  never  before  saw  the  Cowbridge  train 
on  the  north  curve  when  we  were  passing  the  Rhondda 
cutting  junction  towards  Pontypridd.  We  travelled 
about  10  or  15  yards  after  the  collision  had  taken  place. 
We  were  traveling  «t  rather  less  than  our  usual  speed 
at  the  time  of  the  collision,  because  the  rails  were  so 
greasy,  and  on  account  of  the  fog. 

Stephen  Ellis. — I  reside  at  Pontypridd.  I  am  a 
signalman  in  the  employ  of  the  Taff  Vale  Railway 
Company,  and  have  been  in  their  emj^oy  12  or  13 
years  in  all.  I  shall  have  been  signalman  two  years 
neSrt  December  in  the  present  (Rhondda  cutting) 
signal-box.  I  was  on  duty  in  the  signal-box  at  the 
Rhondda  cutting  junction  box  last  Saturday.  <  I  came 
on  duty  at  eight  o'olodc  in  the  morning.  A  passenger 
train  from  Treherbert  to  Pontypridd  passes  my  box  at 
4.15  p.m.  When  this  train  has  passed,  it  is  our  duty 
to  signal  to  the  man  at  the  north  Rhondda  junction 
box  that  the  line  is  clear  for  the  empty  Cowbridge 
train  to  proceed  along  the  north  curve  to  the  Rhondda 
cutting  junction.  I  give  two  taps  on  the  telegraph 
plunger  of  the  instrument,  to  sovlnd  the  gong  in  the 
north  Rhondda  junction  box,  and  put  the  needle  over 
to  '^junction  dear,"  and  that  would  cause  the  bdl  in 
the  north  Rhondda  box  to  ring  once.  The  north 
Rhondda  box  signalman  then  gives  one  beat  on  the 
gong  as  an  acknowledgment  of  my  signal.  Then  the 
train  comes  on  to  the  down  Rhondda  line.  On  the 
19th  itist.  I  did  not  give  the  signal  that  the  line  was 
clear,  because  the  4.15  p.m.  down  Rhondda  train  had 
not  passed.  The  down  Rhondda  train  came  to  our 
junction  at  the  proper  time.  I  entered  the  4.15  p.m. 
in  my  "  line  clear  "  book  as  the  time  oi  arrival  when  the 
Rhondda  train  was  about  20  or  30  yards  above  my 
box.  It  had  not  then  reached  my  box.  The  Rhondda 
train  was  going  from  about  JO  to  12  miles  an  hour, 
which  is  about  the  usual  rate.  Just  as  the  Rhondda 
train  passed  my  box  I  saw  the  empty  Cowbridge  train 
coining.  The  junction  points  are  about  four  yards 
from  my  box.  The  engine  of  the  Rhondda  train  did 
not  break  loose.  There  was  no  one  standing  upon  the 
line  just  before  the  collision  occurred.  The  Cowbridge 
train  has  never  before  come  along  the  north  curve 
before  1  have  given  **  line  clear.'*  I  am  quite  positive  I 
gave  no  such  signal  to  the  north  juhction  box  on  this 
occasion.  I  had  entered  in  my  "  line  clear  book  "  that  I 
had  given  *'  line  clear  "  for  the  empty  carriage  train, 
but  I  gave  no  such  signal  I  make  the  entries  before- 
hand to  save  time.  I  am  quit^  sure  t  did  not  signal 
line  clear  for  the  Cowbridge  train.  I  can  sound  the 
gong  without  moving  the'  needle,  but  I  did  not  do  so. 
There  was  no  one  in  my  boi  at  the  time  of  the 
accident.  I  heard  no  beat  on  the  gonjg  from  the  north 
junction  box  before  the  collision.  The  lampman  who 
attends  to  the  railway  lamps  had  been  in  my  box.  but 
left  about  10  minutes  before  the  collision. 

Jabez  Matthews^  superintendent  of  police. — I  took 
the  signalman  Roberts  into  custody  on  Sunday  night. 
I  told  him  1  should  take  hihi  in  custody  on  the  charge 
of  neglecting  his  tluty,  by  allowing  the  empty  Cow- 
bridge train  to  pass  along  the  north  curve,  and 
causing  the  collision.  •  He  toW  me  that  he  thought 
of  coming  to  see  me  on  the  following  morning.  I 
left  him  at  his  house  in  charge  of  a  constable.  I  saw 
him  at  the  poHce  station  to  WMeh  he  was  brought 
on  the  Monday  morning.  I  told  him  that  in  con- 
sequence of  the  collision  12  pensonshad  been  killed.  He 
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made  the  foUowbig  ptatement  >^**Tba|i,thO  C^wbrldge  junction  rfgnal-box  statos : — I  gave  permission  to  the 

train  arrived  a<|  my  lo^ia  at  4J5  p,m.,,Mid  when  she  empty  Cowbridge  train  to  proceed  along  the  curve 

came  to  a  standstill  I  turned  th6  points  and  weht  to  the  Rhondda  branch,  under  the  impression  that 

outside,  and  when  I  was  on  the  second  landing  I  I  had  heard  the  bell  signals  from  the  Rhondda  branch 

thought  I  heard  the  bell  ring  twice.  I  then  said,  ^John;*  signal-box  ;  but  on  returning  into  my  box  I  found  out 

or  <  Jack,  the  line  is  clear,'  and  held  my  hand  out  .  too  late  that  I  had  made  a  mistake,  as  the  telegraphic 

They  then  backed  along  the  line  through  the  cutting,  instrument   showed  that   the  junction   was   blocKed. 

I  then  went  up  to  the  lodge,  and  when  I  got  in  sight  I  joined  the  Taff  Vale  Railway  in  1843  as  a  horse 

of  my  instrument  I  found  out  my  error,  that  the  l)oy.   I  next  became  mineral  train  breaksman  in  1844, 

needle  was  at  *  junction  blocked*,  and  I  did  np^  know  and  lost  ,my  leg  while  in  that  capacity,  throuch  an 

what  to  do.     I  went  outside,  and  the  train  was,  then  accident  while  serving  as  a  breaksman  in  1847.      I 

going  round  the  curve  otrt  of  sightV* — IJ  then  took  him  bet»me  a  signalman  in  1848,  and  remained  at  one 

before  the  magistrates,  and  hft  was  bailed  <yai   Rbb^rts  station  for  25  years,  un^  1873.    I  was  then  removed, 

said  on  the  Sunday  nfeht,  **  All  that  I  hfkv^  to  .say  in  at  pay  own  request^  to  ^Uantrissant  junction,  still 

the  matter  I  told  Mn^urmiui»  anij  it  is  written  down  acting  as  a  signal-man,  and  was  there  three  years, 

in  my  book.*'                 .     .    l  .           >         ?        .    j    ,  j  ^^^  placed  in  the  north   junction  signal-box  at 

Pontypridd  in  1876.    I  have  never  had  any  serious 

William  Boberis,  8\gha1mftn    at .  No|rth  Rhondda  mishap  during  the  wh6le  of  this  time.  . 

rrom  the  preceding  eyi4ence,  sfliii  the  Oompauy  s  working  time-tahles,  it  appears 
that  the  2.15  p.m.  up  passenger  train  from  Cowhridge  to  Pontypridd  station,  consisting 
of  an  engine  and  tender,  and  five  carriages,  arrived  at  Pontypridd  station  at  its 
appointed  tim^  on  Saturday,  the  19th  instant ;  and  softer  the  passenger?  had  all  got  out, 
the  train  was  drawn  ahead  to  the  north  curve  junction,  and  pidled  up  and  stopped,  when 
the  last  vehicle,  a  break-carriage,  had  passed  over  the  points,  and  waited  there  for  a 
signal  from  the  signalman  to  set  back  along  the  up  line  of  the  north  curve  towards  the 
Rhondda  cutting  junction.    The  train  got  to  the  north  curve  junction  at  4.15  p.m.    As 
the  train  approached  the  north  curve  junction,  the  signalman,  William  E/oberts,  came 
out  of  his  signal-box,  having,  previously  to  doing  so,  shifted  the  junction  points  to 
enable  the  train  to  set  back ;  and  he  gave  some  signal  to  the  engine-driver  of  the  train, 
John  Morgan,  which  caused  the  latter  to  get  oflF  his  engine,  and  to  walk  back  to  the 
bottom  of  the  steps  leading  to  the  elevated  signal-box,  when  the  signalman  handed  him 
a  packet,  either  from  the  lower  landing-place  half-way  up  the  steps  leading  to  the 
upper  landing-place  at  the  door  of  this  signal-box,  or  from  the  steps.    The  engine-driver 
is  uncertain  where  the  signalman  was  standing  when  he  handed  over  this  parcel. 
The  signalman,  Roberts,  then  went  up  the  steps,  and  the  engine-driver  walked  back 


with  his  hand,  to  the  engine-driver  to  i^et  back,  and  the  train  backed  along  the  up 
line,  towards  the  Rhondda  cutting  junction,  at  a  speed  which  is  stated  not  to  have 
exceeded  four  or  five  miles  an  hour. 

The  signalman,  William  RobMs,  stated  that  as  be  went  up  the  steps  leading  to  the 
signal-box,  he  thought  he  heard  two  rings  of  the  bell  from  the  Rhondda  cutting 
signal-box,  and  then  he  gave  the  signal,  by  calling  out  "  All  right,"  for  the  train  to 
proceed;  but  on  Altering  his  signal-box,  he  saw  the  needle  of  the  telegraphic 
instrument  standing  at  *'  Junction  blocked,"  and  he  then  found  out  the  mistake  which 
he  had  made,  as  he  had  no  right  to  give  the  '*  all  right  "  signal  until  the  needle  had 
been  moved  to  *'  Junction  clear  '* ;  but  he  had  no  means  of  stopping  the  train. 

The  3.35  p.m  down  passenger  train  from  Treherbert  to  Pontypridd,  on  the  day  in 
question,  consisted  of  an  engine  and  tender,  and  13  vehicles,  arranged  in  the  following 
order :  a  break- van,  six  third-class  carriages,  one  break-carriage,  one  first-class,  one 
second-class,  two  third-class  carriages,  and  one  break- van ;  and  this  train  was  due  at 
Pontypridd  at  4.16  p.m. 

It  is  stated  to  have  been  running  very  nearly  to  its  appointed  time,  and  at  a  rat^ 
of  speed  of  about  11  miles  an  hour,  tlie  signals  being  '*  all  right  "  for  the  train 
to  run  into  the  station ;  and  as  it  passed  over  the  Rhondda  cutting  jimction  points, 
the  fireman  (Shadrach  Okey),  who  was  standing  on  the  left  side  of  the  engine,  called 
out  to  the  engine-driver  (David  Thomas),  who  was  on  the  right  side  oi  the  engine, 
"  Look  out,  Davy,  the  Cowhridge  train  is  iato  us."  The  engine  was  running  at  the 
time  without  the  steam  being  on,  and  had  been  so  running  for  more  tjian  a  mile,  and  the 
driver  at  once  reversed,  but  he  believes  the  collision  occurred  as  he  was  in  the  act  of 
reversing.     He  never  saw  the  empty  Cowhridge  train  before  the  collision  took  place. 

The  empty  Cowhridge  train  when  setting  back  occupied  a  length  of  about  53^  yards ; 
and  the  breaksman,  Peter  Grijfiths,  who  was  riding  in  the  break-carriage  at  the  rear 
of  the  train,  which  in  backing  had  become  the  leading  vehicle,  informed  me,  that  he 
was  about  55  yards  from  the/Rhqnd^..l^^  p*?sengpr  train  wJwaft  hft  fiwt saw 
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it  coming  towards  him ;  that  he  put  his  break  on  with  one  hand,  and  signalled  to  the 
driver  and  fireman  of  his  own  train  with  his  other  hand,  out  of  the  window ;  this 
signal  is  stated  to  have  been  observed ;  and  he  thinks  that  bis  train  was  running  two 
or  three  miles  an  hour  when  the  collision  happened.  The  empty  Cowbridge  train 
is  said  to  have  struck  the  break- van  next  to  the  tender  of  the  engine  of  the  Rhondda 
branch  down  passenger  train,  grazed  the  two  following  third-class  carriages,  and  badly 
smashed  the  third  and  fourth  third-class  carriages  from  the  break- van. 

Three  carriages  in  the  passenger  train  were  thrown  off  the  rails,  and  the  break 
carriage  and  composite  carriage  next  to  it  of  the  empty  Cowbridge  train  were  also 
thrown  off  the  rails,  but  in  neither  train  were  the  couplings  broken. 

The  signalman,  William  Roberts,  deserves  great  credit,  in  my  opinion,  for  having 
admitted  the  mistake  which  he  had  made  by  calling  out  "  all  right  **  to  the  driver  of 
the  empty  Cowbridge  train,  as  a  signal  for  him  to  set  back  his  train  towards  the 
Rhondda  cutting  junction.  If  he  had  not  made  this  admission,  it  would  have 
appeared  exceedingly  doubtful  whether  the  accident  was  due  to  his  mistake,  or  to 
mistake  of  the  signalman,  Stephen  Ellis,  in  the  Rhondda  cutting  junction  signal-box, 
who  had,  "  to  save  time,"  made  entries  in  his  "  line  clear  book  *'  that  he  Iwtd  given 
"  line  clear  for  the  empty  carriage  train  "  to  pass  from  the  north  curve  jimction, — 
when  he  states  that  he  had  not  given  any  such  signal,  and  had  made  erasures  in  his 
book  to  excuse  himself ;  a  very  irregular  and  improper  proceeding.  I  believe  that 
this  is  frequently  done,  and,  as  it  is  most  objectionable,  every  endeavour  should  be 
used  to  try  and  put  down  the  practice. 

The  signalman,  William  Roberts,  has  been  36  years  in  the  Company's  service. 
Four  years  after  entering  the  service,  and  while  acting  as  a  breaksman,  he  lost  a  leg, 
and  for  the  last  30  years  he  has  acted  as  a  signalman,  and  remained  for  26  years  at  one 
station.  He  has  been  employed  since  1876  at  the  north  curve  junction  signal-box, 
and  has  never  had  any  serious  mishap  during  the  whole  of  his  service  as  a  signalman. 
He  is  said  to  bear  a  most  excellent  character  for  steadiness  and  general  good  conduct. 

This  fearful  collision  has  resulted  from  an  improper  and  dangerous  mode  of  working 
the  Cowbridge  empty  train  of  passenger  carriages  at  Pontypridd  station,  since  the 
year  1876. 

When  this  north  curve  junction  line  was  opened  for  mineral  and  goods  traffic  in 
1872,  the  regulations  (which  are  annexed)  under  which  the  two  junctions  were 
directed  to  be  worked,  dated  the  21st  October  1872,  contained  the  following  order : — 

"  7.  Engines  and  trains  must  always  travel  tijpon  the  proper  road  when  proceeding 
"  on  to  or  from  the  Pontypridd  north  curve." 

The  italics  are  not  mine ;  and  if  this  regulation  had  been  maintained,  the  passage 
of  the  empty  passenger  train  would  have  been  properly  controlled  by  out-of-door 
signals,  worked  from  each  junction  signal-box,  for  the  guidance  of  the  engine-driver. 

The  enormous  advantage  gained,  as  far  as  the  safe  travelling  of  the  public  is 
concerned,  by  the  introduction  of  interlocked  points  and  signals,  was  altogether  lost 
by  the  shimting  along  the  wrong  line  of  this  empty  passenger  train,  according  to  the 
new  instructions  which  were  issued  in  1876. 

It  is  quite  true  that  if  these  regulations  had  been  strictly  observed,  the  collision 
would  not  have  happened ;  and  it  is  equally  certain  that  it  was  directly  caused  by  the 
mistake  made  by  the  signalman,  William  Roberts,  in  giving  the  **  all  right "  signal  to 
the  driver  of  the  Cowbridge  empty  passenger  train  to  set  back  along  the  north  curve, 
when  he  had  not  received  the  proper  signal  from  the  signalman  at  the  Rhondda 
cutting  junction,  giving  him  permission  to  allow  that  train  to  proceed. 

The  collision  result^  from  an  error  in  the  working  of  the  absolute  block  system, 
by  a  mistake  of  a  signalman  in  the  working  of  traffic  on  a  wrong  line  of  railway,  not 
provided  with  out-of-door  signals  to  check  any  mistake  which  a  signalman  might 
make. 

I  have  now  therefore  to  recommend,  for  the  consideration  of  the  Directors  and  Officers 
of  the  Taff  Vale  Railway  Company,  that  this  mode  of  working  along  the  curve  should 
be  abandoned  without  any  unnecessary  delay ;  that  a  cross-over  road  should  be  put 
in  on  this  north  curve,  close  to  the  north  curvre  junction,  to  enable  the  train  of  empty 
carriages  to  be  crossed  to  the  down  line,  and  thus  avoid  running  on  the  wrong  line ;  that 
as  this  curve  is  only  used  for  mineral  and  goods  and  not  for  passenger  traffic,  blind 
sidings  and  catch  sidings  on  each  line  should  be  introduced  in  the  usual  manner,  to 
prevent  any  goods  or  mineral  trains  being  drawn  or  backed  out  on  to  the  passenger 
lines  without  the  consent  of  the  signalmen  at  the  two  junctions ;  and  as  the  curve 
is  short,  I  think  it  desirable  that  this  sharp  curve  should  be  guarded  throughout  its 
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length  by  check  rails,  to  prevent  any  vehicles  from  getting  off  the  rails  which  might 
afterwards  run  foul  of  the  passenger  lines. 

I  do  not  think  that  any  blame  attaches  to  the  Company's  servants  who  were  with 
the  two  trains  at  the  time  when  the  collision  took  place. 

I  have^  &c., 
The  Secretary,  W.  Yolland, 

Railway  Department,  Board  of  Trade,  Colonel. 


APPENDIX. 


Collision  at  Pontypbtdd. 
October  19th,  1878. 


Davies,  Evan  Oweii» 
Thomas,  David, 
Jones,  John, 
Clarke,  Thos.  Phillip, 
Thomas,  Sarah, 
James,  Phoebe, 
Davies,  David, 
Lloyd,  David, 
Davies,  John, 
Parry,  Jeremiah, 
Parry,  Mary  Ann, 
Ratigan,  Patrick, 


Deaths. 

aged  38,  of  Dowlais  " 

„     50,  of  Porth 

„    24,  ofTrealaw 

„    35,  of  Cardiff 

»     70, 

„     61,  of  Abordare 

„     53,  of  Aberdare 

„    of  Porth 

„    24,  ofHafod 

„    47,  of  Heolfach 

„    45,  of  HeolfechJ 

„     67,  of  Pontypridd  at  Cardiff 
Infirmary. 


a 

.2 


Injuries. 


Xamo. 


Oocopation.    Residence. 


Nature  of  Injtury* 


Williams,  J. 
Lewis,  Wm. 
Richards,  James 
Lewis,  Thomas  - 
Watkins.  William 
Morsan,  Thomas 

O'Donnell,  Mrs.  • 

Bosser,  Barbara, 

Miss. 
Walters,  David  - 

Beard.  Wm. 

Morgan,  John    - 

Harris,  Mary     • 


Williams,  Thomas 

Jones,  Wm. 

Married  woman  - 

PhUlips,  Lewis  - 

James,  John 

Rowlands.  Evan 

Thomas,  George- 

Thomas,     Wm., 

son  of  above. 
Not  known 

Jones,  son  of  Mrs. 

Powell.  Moses    - 

Morgan,       Miss 

Jones,  Miss  J.    • 

Frazer,  Mr. 


Phillips,   Msrgt. 

Amu 
Jones,  Jno.  L.    - 


Marshall,  Prank 


8addler 
Not  stated 
Draper 
Not  stated 
Labourer 
Moulder 


Labourer 


In      Iron- 
worlcs. 


Publican 

Bookseller 

Collier 


Chapel    St.. 

Pontypridd. 
Pwllcwn, 

Qraigwen. 
Treforest     - 

Graigwen    - 

Pontsho- 
norron. 

Traroroad 
Side,  Tre- 
forest. 

High  Street, 
Pontypridd 

Llwynpia   -. 

Penygraig    - 

Treorky 

Treforest    - 

Hoolfsch- 
Tstrad. 

Llantrissant 

Llwynpia    - 

Penydarren 

Pentre  Tstrad 

Do. 


Beaufort     - 

Do. 

Vaynor 

High  Street, 

Merthyr. 

Tynewydd  • 

Tstrad 

GUnynant 


Bruise  of  shoulder. 

Contusion  of  right  leg  and 

chest. 
Injury,  left  knee. 

Bruised  head    and    left 

shoulder. 
Contusion  and  bruise,  left 

thigh. 
Contusion  of  fooe,  slight 

injuiy  to  head,  and  loas 

of  teeth. 
Contusion  head,  face,  and 

body. 
Lpg  broken,  both  bones. 

Compound  fracture,  both 

legs. 
Severely    bruised    about 

head. 
Severe    contusions    and 

bruises. 
Compound  fracture,  right 

leg.  and  dislocation  of 


Fractured  ribs. 

Both  legs  fractured. 

Both  legs  hurt. 

Hand  bruised. 

Much  unnerved. 

Severely  scratched. 

Contusions,  each  leg. 

Scratches,  each  leg. 

Severely.     Not  expected 

to  live. 
Roof  of  mouth  knocked  i  n 

Braised   leg  and  severe. 

shaking. 
Bruised  legs,  and  shock. 


Jones 
Crockett 


Painter 


Working 
for  Mr. 
Davies. 


Mountain  Ash 

Tstrad. 
1(10.  High  St., 
Merthyr. 
Treberbert  - 


Hopkin's 

Town. 

Tonyrefoil 


Contusion,  right  calf,  and 

shock. 
Bruises  and  shaken. 

Bruised  arm  and  leg,  and 

shaken. 
Left  leg  and  face  bruised. 


Slightly  injured. 


Injured  arms,  shoulders, 

and  legs. 
Rupture  and  bruise  of  leg. 


Name. 


Occupation.    Residence. 


Nature  ol  Injury. 


WUli 


Morgan,      Wm., 

iun. 
iliams,  son  of 

Mr. 
Gardner,  son  of 

Mr. 
Quick,  Ridney  - 


Walters,  David  - 

Thomas,  David  - 

Thomas,  Gwen- 
llian.Wifeofdo. 

John,  Rees 

Dorington,  Chaa. 

Williams,  Henry 

Thomas,Elisabeth 

Beard,  John 

James,  lago  •   • 

Higgs,  George 
Parker,  George 

Williams,  Evan 
Cros8,TomorWm. 
Evans,  John  •   - 
Twain,  S.    - 
Manning,  John  • 
Griffiths,  Sarah  - 
Karslick,  George 
Joues,  Edwin     - 
Morris,  Wm. 
Cook,Chas.orJas. 
Parry,  Wm.  James 
Morgan,  John    - 
Davies,  David    - 
Jones,  William  • 
James,  William  • 
Evans,  William  • 
Jones,  William  • 

Jones,  Thomas  • 
Mies,  Henry 

PhUlips,Catherine 
Harris,  Thomas  - 
Harris,  Edward  • 
Richards,  Morgan 

Jones,  John  •  - 
George,  David   - 

George,  John  • 
Nicliolas,  David  < 
Evans,  John 


Collier      - 
Not  stated 


Collier  - 
Mason  • 
Painter    - 

Quarryman 
Not  stated 

Do. 
Do. 

Do. 

Labourer* 

Platelayer 

Telegraph 

lineman. 

Labourer- 

Builder   • 

Collier     • 

Da 

Miner  -   - 

Collier      - 

NotsUted 

Boiler* 

maker. 
Not  stated 

Mason  -   - 

Collier     • 

Timberman 

Tailor  and 

draner. 
Moulder  - 


Collier 
Do. 


Danygrove  • 
Canton 
Do. 
Treforest    - 

Llwynpia    - 
Ton,  Tstrad 
Do. 

Do. 

Pontypridd 

Coed  Pen- 

macn. 
Tstrad 

Pontypridd 

Treherbert  - 

Pontypridd 
Do. 

Tstrad   •  • 

Treforest  • 

Porth    -  • 

Cardiff 

Stormstown, 
Pontypridd. 
Swansea 

Penygraig   - 

Heolfach     - 

Dowlais  -   - 

Burton,  So- 
merset. 
Tstrad 

Tony  Pandy 

Aberdare    - 

Heoltech     - 

Aberdare    • 

Trealaw 

Tony  Pandy 

Dowlais  -  - 
Mountain  Ash 

GilfachGooh 
Tstrad  •  - 
Heolfach  - 
CoedPen- 


Coedraw      • 

Duffrjn  Ter- 
race, Fern- 
dale. 
Do. 

Do. 

Underbill 
Huuse. 
Ferudale. 


Sprain  and  contusion,  calf 

and  leg. 
Said   to  be  severely  in* 

jured. 
Shodc 

Abrasion  of  cheek,  con- 
tusions, and  swelled 
ankles. 

Both  legs  broken. 

Arms,  back,  and  left  leg 

injured. 
Wound  right  side  of  head, 

and  left  leg  injured. 

Badly  shaken,  and  com- 

phuns  of  leg. 
Teeth  and  head  injured. 

Leg  and  arms,  fracture  of 

&■• 

Head  cut,  body  bruised, 

and  contusions. 
Lacerated    wound,    with 

contusions  right  leg,  and 

other  injuries. 
Both  tliighs  badly  bruised. 

Abrasion  of  left  fore-arm 
near  elbow,  and  contu- 
sions. 

Both  legs  broken. 

Right  leg  broken. 

Fracture  of  both  thighs. 

Fracture  of  ribs,  lower  jaw 

left  thigh  and  leg. 
Injury  to  back  and  legs. 

Fracture  of  left  leg  near 

ankle  Joint. 
Amputation  of  rii^t  leg. 

Fracture  of  both  legs. 

Fractured    patella    and 

wounds. 
Contusions  left  eye. 

Concussions   and    contu- 
sions. 
Amputation  of  left  leg. 

Fracture  of  left  thigh. 

Sprain  of  right  instep  and 

contusions. 
Severe  scalp  wound  and 

slight  concussions. 
Fracture  of  right  leg. 

Fractured  thigfasj^t  W, 
wound  of  right  thigh, 
wound  in  left  popliteal. 

Dislocation  of  hip. 

Compound  fractive  of  left 
leg,  wound  of  lower  lip, 
abrasion  of  right  leg  and 
cheek. 

Right  and  left  legs  bruised. 

Left  leg  broken. 
Fractured  leg  and  rib. 

Contusion  and  lacerated 

wound  and  braises  and 

right  leg. 
Contusion  of  right  ankle 

Joint. 
Forehead  cut;  right  foot 

badly  iivJured. 

Swelling  on  foot. 

Two  legs  slightly  braised. 

Legs  >»ra{K6d,  and  back  of  . 
head  much  swelled. 
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Name. 


Oooupation, 


Reeidenoe.   i        Nature  of  Injury. 


Polgrrain,  James 

DaTiet,  Willm.  - 

Evans,       Sarah 
Jane. 

Jones,  John 

Lewis,  David     - 

Bogers,  P.  H.     - 

Jones,  Mary  Ann 

Badham,  Wm.   - 

Morris,  Wm«      " 

Gross,  OeorKe. 

Boy,  unknown, 

James,  David     - 

Williams,  DanL  - 

Griffiths,  Mrs.    - 

Moi^an,  "Wm.    - 

Evans,  Mary  Ann 

Morgan 

WifeofDo. 

Thomas,  qv.  Ro- 
berts, John 
Pufh,  Owen 

Morfi^an.  Sarah  - 


Phillips.  David  - 
Name  unknown  - 

Do.    - 

Do.  (female) 
Williams,  Thos.  - 
Williams,  Jenkin 


ne 
driver. 
CoUier 


Granger,  Mrs.    - 

Granger  (son  of 
Do.) 


Sinker 
Ck>11ier      ■ 

Carpenter 


Collier 


Collier 


Pontygwaith 

12,  Union  St, 

Ferndale. 
Llwynpia^    - 


Cly- 


Cwm 
dach. 
Do. 


Tony  Pandy 

Llwynpia    - 

4^     Edward 
St.,  Canton. 


Collier, 
Llwynpia. 


Havod 
Cymmer     • 
Porth 

Tonyrefil  ■ 
Llwynpia  • 
Ton  Tstrad' 

Do. 
Dowlais. 

63.  High  St., 
Tredegar. 

Brook  St., 
Tstrad.  now 
at  82,  Cross 
St.,  Peny- 
darren. 

Pentre 

Tonyrefll     ■ 

Ferndale     - 

Do. 

2.  Union  St, 

Tredegar. 

Cowbridge  • 


Cymmer 
Do. 


Bruised  chest 
Leg  injured. 

Left  side  of  head  and  face, 
and  shock  nervous  sys- 
tem. 

Bruised  face,  hand,  hip, 
and  spits  blood. 

Lacerated  wound  on  head. 

Les  and  head  and  nervous 

shock. 
Shock.  Noextanmlnnrka: 

Wound  right  temple  and 

general  shock. 
Liiuredhead.    . 


broken^  both  ends  brc^eo^  tiie  dooc^  on  opposite  .^^ 
are  not  damaged ;  some  ot  the  side  panels  and  the  I'Qof 
can  be  used  for  rebuilding ;  one  headstock  &nd  stejis 
broken. 

No.  52. — ^Thirddaes^  five  compartmenta  (new  stock) : 
one  side  and  both  ends  broken ;  the  doors  on  other 
side,  and  the  roof,  can  be  used  again ;  the  underframe 
only  slightlj  damaged. 

^  Yours, ^bc, 

G.  Fisher,  Esq.,  T.  Venning. 

General  Manager. 


Cut  on  leg  and  neck. 

Slightly  injured. 

Prsptured      leg,     slight 

wound  on  head. 
Slightly  injured. 

Shook. 

Bruised. 

Do. 


Walking  lame.    Apparent 

injury  to  knee. 
Contusion  right  arm  and 

shoulder,  and  right  side, 

and  left  hip  and  leg. 

Had  two  fits  at  Merthyr. 

Subject  to  fits. 
Contusion  right  hand,  and 

bruise  on  right  ankle. 
SUghtly  injured. 

Do. 

Do. 

Contusion  right  knee  and 
calf  of  leg.       _  ^      ^ 

Reported  himself  to  sta- 
tion agent  as  injured, 
but  denied  by  Dr.  Slani- 
street         ^     .     ,      . 

Leg  and  arm  bruised,  cut 
over  eye. 

Left  leg  injured. 


This  is  a  list  made  up  to  to-day's  date,  Friday, 
October  25th,  1878.  J.  Hurman. 


Sir, 


Cathays  Yard, 
Oct.  2l8t,  1878. 
I  beg  to  hand  you  particulars  of  the  carriages 
damaged  in  collision  on  the  Rhondda  branch  on  19th 
inst. 

Carriages  belonging  to  Cowbridge  train. 
No.  7.— Guard's  carriage  (old  stock):  both  ends  and 
one  side  broken,  one  sole  bar  and  one  headstock 
broken,  wheels  have  been  knocked  from  under,  one 
axle  broken,  and  one  bent.  This  is  loaSed  up  in  a  10- 
tons  truck. 

No.  3. — Composite :  two  first  class  and  two  second 
class  compartments  (old  stock),  one  end  broken  in,  one 
headstock  and  steps  broken. 

Carriages  in  Rhondda  train. 

No.  1. — Passenger  break  van  (old  stock) :  one  head- 
stock  and  two  step  iron^  broken. 

No.  12.— Third-class  smoking  carriage :  one  side 
and  one  end  broken,  the  opposite  only  slightly  damaged. 
Underframe  slightly  dami^ed. 

No.  36. — Third-class,  five  compartments  (old  stock) : 
doors  on  one  side  slightly  damaged.  Three  pillars 
broken,  steps  knocked  off,  one  headstock  broken. 

No.  39. — Third-class,  five  compartments  (old  stock) : 
one  side  broken  up,  five  pillars  on  opposite  side  forced 
out,  lower  tensions  broken. 

No.  55.— Third  class  (new  stock),  five  compart- 
ments :  body  broken  to  pieces,  entirely  off  underframe. 
lioof  only  slightly  damaged;  will  do  again. 

No.  65.— Third  class  (new  stock),  five  ccmpart- 
monts :  the  whole  of  one  side  of  body  and  the  seats  are 


TAPF  VALE  RAILWAY. 


Block  Teleqbaph  Regulations  for  working  the 
NoBTH  Cy&YB  at  Fqhtyfsu>j>. 

Block  Teleobaph  Reottlations. 

General  Instructions. 

1.  The  signalling  of  trains  by  electric  telegraph 
does  not  in  any  way  dispense  with  the  use  of  station 
and  distant  signals,  hand  signak,  or  fog  signals,^  when^ 
ever  and  wherever  such  signals  may  be  requisite  to 
protect  obstructions  on  the  railway. 

2.  Every  signalman  is  held  responsible  for  keeping 
his  telegraph  signal-boi^  strictly  private,  and  he  is  not, 
under  any  circumstances,  to  allow  any  other  than  the 
authorised  telegraph  or  police  inspectors  to  enter  or 
remain  in  it.  Any  infringement  of  this  regulation  will 
render  him  liable  to  dismissal. 

3.  The  instnunents  and  apparatus  are  to  be  kept 
perfectly  free  from  dust,  dirt,  grease,  &c. 

Description  of  Instruments. 

4.  The  dial  of  the  instrument  is  divided-  into  two 
parts,  one  part  being  for  the  up  trains,  the  other  part 
for  the  down  trains.  Each  instrument  has  two  needles 
or  indicators;  one  black,  the  other  red.  The  black 
indicator  is  the  last  signal  received  at  the  station. 
The  red  indicator  is  the  last  signal  sent  from  the 
station.  Each  signal  station  is  futQished  with  a  bell 
for  the  up  section,  and  a  gong  for  the  down  section. 
The  normal  posstion  of  the  needles  will  be  '<  junction 
blocked." 

•5.  The  "signal"  instruments  and  bells  are  to  be. 
devoted  exclusively  to  signalling  of  trains.  The  sig- 
nalmen must  not  use  them  for  any  other  purpose,  nor 
may  they,  under  any  circumstances  whatever,  ase  any 
private  codes,  nor  make  any  exceptional  use  of  them  ; 
and  the  authority  to  work  them  is  entrusted  solely  to 
the  signalman  or  person  in  charge  for  the  time,  by 
whom  alone  the  signals  are  to  be  passed. 

6.  Great  responsibility  rests  upon  the  signalmen 
and  others  in  charge  of  the  telegraph  to  comply  strictly 
and  accurately  witib  the  following  regulations,  and  to 
be  most  watchful  and  attentive  to  their  duties. 

Code  for  Bells  and  Gongs. 

7.  The  following  signals  must  be  given  with  extreme 
care  and  steadiness,  fdlowing  a  slight  pause  between 
each  stroke,  so  as  to  prevent  confusion  by  the  blending 
of  one  signal  with  another.  The  plimgers  of  the 
instruments  are  also  to  be  pressed  in  gently,  but  firmly, 
and  with  great  care.  The  attention  of  signalmen  is 
expressly  directed  to  these  points : — 

Is  junction  clear  ?       -        -  2  beats  on  bell  or  gong. 

Yes,  clear    -  -  -  2  beats  on  bell  or  gong. 

♦Down  train  or  engine  "  will 

start" 
♦Down  train  or  engine  "  ar- 
rived" 
♦Up  train  or  engine  "  will 
start" 


3  beats  on  gong. 


-  4  beats  on  bell. 


-  3  beats  on  bell. 


*Up    train 
rived" 


or    engine    "  ar- 


4  beats  on  gong. 
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Acknowledgment  of  a  sigiHii  ^  1  beat  on  bell  or  gong. 
^Obstruction    signaly     •'No^ 

blocked'*         -        *        -  5  beats  on  bell  or  gong. 

Error  s^nal  -  -  7  beats. 

Inspector's  signal  for  testing 
instruments     -        -        *  6  beats  on  bell  or  gong. 

Signal  of  "  line  clear  '*  after  "j  .    ^^^    oiven    and 
obstruction  has  been  re- V     taken  twice, 
moved    -  -  -j 

*"Stop    and    examine   ap- 
proaching train  "   -        -  10  beats  on  bell  or  gcmg. 

*  The  sigoalB  marked  witii  an  aaterisk  (*)  must  be  repeated  hy  the 
reoeivinff  nation,  aiul  the  needle  placed  to  **  Junction  blocked "  or 
''Junction  dear"  (as  the  case  may  be),  which  must  be  acknowledged 
by  the  sending  station  (when  correet)  by  one  beat. 

8.  *'  Stop  all,"  or  "  Block  code.— Five  beats  is  the 
fflgnal  to  stop  everything.  Two  signals  of  four  {beats 
each,  given  and  taken  twice,  is  the  signal  that  the 
obstruction  is  removed. 

RegukUions  far  Signalling. 

Up  Trains. 

(From  the  Bhondda  Branch  to  the  Main  Line.) 

9.  Neither  train  nor  engine  may  be  allowed  to  pass 
from  the  Bhondda  cutting  junction  on  to  the  north 
curve  towards  the  main  line,  unless  the  indicator  of 
the  instrument  from  the  Pontypridd  north  box  stands 
at  "  Junction  clear,**  and  then  only  after  the  passing 
ol  the  following  signals : — 

10.  Before  starting  a  train  or  engine,  the  signalman 
at  the  Bhondda  cutting  junction  will  give  two  steady 
beats  on  the  bell  to  the  signalman  at  the  main  line 
junction,  signifying,  **  Is  junction  clear  ?*  If  the  main 
line  is  clear  to  receive  such  train,  the  signalman  at  the 
main  line  junction  will  reply,  •*  Yes,  clear,"  by  giving 
two  steady  and  distinct  beats  on  his  gong.  The 
Bhondda  cutting  junction  signalman  will  then  signal, 
*'  Train  will  start,"  by  giving  three  distinct  beats  on 
his  bell,  which  the  main  line  junction  signalman  will 
repeat  on  his  gong,  and  immediately  pla^  his  needle 
over  to  ^'  Junction  clear."  This  will  be  acknowledged 
by  the  Bhondda  cutting  junction  signalman  by  one 
beat  on  the  bell.  The  traijoi  may  then  proceed  on  to 
the  north  curve.  So  90on  as  the  train  or  engine  has 
passed  clear  of  the  curve  on  to  the  main  line,  the  main 
line  junction  signalman  will  inform  the  Bhondda 
cutting  signalman,  by  giving  four  distinct  beats  on 
bis  gong.  This  will  be  repeated  by  the  Bhondda 
cutting  signalman  on  his  bell.  The  main  line  junction 
signalman  will  then  place  his  needle  to  its  normal 
positioD,  **  Junction  blocked,"  which  the  Bhondda 
cutting  signalman  will  acknowledge  by  one  beat. 

1 1.  The  arrival  signal  is  not  to  be  given  until  the 
section  or  signal  station  is  actually  clear  and  ready  to 
receive  another  train  on  the  same  line,  nor  until  the 
signalman  has  satisfied  himself  that  the  whole  of  the 
train  has  passed,  and  that  no  vehicles  have  broken 
away  and  remain  on  the  line  to  obstruct  the  passage  of 
a  foUowing  train. 

12.  When  the  Bhondda  cutting  junction  signalman 
announces  an  up  train  or  engine  to  the  nudn  line 
junction  signalman,  and  the  mdn  line  should  not  be 
clear  to  receive  the  train  or  engine,  the  si|^lman  at  t^e 
main  line  junction  will  reply  by  giving  the  ^*  Obstruc- 
tion signal"  (five  beats  on  the  gong),  keeping  his 
needle  to  "  Junction  bk)cked."  The  Bhondda  cutting 
junction  signalman  will  repeal  these  signals,  and  the 
repetition  must  be  acknowledged  by  one  beat  from  the 
mam  line  junction  signaliuan.  Th^  Bhondda  cvtting 
junction  signalman  must  then  stop  the  down  train  or 
engine  at  his  box,  and,  cautioning^  the  driver,  will 
admit  the  train  or  engine  on  to  the  north  curve,  so  as 
to  clear  the  main  line  of  the  Bhondda  branch,  giving 
the  driver  strict  instructions  to  observe  the  main,  line 
junction  signalman's  home  si^iak..  On  the  home 
signals  being  set  to  <*  All  right,"  the  train  or  engine 
may  proceed  on  to  ihe  main  line.'  So  sbon  as  this  is 
d©n€,  the  sigfiiABB^a^t  'the  mtdn  Kne  jtmctiou  fniifct 

u 


send  the  arrival  signal  to  the  Bhondda  cutting  junction 

Down  Trains. 

(From  the  Main  Line  Junction  to  the  Bhondda 
Cutting  Junction.) 

13.  On  the  approach  of  a  main  line  down  train  or 
engine  for  the  Bhondda  branch,  the  signalman  at  the 
main  line  junction  will  indicate  the  same  to  the 
Bhondda  cutting  signalman  by  two  beats  on  his  gong. 
If  all  be  clear  at  the  Bhondda  cutting  junction  and 
the  tnun  can  go  through,  the  Bhondda  cutting  junc- 
tion signalman  will  repeat  the  signal  of  two  beats  on 
his  bell,  placing  his  needle  to  '*  Junction  clear,"  which 
the  main  line  junction  signalman  will  acknowledge 
by  one  beat  on  his  gong.  The  train  may  then  pro- 
ceed on  to  the  north  curve.  So  soon  as  the  train  or 
engine  has  passed  clear  of  the  curve  on  to  the 
Bhondda  branch,  the  ^  Arrival  signal "  (four  beats  on 
the  bell)  must  be  given  by  the  Bhondda  cutting 
signalman  on  his  bell,  which  must  be  repeated  by  the 
main  line  junction  signalman;  the  Bhondda  cutting 
junction  signalman  will  then  replace  his  needle  to 
its  normal  position,  ^  Junction  blocked,"  which  must 
be  admowledged  by  one  beat  on  the  gong  by  the  main 
line  junction  signalman. 

14.  When  the  main  line  junction  signalman 
announces  a  down  train  or  engine  to  the  Bhondda 
cutting  junction  signalman,  and  the  Bhondda  branch 
should  not  be  clear  to  receive  the  train  or  engine,  the 
signalman  at  the  Bhondda  cutting  junction  will  reply 
by  giving  the  "  Obstruction  signal  ^  (five  beats  on 
the  bell),  keeping  his  signal  to  "  Junction  blocked." 
The  main  line  junction  signalman  will  repeat  these 
signals,  and  the  repetition  must  be  acknowledged  by  ' 
one  beat  from  the  Bhondda  cutting  junction  signal- 
man. The  main  line  jimction  signalman  must  then 
stop  the  down  train  or  engine  at  his  box,  and,  caution- 
ing the  driver,  will  admit  the  train  or  engine  on  to 
the  north  curve  so  as  to  clear  the  main  line,  giving 
the  driver  strict  instructions  to  observe  the  Bhondda 
cutting  signalman's  home  signals.  On  the  home 
signals  being  set  to  *'  All  right,"  the  train  or  engine 
may  proceed  on  to  the  Bhondda  branch.  So  soon 
as  this  is  done  the  signalman  at  the  Bhondda  cutting 
junction  must  send  the  arrival  signal  to  the  main 
line  junction  signalman. 

15.  No  telegraph  signal  is  complete  until  repeated 
or  acknowledged  by  the  station  to  which  it  is  sent. 
If  a  signal  is  not  so  repeated  or  acknowledged,  it 
must  be  given  until  this  is  done,  and  the  irr^ularity 
must  be  reported  to  the  traffic  superintendent. 

16.  Should  an  incorrect  signal  have  been  acci- 
dentally sent,  or  a  signal  not  be  clearly  understood, 
seven  beats  must  be  given  on  the  bell  or  gong  ;  the 
correct  signal  must  then  be  given. 

17.  When  the  block  telegraph  is  out  of  order,  the 
drivers  of  trains  must  be  instructed  to  proceed  with 
great  caution. 

Line  Clear  Train  Books. 

18.  The  times  at  which  "  Junction  clear "  is  re- 
ceived, *^Time  of  departure  of  train,"  and  time  of 
receipt  of  signal  **  Train  has  arrived,"  are  to  be  care- 
fully entered  in  the  **  Line  clear  book,"  and  the  signa- 
ture of  the  signalman  placed  opposite  to  the  entries. 
The  book  is  always  to  be  left  open  in  a  convenient 
position  near  the  instrument. 

19.  It  will  be  understood, that  the  entries  of  time 
of  signals  in  the  *^  Line  clear  book  "  must  be  the  time 
when  the  signals  diemselves  are  given  or  received, 
and  not  the  time  when  the  train  leaves  or  arrives, 
unless,  of  course,  when  the  times  of  the  former  and 
of  the  latter  are  the  same. 

20.  The  time,  therefore,  at  which  the  signals  are 
given  and  taken  is  to. be.. entered  in  its  appropriate 
column  in  the  **Line  clear  book,"  every  column  of 
which  is  to  be  duly  filled  up.     It  must  be  understood 
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that  anything  under  half  a  minute  is  not  to  be  counted ; 
the  minute  hand  once  past  the  point  of  division,  the 
time  entered  must  be  that  of  the  next  division ;  thus, 
a  signal  given  or  received  at  0-31^  minutes  wiU  be 
entered  as  0-32.  The  entries  are  to  be  made  in  ink, 
direct  into  the  *'Line  clear  book,*'  and  they  must 
foHow  each  other  in  order  of  time.  The  full  date 
and  headings  are  to  be  entered  before  beginning  each 
day's  signdk 

21.  Obstruction  danger  signals  given  or  received 
are  to  be  entered  in  the  column  for  the  line  so  ob- 
structed, similar  to  the  entry  of  an  ordinary  train 
signal,  with  the  word  "Obstruction  "  in  the  column 
for  '*  Description  of  train," 

22.  Signalmen  are  expressly  forbidden  to  make  any 
erasure  whatever  in  their  "  Line  clear  book."  If  any 
error  be  made  in  entering  a  train  in  the  book  they 
must  allow  the  entry  to  stand,  drawing  the  pen  through 
it  m  such  a  manner  that  it  may  still  be  read,  and  then 
make  the  correct  entry  immediately  beneath  the 
erroneous  entry. 

23.  When  signalmen  change  duty,  a  line  must  bo 
drawn  across  the  book  ;  the  signalman  leaving  duty 
will  enter  the  time  of  leaving,  and  sign  his  name 
above  this  line  :  and  the  signalman  coming  on  duty 
will  enter  the  time  of  coming  on  duty,  and  sign  his 
name  below  the  line.  This  will  be  followed  by  the 
usual  entries  of  the  signals  made  during  the  in- 
coming signalman's  tuni  of  duty,  and  he  will  be  held 
responsible  for  all  entries  made  below  the  line  during 
such  turn. 

Testing  Instrumenis^  S^. 

24.  The  inspector's  signal  of  six  beats  on  the  bell 
or  gong,  accompanied  by  the  shifting  of  the  indicator 
from  left  to  right,  is  only  to  be  used  by  that  person 
for  testing  and  examining  the  instruments,  and  is  to 
be  acknowledged  each  time  by  an  exact  repetition. 
As  soon  as  the  examination  of  the  instrument  is 
completed,  one  beat  on  the  bell  or  gong  will  be  given 
by  the  inspector,  which  is  to  be  acknowledged. 

iVlJ?. — Instrtnnents  must  never  be  tested  or  inter' 
fered  with  when  a  train  has  been  signalled  by  them^ 
and  is  running  between  the  two  points. 

25.  In  case  of  any  failure  of  the  train-signalling 
instruments,  the  signalman  must  immediately  report 
the  same  by  tdegraph  direct  to  the  telegraph  inspector 
or  lineman  in  dmrge  at  Cardiff  Docks,  and  the  traffic 
superintendent 

Out'Door  Signals. 

26.  After  the  departure  or  passing  of  any  train  or 
engine,  the  fixed  signals  (station  and  distant)  for  this 
section  must  be  kept  standing  at  "  Danger"  until  the 
"Line  clear"  or  "Train  arrived"  signal  of  such 
train  or  engine  is  received  from  the  next  signal  station 
in  advance. 

George  Fisber, 

General  Manager. 


1.  Neither  up  engine  nor  train  is  to  pass  from  this 
junction  to  proceed  towards  Aberdare  junctiony  after 
the  commencement  of  an  interval  of  20  minutes  pre- 
vious to  the  time  of  arrival  at  this  junction  of  every 
up  mail  and  up  passenger  train,  until  such  up  mail  or 
passenger  train  has  passed  this  junction  leaving  a 
clear  road, 

2.  Except  as  provided  in  No.  3  of  these  instruc- 
tions, no  engine  or  train  may  proceed  from  the  down 
main  line  at  this  junction  on  to  the  Pontypridd  north 
curve,  after  the  commencement  .of  an  interval  of 
15  minutes  previous  to  the  time  of  every  up  passenger 
train  and  up  mail  train  being  due  at  this  junction, 
until  after  the  up  passenger  train  or  up  mail  train  has 
passed  clear  of  this  junction. 

3.  Whenever  a  main  line  up  passenger  train  is  late, 
after  waiting  for  ten  minutes  after  the  appointed  time 
of  the  main  line  up  passenger  train  being  due  at  this 
junction,  if  such  up  passenger  train  then  be  not  in 
sight  or  heard  approaching,  any  engine  or  train  wait- 
ing upon  the  down  main  line  may  be  allowed  to 
proceed  on  to  the  Pontypridd  north  curve  if  the  road 
be  clear.  In  every  such  instance  the  up  main  line 
junction  home  and  distant  signals  must  first  be  set  at 
danger y  and  these  signals  must  remain  at  danger  until 
the  up  main  line  be  quite  clear.  The  distant  signals 
may  then  be  altered  from  danger, 

4.  The  roads  of  the  main  line  at  this  junction  must, 
except  as  provided  in  No.  3  of  these  instructions,  be 
in  every  respect  clear  for  a  period  of  ten  minutes 
before  the  time  of  every  mail  train  and  of  every 
passenger  train,  whether  up  or  down,  being  due  at 
this  junction,  and  these  roads  must  be  kept  clear  until 
that  every  such  mail  train  or  passenger  train  has 
passed  leaving  a  clear  road. 

5.  The  greatest  care  must  be  taken  that  neither 
engine,  train,  nor  vehicle  on  any  road  be  allowed  near 
the  crossing  of  a  main  road  during  the  time  that  any 
engine  or  train  is  approaching  to  pass  or  is  passing 
that  crossing,  and  until  that  main  road  be  again  clear. 

6.  Passenger  trains  are  not  to  run,  either  up  or 
down,  upon  the  roads  of  the  Pontypridd  north  curve, 
unless  special  instructions,  signed  by  the  traffic 
manager,  be  given  to  the  signalman  at  the  junctions 
of  the  Pontypridd  north  curve,  authorising  these 
signalmen  to  allow  the  passenger  train  or  trains  men- 
tioned in  such  instructions  to  proceed  on  to  or  from 
the  road  or  roads  of  the  Pontypridd  north  curve. 


TAFF  VALE  RAILWAY. 

On  and  after  Monday,  October  2lst,  1872,  the  fol- 
lowing stopping  times  for  passenger  trains,  and 
instructions,  are  to  be  strictly  observed  at 

Pontypridd  Northern  Junction. 

The  arms  and  lamps  on  the  auxiliary  signal  post 
repeat  the  signals  shown  by  the  down  junction  home 
arms  and  lamps. 

On  the  auxiliary  signal  post  the  uppermost  arm  and 
lamp  indicate  the  signals  for  main  line  down  engines 
and  trains,  and  the  lowest  arm  and  lamp  for  engines 
and  trains  intending  to  proceed  from  the  down  main 
line  to  the  Pontypridd  north  curve. 


7.  Engines  and  trains  must  always  travel  i^n  the 
proper  road  when  proceeding  on  to  or  from  the 
Pontypridd  north  curve. 

8.  Enginemen  are  strictly  to  observe  the  following 
signals  by  sounding  the  engine  whistle  for  passing 
from  or  to  the  Pontypridd  northern  junction : — 

For  passing  from  the  Pontypridd  north  curve  on 
the  up  main  line-^four  times  short  : 

For  passing  from  the  down  main  line  on  to  the 
Pontypridd  north  curve — three  times  prolonged. 

9.  Enginemen  to  up  main  line  engines  and  trains 
approaching  Pontypridd  northern  junction  must  not 
pass  the  post  painted  red,  and  fixed  beside  the  up 
main  line  below  the  Pontypridd  northern  junction 
crossing,  until  after  they  have  received  the  proper 
signal  from  the  signal  pole  at  Pontypridd  northern 
junction  as  well  as  by  the  hand  signals  from  the 
signalman  at  that  junction.  By  night  a  lamp  fixed 
upon  this  post  will  show  a  green  light. 

10.  No  engine  or  train  is  to  proceed  from  the 
Pontypridd  north  curve  on  to  the  up  main  line  if  an 
up  main  line  engine  or  train  be  approaching,  nor 
until  f^ter  such  up  main  line  up  engine  or  train  has 
passed  the  junction  crossings,  leaving  the  throngh 
road  perfectly  clear. 

11.  Enginemen  about  to  proceed  from  the  Ponty- 
pridd north  curve  on  to  the  up  main  line  must  not 
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take  their  trains  or  engines  beyond  the  post  painted 
red,  and  fixed  beside  the  up  road  of  Pontypridd 
northern  curve  near  the  Pontypridd  northern  junc- 
tion, until  after  they  have  received  the  proper  signed 
from  the  signal  pole  at  Pontypridd  northern  junction 
aswell  as  by  the  hand  signal  from  the  signalman  on 
duty  at  that  junction.  By  night  a  lamp  fixed  on  this 
post  will  show  a  green  light. 

12.  No  engine  or  train  is  to  proceed  from  the  down 
main  line  on  to  the  Pontypridd  north  curve  if  an  up 
main  line  engine  or  train  be  approaching,  nor  until 
after  such  up  main  line  engine  or  train  has  passed 
this  junction  leafing  a  dear  road. 


beyond  and  clear  of  the  post  painted  red  on  the  Ponty-- 
pridd  north  curve^  and  must  there  remain  until  after 
the  t^  main  line  engine  or  train  has  passed  this 
junction^  leaving  a  clear  road. 


13.  There  must  be  a  clear  interval  of  ten  minutes 
between  the  times  of  main  line  passenger  trains  and 
trains  of  passenger  carriages  following  each  other  at 
this  junction,  or  on  to  or  from  the  Pontypridd  north 
curve  ;  during  this  interval  the  home  signals  of  the 
road  occupied  must  show  danger^  and  they  must  show 
caution  for  a  further  interval  of  five  minutes.  This 
rule  requires  especial  attention  with  down  main  line 
trains  when  tlie  preceding  passenger  train  or  train  oj 
passenger  carriages  has  to  stop  at  Pontypridd  station, 

14.  There  must,  at  this  junction,  be  a  clear  interval 
of  ten  minutes  after  the  time  of  every  down  passenger 
train  and  train  of  passenger  carriages  having  to  stop 
at  Pontypridd  station,  before  any  down  mineral  or 
goods  or  ballast  train  or  engine  with  break  van  or 
empty  engine  may  be  allowed  to  pass  this  junction  on 
the  same  road,  during  this  interval  the  home  signals 
of  the  road  upon  which  the  passenger  train  is  tra- 
velling must  be  kept  at  danger  ;  caution  by  both  home 
signals  and  hand  signals  must  be  shown  for  a  further 
interval  of  five  minutes. 

15.  There  must  be  a  dear  interval  of  five  minutes 
between  the  times  of  departure  of  all  engines,  or 
engines  with  only  break  vans,  and  of  all  trains  except 
passenger  trains  and  trains  of  passenger  carriages, 
whether  up  or  down,  following  each  other  ;  idso, 
except  as  provided  in  Nog.  13  and  14  of  these  instruc- 
tions, before  any  engine  or  a  train  of  any  other 
description  be  allowed  to  follow  any  passenger  train 
or  train  of  passenger  carriages.  During  this  interval 
the  home-signals  of  the  road  upon  which  the  pre- 
ceding engine  or  train  is  travelling  must  all  be  set 
at  danger.  Caution  by  both  home  and  hand  signals 
must  be  shown  for  a  further  interval  of  five  minutes. 


16.  Engines  and  trains  at  this  junction  are  to  give 
precedence  asft)llows: — 

Mineral^  goods  and  ballast  engines  and  trains  to 
proceed  firom  the  down  main  line  on  to  the 
Pontypridd  north  curve  are  to  give  precedence 
to  up  main  line  passing  engines  and  trains. 

Mineral^  goods  and  ballast  engines  and  trains 
intending  to  proceed  from  the  Pontypridd 
north  curve  towards  Aberdare  junction  are  to 
give  precedence  to  up  main  line  passing  engines 
and  trains. 

17.  Whenever  a  passing  up  main  line  engine  or 
train,  and  an  engine  or  train  upon  the  down  main 
line,  to  proceed  to  the  Pontypridd  north  curve,  are  at 
the  same  time  approaching  this  junction,  the  junction 
distant,  auxiliary,  and  home  signals  to  the  down 
engine  or  train  must  all  be  set  at  danger^  and  the 
down  engine  or  train  must  remain  clear  above  the 
junction  points  until  that  the  main  line  up  engine 
or  train  has  passed  the  junction  crossings,  leaving  a 
dear  road. 

18.  Whenever  an  engine  or  train  upon  the  Ponty- 
pridd north  curve  intending  to  proceed  towards 
Aberdare  junction,  and  an  up  main  line  passing  engine 
or  train,  are  at  the  same  time  approaching  this  junction, 
the  junction  home  and  distant  signals  must  be  set  at 
danger  to  the  engine  or  train  upon  the  Pontypridd 
north  curvcj  and  the  engine  or  train  upon  the  Ponty^ 
pridd  north  curve  must  be  brought  to  dead  stand 
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19.  Whenever  and  so  long  as  the  signals  are  altered 
for  an  up  main  line  engine  or  train  to  pass  this 
junction,  the  up  and  down  junction  home  and  distant 
signals  to  the  Pontypridd  north  curve,  also  the  down 
auxiliary  signals  to  the  Pontypridd  north  curve,  must 
all  be  set  at  danger.  These  signals]  must  be  kept  at 
danger  until  after  the  up  engine  or  train  has  passed 
the  junction  crossings,  leaving  a  dear  road. 

20.  Whenever  and  so  long  as  the  home-signals  are 
altered  to  pass  an  engine  or  train  from  the  Pontypridd 
north  curve  on  to  the  up  main  line,  the  up  main  line 
home  and  distant  signals  must  all  be  set  at  danger. 

21.  Whenever  and  so  long  as  the  signals  are  altered 
for  a  down  main  line  engine  or  train  to  pass  this 
junction,  the  down  home  and  auxiliary  signals  to 
engines  intending  to  proceed  on  to  the  Pontypridd 
north  curve  must  all  be  set  at  danger. 

22.  Whenever  and  so  long  as  the  signals  are  altered 
to  pass  an  engine  or  train  from  the  down  main  line 
on  to  the  Pontjrpridd  north  curve,  the  up  main  line 
home  and  distant  signals,  also  the  down  main  line 
home,  auxiliary,  and  distant  signals,  must  all  be  set  at 
danger. 

23.  The  home-signals  at  this  junction  must  be  kept 
at  danger^  and  may  only  be  altered  to  caution  to  pass 
an  engine  or  train  on  a  clear  road ;  before  altering  a 
signal  thQ  signalman  must,  by  careful  examination, 
satisfy  himself  that  everything  is  safe  and  clear  for 
the  passing  of  the  approaching  engine  or  train. 

24.  Whenever  and  so  long  as  the  down  distant 
signals  to  Pontypridd  junction  show  danger^  the  down 
main  line  home  and  auxiliary  signals  at  Pontypridd 
northern  junction  must  also  show  danger.  Approach- 
ing down  main  line  engines  and  trains  having  been 
brought  to  almost  dead  stand  above  the  Pontypridd 
northern  junction,  may  be  allowed  to  proceed  with 
great  caution  towards  the  point  of  obstruction  below 
Pontypridd  northern  junction.  For  this  purpose  the 
signalman  on  duty  at  Pontypridd  northern  junction 
will  show  caution  by  his  hand  signals  to  the  approach- 
ing engine  or  train,  at  the  same  time  keeping  his 
home  signals  at  danger. 

25.  So  soon  as  every  engine  or  train  has  passed 
a  distant-signal,  that  signal  must  be  set  at  danger, 
and  must  remain  so  set  until  that  the  main  line  or 
main  road  be  again  clear  to  beyond  the  home-signals. 

26.  Whenever  there  is,  or  is  about  to  be,  any 
obstruction  on  either  main  line  or  main  road  between 
the  distant-siffnal  and  home-signal,  the  distant  signals 
to  the  road  obstructed  or  about  to  be  obstructed  must 
be  set  at  danger^  and  must  remain  so  set  until  that 
the  main  line  or  road  be  again  clear  to  beyond  the 
home-signals. 

27.  By  day  the  green  handfiag  held  steadily  denotes 
caution;  the  red  hand- flag  held  steadily  signifies 
danger  ;  if  moved  up  or  down  or  violently  the  redfiag 
signifies  great  danger. 

28.  The  signalman  must  very  frequently  observe 
ihe  signals  fixed  to  indicate  the  position  of  each 
£Eicing  point ;  they  must  see  that  it  gives  a  clear  and 
distinct  signal  as  to  which  line  the  points  are  set  for^ 
and  that  it  works  true  with  the  points. 

29.  The  signalmen  and  all  officers  and  servants 
of  the  Company  are  required  to  use  every  exertion 
to  maintain  the  safe  uninterrupted  passage  of  all 
engines  and  trains,  whether  on  the  main  lines  or 
passing  on  to  or  from  the  Pontypridd  north  curve. 

30.  The  signalmen  are  required  frequently  and 
carefully  to  examine  the  working  condition  of  the 
points,  crossings,  signals,  levers,  and  other  apparatus 
for  working  the  signals,  and  to  be  very  careful  in 
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signaliiig  engines  and  trains,  as  wrong  or  imperfect 
signals  may  result  in  serious  accident.  Every  defect 
must  at  once  be  reported  to  the  engineer  and  traffic 
manager. 

31.  All  other  rules  for  conducting  and  working  the 
traffic  at  this  junction  are  to  be  stri^j  observed. 


32.  Every  neglect  or  disobedience  of  those  regu- 
lations, and  every  act  of  insubordination,  is  to  be 
instantly  reported.  If  considered  necessary,  the  inves- 
tigation of  the  case  and  punishment  of  every  offence 
is  to  be  subject  to  the  provisions  of  the  5th  and  6th 
Victoria,  cap.  55,  or  to  such  other  Act  as  may  be 
considered  most  applicable  to  the  offence. 

Cardiff,  Edwin  E.  Page, 

19th  October  1872.  Traffic  Manager. 


TAFF  VALE  RAILWAY. 

On  and  after  Monday,  October  2igt,  1872,  the  fol- 
lowing stopping  times  for  passenger  trains^  and 
instructionsy  are  to  be  strictly  observed  at  the 

Bhondda  Cutting  Junction  of  the  Pontypridd 
North  Curtb. 

1.  Neither  engine  nor  train  is  to  pass  at  this  junc- 
tion from  the  Pontypridd  north  curve  to  proceed 
towards  Coke  Ovens  sidings^  after  the  commencement 
of  an  interval  of  twenty  minutes  previous  to  the  time 
of  arrival  at  this  junction  of  every  up  passenger 
train,  until  such  up  passenger  train  has  passed  this 
junction^  leaving  a  clear  road. 

2.  Neither  engine  nor  train  is  to  pass  at  this  junction 
from  the  Pontypridd  north  curve  to  proceed  towards 
Coke  Ovens  sidings  after  the  commencement  of  an 
interval  oi  fifteen  minutes  previous  to  the  time  of 
every  down  passenger  train 'being  due  at  this  junction, 
until  after  the  down  passenger  train  has  passed  clear 
of  this  junction. 

3.  The  main  roads  at  this  junction  must,  in  every 
respect,  be  clear  for  a  period  of  ten  minutes  before 
the  time  of  every  passenger  train,  whether  up  or 
down,  being  due  at  this  junction,  and  these  ix>ads 
must  be  kept  clear  until  that  such  passenger  train 
has  passed,  leaving  a  clear  road. 

4.  The  greatest  care  must  be  taken  that  neither 
engine,  train,  nor  vehicle  on  any  road  be  allowed 
near  the  crossing  of  a  main  road  during  the  time  that 
any  engine  or  train  is  approaching  to  pass  or  is  passing 
that  crossing,  and  until  that  main  road  be  again  clear. 


5.  Passenger  trains  are  not  to  run  either  up"  or 
down  upon  the  roads  of  the  Pontypridd  north  curve, 
unless  Bpecial  instructions,  signed  by  the  traffic 
manager,  be  given  to  the  signalmen  at  the  junctions 
of  the  Pontypridd  north  curve,  authorising  the  signal- 
men to  allow  the  passenger  train  or  trains  mentioned 
in  such  instructions  to  proceed  on  to  or  from  the 
road  or  roads  of  the  Pontypridd  north  curve. 


6.  Enginemen  to  up  main  road  engines  and  trains 
approaching  Rhondda  cutting  junction  must  not  pass 
the  post  painted  red,  and  fixed  beside  the  up  main 
road  below  the  Bhondda  cutting  junction  crossing, 
until  after  they  have  received  the  proper  signal  from 
the  signal  pole  at  Ehondda'  cutting  junction,  as  well 
as  by  the  hand  signals  from  the  signalman  at  that 
junction.  By  night  a  lamp  fixed  upon  this  post  wdl 
show  a  green  light. 

7.  Engines  and  trains  must  always  travel  upon  the 
proper  road  when  proceeding  on  to  or  firom  the 
Pontypridd  north  curve. 

8.  Enginemen  are  strictiy  to  observe  the  following 
signals  by  sounding  the  engine  whistie  for  passing 
from  or  to  the  Rhondda  cutting  junction  i-^ 


For  passing  from  the  Pontypridd  north  curve  on 
to  the  up  main  road — three  times  short. 

For  passing  from  the  down  main  road  on  to  the 
Pontypridd  north  curve— ^Aree  times  s/iart. 

9.  No  engine  or  train  is  to  proceed  from  the  Ponty- 
pridd north  curve  on  to  the  up  main  road  if  a  down 
main  road  engine  or  train  be  approaching,  nor  until 
after  such  down  main  road  engine  or  train  has  passed 
the  junction  crossings,  leaving  the  thix>ugh  ^ oad  per- 
fectly clear. 

10.  No  up  engine  or  train  is  to  proceed  from  the 
Pontypridd  north  curv«e  on  to  the  up  main  road, 
unless  the  up  main  road  be  clear  for  thfe  engine  or  train 
to  proceed  onwards,  or  in  the  event  of  the  engine  or 
train  having  to  proceed  into  the  Coke  Ovens  sidings 
by  their  lower  junction,  unless  there  be  room  in  those 
sidings  for  engine  or  train  to  pass  into  those  sidings, 
leaving  the  main  road  perfectly  clear. 

11.  Enginemen  about  to  proceed  from  the  Ponty- 
pridd north  curve  on  to  the  up  main  road  must  not 
take  their  trains  or  engines  beyond  the  post  painted 
red,  and  fixed  beside  the  up  road  near  the  Rhondda 
cutting  junction,  until  after  they  have  received  the 
proper  signal  from  the  signal  pole  at  Rhondda  cutting 
junction  as  well  as  by  the  hand  signal  from  the 
signalman  on  duty  at  that  junction.  By  night  a  lamp 
fixed  on  this  post  will  show  a  green  light. 


12.  There  must  be  a  clear  interval  of  ten  minutes 
between  the  times  of  main  road  passenger  trains  and 
trains  of  passenger  carriages  following  each  other  at 
this  junction,  or  on  to  or  from  the  Pontypridd  north 
curve.  During  this  interval  the  home  signals  of  the 
road  occupied  must  show  danger^  and  they  must  show 
caution  for  a  further  interv^  of  five  minutes.  This 
rule  requires  especial  attention  with  doum  trains  when 
the  preceding  passenger  train  or  train  of  passenger 
carriages  has  to  stop  at  Pontypridd  junction  station. 

13.  There  must,  at  this  junction,  be  a  clear  interval 
of  ten  minutes  after  the  time  of  every  down  passenger 
train  and  train  of  passenger  carriages  having  to  stop 
at  Pontypridd  junction  station,  before  any  down 
mineral  or  goods  or  ballast  train,  or  engine  with  break 
van,  or  empty  engine,  may  be  allow^  to  pass  this 
junction.  During  this  interval  the  home  signab  of  the 
road  upon  which  the  passenger  train  is  travelling  must 
be  kept  at  danger  ;  caution  by  both  home  signals  and 
hand  signals  must  be  shown  for  a  further  interval  of 

five  minutes. 

14.  There  must  be  a  clear  interval  of  five  minutes 
between  the  times  of  departure  of  all  engines,  or 
engines  with  only  break  vans,  imd  of  all  trains  except 
passenger  trains  and  trains  of  passeuger  carriages, 
whether  up  or  down,  following  each  other;  also, 
except  as  provided  in  No.  13  of  these  instructions, 
before  any  engine  or  a  train  of  any  other  description 
be  allowed  to  follow  any  passenger  train  or  train  of 
passenger  carriages.  During  th^  interval  the  home 
signals  of  the  road  upon  which  the  preceding  engine 
or  train  is  travelling  must  aU  be  set  at  danger. 
Caution  by  both  home  and  hand  signals  must  be  shown 
for  a  further  interval  of  five  minutes. 

15.  Engines  and  trains  at  this  function  are  to  give 
precedence  asfolUno  ;— 

Mineral,  goods,  and  ballast  trains  and  engines  to 
proceed  from  the  Pontypridd  north  curve  on 
to  the  up  main  road,  are  to  give  precedence  to 
down  main  road  passing  engines  and  trains. 

Mineral,  goods,  and  ballast  trains  and  engines 
intending  to  proceed  from  the  Pontypridd  north 
curve  towards  Coke  Oven  sidings  are  to  give 
precedence  to  up  main  road  passing  engines 
and  trains. 

16.  Whenever  a  passing  down  main  road  engine  or 
train  and  an  up  engine  or  train  upon  the  Pontypridd 
north  curve  are  at  the  same  time  approaching  this 
junction,  the  junction  distant  and  home  signals  to  the 
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up  engine  or  train  upon  the  Pontypridd  north  curve 
must  all  be  set  at  danger^  and  the  up  engine  or  train 
upon  the  Pontypridd  north  curve  must  be  brought  to 
dead  stand  clear  beyond  the  junction  crossings  until 
that  the  main  down  road  engine  or  train  has  passed 
the  junction  crossings,  leaving  a  clear  road. 

17.  Whenever  an  engine  or  train  upon  the  Ponty- 
pridd north  curve  proceeding  towards  Coke  Ovens 
sidings  and  an  up  main  road  passing  engine  or  train 
are  at  the  same  time  approaching  this  junction,  the 
junction  home  and  distant  signals  must  be  set  at 
danger  to  the  engine  or  train  upon  the  Pontypridd 
ncyrth  curve,  and  the  engine  or  train  upon  the  Ponty- 
pridd north  curve  must  be  brought  to  dead  stand 
beyond  and  clear  rf  the  post  painted  red  on  the  Ponty- 
pridd north  curve,  and  must  there  remain  until  after 
the  up  main  line  engine  or  train  has  passed  this 
junction,  leaving  a  clear  road, 

18.  Whenever  and  so  long  as  the  signals  are  altered 
for  an  up  main  road  engine  or  train  to  pass  this 
junction,  the  up  junction  home  and  distant  signals  to 
the  Pontypridd  north  curve,  must  cdl  be  set  at  danger. 
These  signals  must  be  kept  at  danger  until  after  the 
up  main  road  engine  or  train  has  passed  the  junction 
crossings,  leaving  a  clear  road. 

19.  Whenever  and  so  long  as  the  home  signals  are 
altered  to  pass  an  engine  or  train  from  the  Pontypridd 
north  curve  on  to  the  up  main  road,  the  home  and 
distant  signals  to  the  up  main  road  and  to  the  down 
main  road  must  all  be  set  at  danger. 

20.  Whenever  and  so  long  as  the  signals  are  altered 
for  a  down  main  road  engine  or  train  to  pass  this 
junction,  the  home  and  distant  signals  to  engines  and 
trains  intending  to  proceed  on  to  the  Pontypridd 
north  curve  must  all  be  set  at  danger. 

21.  Whenever  and  so  long  as  the  signab  are  altered 
to  pass  an  engine  or  train  from  the  down  main  road 
on  to  the  Pontypridd  north  curve,  the  down  main  road 
home  and  distant  signals  must  all  be  set  at  danger. 

22.  The  home-signals  at  this  junction  must  be  kept 
at  danger,  and  may  only  be  altered  to  caution  to  pass 
an  engine  or  train  on  a  clear  road.  Before  altering  a 
signal  the  signalman  must,  by  careful  examination, 
satisfy  himself  that  everything  is  safe  and  clear  for  the 
passing  of  the  approaching  engine  or  train. 

23.  Whenever  and  so  long  as  the  up  home-signals 
to  Coke  Ovens  sidings  show  danger,  the  up  home 
signals  at  Bhondda  cutting  junction  must  cdl  show 
danger.  If  necessary,  the  junction  up  distant-signals 
upon  the  main  road  as  well  as  upon  the  Pontypridd 
north  cui*ve  must  also  show  danger. 

21.  So  soon  as  every  engine  or  train  has  passed  a 
distant  signal,  that  signal  must  be  set  at  danger,  and 
must  remain  so  set  until  that  main  road  be  again  dear 
to  beyond  the  home-signals. 


25.  Whenever  there  is  or  is  about  to  be  any  obstruc- 
tion on  either  main  road  between  the  distant-signal 
and  home-signal,  the  distant-signcUs  to  the  road  ob- 
structed or  about  to  be  obstructed  must  be  set  cU 
danger,  and  must  remain  so  set  until  that  the  main  road 
or  roads  be  again  dear  to  beyond  the  home-signals. 

26.  Hand  signals  only  may  be  shown  to  engines  and 
trains  shunting  into  or  from  any  siding  or  sidings,  or 
from  one  main  road  to  another  main  road,  in  every 
such  instance  the  distant-signals  to  the  road  abotU  to 
be  obstructed  must  be  set  at  danger  until  that  the  main 
road  be  again  clear. 

27.  By  day,  the  green  hand-flag  held  steadily 
denotes  caution ;  the  red  hand-flag  held  steadily  sig- 
nifies danger ;  if  moved  up  or  down  or  violently  the 
red  flag  signifies  great  danger. 

28.  The  signalmen  must  very  frequently  observe 
the  signals  fixed  to  indicate  the  position  of  each  facing 
points.  They  must  see  that  it  gives  a  clear  and  distinct 
signal  as  to  which  line  the  points  are  set  for,  and  that 
it  worhs  true  with  the  points. 

29.  Tne  signalmen  and  all  officers  and  servants  of 
the  Company  are  required  to  use  eveiy  exertion  to 
maintain  the  safe,  uninterrupted  passage  of  all  engines 
and  trains,  whether  on  the  main  roads,  or  passing  on  to 
or  from  the  Pontypridd  north  curve,  or  on  to  or  from 
the  Coke  Ovens  sidings. 

30.  As  there  is  a  very  great  amount  of  shunting  at, 
into,  and  fi'om  the  lower  junction  of  the  Coke  Ovens 
sidings,  close  to  the  Rhondda  cutting  junction,  it  is 
particularly  required  of  the  signalman  at  the  Bhondda 
cutting  junction,  as  well  as  at  the  lower  junction 
of  the  Coke  Ovens  sidings,  that  they  be  most 
careful  in  signalling  engines  and  trains,  as  wrong  or 
imperfect  signals  may  result  in  serious  accident. 
These  signalmen  are  required  frequently  and  carefully 
to  examine  the  working  condition  of  the  points,  cross- 
ings, signals,  levers,  and  other  apparatus  for  working 
the  signals.  Every  defect  must  at  once  be  reported 
to  the  engineer  and  traffic  manager. 

31.  All  other  rules  for  conducting  and  working  the 
traffic  at  this  junction  are  to  be  strictly  observed. 


32.  Every  neglect  or  disobedience  of  these  r^ula- 
tions,  and  every  act  of  insubordination,  is  to  be  in- 
stantly reported.  If  considered  necessary,  the  inves- 
tigation of  the  case  and  punishment  of  every  offence  is 
to  be  subject  to  the  provisions  of  the  5Ui  and  6th 
Victoria,  cap.  55,  or  to  such  other  Act  as  may  be 
considered  most  applicable  to  the  offence. 

Edwin  E.  Page, 
Cardiff,  October  19th,  1872.  Traffic  Manager. 


Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  16th  November  1878, 
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LONDON: 

PBINTED  BY  GEOBGE  EDWABD  EYBE  AND  WILLIAM  SPOTTISWOODE, 

PRDJTBBS  TO  THE  QUEEN'S  MOST  EXCELLENT  MAJESTT. 

FOR  HER  MAJESTY'S  STATIONERY  OFFICE. 
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Summary  of  Accidents  and  Casualties  which  have  been  reported 
to  the  Board  of  Trade  as  having  occurred  upon  the  Railways  in 
the  United  Kingdom,  during  the  months  of  January,  February, 
and  March  1879. 


L — Accidents  to  Trains,  Rolling-Stock,  Permanent- Way,  &c. 

Accidents  to  trains,  rolling-stock,  permanent-way,  &c.  caused  injury  to  126  persons, 
viz.  :— 


EiUed. 


Injured. 


ServaDts  of  companies 


Total 


98 
28 


126 


During  the  three  months  there  were  reported  8  collisions  between  passenger-trains 
or  parts  of  passenger- trains,  by  which  18  passengers  and  1  servant  were  injured;  23 
collisions  between  passenger-trains  and  goods  or  mineral-trains,  engines,  &c,,  by  which 
69  passengers  and  13  servants  were  injured;  10  collisions  between  goods- trains  or  parts 
of  goods-trains,  by  which  12  servants  were  injured  ;  22  cases  of  passenger-trains  or  parts 
of  passenger- trains  leaving  the  rails,  by  which  4  passengers  were  injured ;  2  cases  of 
trains  running  into  stations  or  sidings  at  too  high  a  speed,  by  which  5  passengers  were 
injured;  327  failures  of  tyres,  1  servant  being  injured;  98  failures  of  axles,  2  passengers 
being  injured;  and  1,187  broken  rails,  1  servant  being  injured. 

Of  other  casualties,  in  which  no  personal  injury  was  inflicted,  there  were  2  cases  of 
goods-tmins  or  parts  of  goods-trains,  engines,  &c.  leaving  the  rails;  1  case  of  a 
passenger^train  travelling  in  the  wrong  direction  through  points;  23  cases  of  trains 
running  over  cattle  or  other  obstructions  on  the  line ;  19  cases  of  trains  running  through 
gates  at  level-crossings;  3  cases  of  failure  of  machinery,  springs,  &c.  of  engines; 
11  failures  of  wheels;  4  failures  of  couplings;  1  failure  of  a  bridge;  6  slips  in  cuttings 
or  embankments ;  and  1  other  accident. 

Of  the  327  tyres  which  failed,  22  were  engine-tyres,  8  were  tender-tyres,  1  was  a 
carriage-tyre,  11  were  van-tyres,  and  285  were  wagon-tyres;  of  the  wagons,  207 
belonged  to  owners  other  than  the  railway  companies ;  229  tyres  were  made  of  iron, 
and  94  of  steel,  while  the  material  of  4  was  not  stated ;  21  of  the  tyres  were  fastened 
to  their  wheels  by  Gibson's  patent  method,  10  by  Beattie's  patent,  and  1  by  Mansell^s 
patent,  all  of  which  remained  on  their  wheels  when  they  failed ;  292  tyres  were  fastened 
to  their  wheels  by  bolts  or  rivets,  of  which  6  left  their  wheels  when  they  failed ;  3  tyres 
were  secured  to  their  wheels  by  various  other  methods ;  74  tyres  broke  at  rivet-holes, 
97  in  the  solid,  5  at  the  weld,  and  151  split  longitudinally  or  bulged. 

Of  the  98  axles  which  failed,  43  were  engine-axles,  viz.,  36  crank  or  driving,  and 
7  leading  or  trailing ;  1  was  a  tender-axle,  1  was  a  carriage-axle,  52  were  wagon-axles, 
and  I  was  an  axle  of  a  salt-van.  20  wagons  and  the  salt-van  belonged  to  owners  other 
than  the  railway  companies.  Of  the  36  crank  or  driving-axles,  24  Mere  made  of  iron, 
and  12  of  steel.  The  average  mileage  of  21  iron  axles  was  193,999  miles,  and  of 
10  steel  axles  168,472  miles. 

Of  the  1,187  rails  which  broke,  1,121  were  double-headed,  54  were  single-headed, 
3  were  of  the  bridge  pattern,  and  8  were  of  Vignoles'  section,  whilst  the  section  of  1  was 
not  stated;  of  the  double-headed  rails,  726  had  been  turned;  1,092  rails  were  made  of 
iron,  and  95  of  steel. 
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II. — Accidents  to  Passengers  from  Causes  other  than  Accidents  to  Trains, 
Rolung-Stock,  Permanent  -  Way,  &c.,  including  Accidents  from  their 
own  want  of  Caution,  or  Misconduct;  Accidents  to  Persons  passing  over 
Level-Crossings;  Trespassers;  and  Others. 

Of  the  114  persons  killed  and  155  injured  in  this  division,  20  of  the  killed  and  114  of 
the  injured  were  passengers.  Of  the  latter,  5  were  killed  and  12  injured  by  falling  between 
carriages  and  platforms ;  I  was  killed  and  82  were  injured  hy  falling  on  to  platforms, 
ballast,  &c.,  when  getting  into  or  alighting  from  trains;  5  were  killed  and  2  injured 
whilst  passing  over  the  line  at  stations;  7  were  injured  by  the  closing  of  carriage- 
doors  ;  4  were  killed  and  7  injured  by  falling  out  of  carriages  during  the  travelling  of 
trains ;  and  5  were  killed  and  4  injured  from  other  causes.  16  persons  were  killed  and 
8  injured  whilst  passing  over  railways  at  level-crossings,  viz.,  10  killed  and  8  injured  at 
public  level-crossmgs,  5  killed  at  occupation  crossings,  and  I  killed  at  a  foot-crossing. 
68  persons  were  killed  and  20  injured  when  trespassing  on  the  railways;  6  persons 
committed  suicide  on  railways ;  and  of  other  persons  not  specifically  classed,  but 
mostly  private  people  having  business  on  the  Companies*  premises,  4  were  killed  and 
13  injured. 


Til. — Accidents  to  Servants  in  the  Employ  of  Railway  Companies  or  Contractors, 

CAUSED    BY    THE    TRAVELLING    OF    TrAINS    OR    THE    MoVEMENT    OF   VEHICLES    USED 
EXCLUSIVELY  UPON   RAILWAYS. 

During  the  three  months  there  were  105  servants  of  companies  or  contractors  reported 
as  having  been  killed  and  433  injured,  in  addition  to  those  included  in  Division  I.* 
Of  these  5  were  killed  and  76  injured  whilst  coupling  or  uncouplmg  vehicles ;  I  was 
killed  and  10  were  injured  by  coming  in  contact,  whilst  riding  on  vehicles  during 
shunting,  with  other  vehicles,  &c.,  standing  on  adjacent  lines ;  14  were  injured  whilst 
passing  over  or  standing  upon  buffers  during  shunting;  3  were  killed  and  60  injured 
m  getting  on  or  off,  or  by  falling  oflF  engines,  wagons,  &c.  during  shunting;  1  was 
killed  and  18  were  injured  whilst  breaking,  spragging,  or  chocking  wheels ;  1  was  killed 
and  10  were  injured  whilst  attending  to  ground  points,  marshalling  trains,  &c. ;  1  was 
killed  and  26  were  injured  whilst  moving  vehicles  by  capstans,  turn-tables,  props,  &c., 
during  shunting,  and  3  were  killed  and  41  injured  by  various  other  accidents  during 
shuntmg  operations  ;  2  were  killed  and  2  injured  by  falling  oflF  engines,  &c.,  during  the 
travelling  of  trains ;  1  was  killed  and  5  were  injured  by  coming  in  contact  with  over- 
bridges  or  erections  on  the  sides  of  the  line  during  the  travelling  of  trains ;  3  were 
killed  and  10  injured  whilst  getting  on  or  off  engines,  vans,  &c.  during  the  travelling  of 
trains;  1  was  killed  and  11  were  injured  whilst  attending  to,  or  by  the  failure  of, 
machinery,  &c.  of  engines  in  steam ;  22  were  killed  and  42  injured  whilst  working  on  the 

!)ermanent-way,  sidings,  &c. ;  I  was  killed  and  1  injured  whilst  attending  to  gates  at 
evel-crossings ;  39  were  killed  and  46  injured  whilst  walking,  crossing,  or  standing  on 
the  line  on  duty;  6  were  killed  and  23  injured  by  being  caught  between  vehicles;  8  were 
killed  and  21  injured  by  falling  or  being  caught  between  trains  and  platforms ;  5  were 
killed  and  11  injured  whilst  walking,  &c.  on  the  line  on  the  way  home  or  to  work; 
and  2  were  killed  and  6  injured  from  various  other  causes. 

Altogether,  the  numbers  of  persons  killed  and  injured  on  railways  in  the  United 
Kingdom  in  the  course  of  public  traffic,  during  the  months  of  January,  February,  and 
March  1879,  as  reported  to  the  Board  of  Trade,  were  as  follows : — 


KiUed. 

Injured. 

98 

20 

114 

B 

28 

105 

438 

16 

8 

74 

20 

4 

13 

219 

714 

irs: 

From  accidents  to  trains,  rolling-stock,  permanent-way,  &c. 

By  accidents  from  other  causes  -  -  ,. 

Servants  of  companies  or  contractors : 

From  accidents  to  trains,  rolling  stock,  permanent-way,  &c. 

By  accidents  from  other  causes  -  .  . 

Persons  passing  over  railways  at  level-crossings    - 
Trespassers  (including  suicides)        -         -  - 

Other  persons  not  coming  in  above  classification 

Total  •  .  •  - 


*  For  a  dassification  of  the  ii:\juries,  see  Table  No.  6. 
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Note. — In  addition  to  the  above,  the  Railway  Companies  have  reported  to  the  Board  of 
Trade,  in  pursuance  of  the  6th  Section  of  the  Regulation  of  Railways  Act,  1871,  the 
following  accidents  which  occurred  upon  their  premises,  but  in  which  the  movement  of 
vehicles  used  exclusively  upon  railways  was  not  concerned,  namely: — 18  passengers 
injured  whilst  ascending  or  descending  steps  at  stations ;  8  injured  by  being  struck 
by  barrows,  falling  over  packages,  &c.  on  station  platforms;  6  injured  by  falling  off 
platforms ;  and  I  killed  and  10  injured  from  other  causes.  Of  servants  of  companies  or 
contractors  101  were  injured  whilst  loading,  unloading,  or  sheeting  wagons;  28  were 
injured  whilst  moving  or  carrying  goods  in  warehouses,  &c, ;  3  were  killed  and  34  injured 
whilst  working  at  cranes  or  capstans  ;  1  was  killed  and  21  were  injured  by  the  falling  of 
wagon-doors,  lamps,  bales  of  goods,  &c. ;  78  were  injured  by  falling  off,  or  when  getting 
on  or  off,  stationary  engines  or  vehicles;  1  was  killed  and  39  were  injured  by  falling 
off  platforms,  ladders,  scaffolds,  &c,;  1  was  killed  and  32  were  injured  by  stumbling 
whilst  walking  on  the  line  or  platforms ;  17  were  injured  whilst  attending  to  stationary 
engines  in  sheds ;  6  were  injured  by  being  trampled  on  or  kicked  by  horses ;  3  were 
killed  and  39  injured  whilst  working  on  the  line  or  in  sidings ;  and  26  were  injured  from 
various  other  causes.  1  person  who  was  transacting  business  on  the  companies'  premises 
was  also  killed  and  18  others  were  injured,  making  a  total  in  this  class  of  accidents  of 
11  persons  killed  and  481  injured. 

Thus  the  total  numbers  of  personal  accidents  reported  to  the  Board  of  Trade  bj' 
the  several  railway  companies  during  the  three  months  amount  to  230  persons  killed 
and  1,195  injured. 
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TABLE  No,  I- 


GENERAL  TOTAL, 


Number  of  Persons  reported,  during  the  Months  of  Jannary,  February,  and  March  1879,  as  Killed  or  Injured  on  the 
Railways  of  the  United  Kingdom,  distinguishing  between  Passengers,  Servants  of  the  Companies  or  of  Con- 
tractors, and  Other  Persons  ;  and  distinguishing  also  in  the  case  of  the  Two  former  Classes  between  Accidents 
caused  by  Accidents  to  Trains,  Roxj.ing-Stock,  Perhanbnt-Way,  &c.,  and  Accidents  happening  otherwise. 


EkOLAKD  AMD 

Walbs. 

SOOTLAim. 

iRBLiND. 

UnITBD  KiNODOlf . 

Killed. 

Ix^nrecL 

Killed. 

Ii^jured. 

KiUed. 

Ixgared. 

Killed. 

Iqjared. 

Passengers  :— - 

From  accidents  to  trains,  rolling- 
stock,  permanent-way,  &c 

- 

90 

- 

8 

- 

- 

- 

98 

By  accidents  from  other  causes, 
including  accidents  from  their 
own  want  of  caution,  or  mis- 
conduct          -            .            - 

17 

113 

3 

1 

- 

- 

20 

114 

Servants  :— 

From  accidents  to  trains,  rolling- 
stock,  permanent-way,  &c 

- 

21 

- 

7 

- 

- 

- 

28 

By  accidents  from  other  causes, 
including  accidents  from  their 
own  want  of  caution,  or  mis- 
conduct          .     .       - 

80 

372 

21 

59 

4 

2 

105 

433 

Other  Persons  :— 

Whilst  passing  over  railways  at 
level-crossings 

16 

6 

- 

- 

- 

2 

16 

8 

Trespassers           -           -         - 

47 

16 

15 

3 

6 

1 

68 

20 

Suicides-           ... 

4 

- 

1 

- 

1 

- 

6 

- 

Miscellaneous,   not   included    in 
either  of  the  above 

4 

9 

- 

3 

- 

1 

4 

13 

Total 

168 

627 

40 

81 

11 

6 

219 

714 

N.B. — ^The  Board  of  Trade  state  the  cause  of  accident  as  returned  by  the  Companies,  but  do  not  guarantee  or 
Otherwise  adopt  the  statement,  except  in  cases  where  an  official  inquiry  has  been  held. 


A  4 
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TABLE  No.  2. 

KOMBBB  of  PKB80N8  repor««d,  during  the  Monihfl  of  January,  February,  and  March  1879,  as  KnjjtD  or  LfJCHBP  io 
the  UsiTED  Kingdom  by  the  Travei,lino  of  Traims  or  the  Motbmbmt  of  ViSHiOMts  used  exclusively  upon 
EaUways  distinguishing  between  Passbngees,  Sebvasts  of  Bailttat  Cokpawm,  and  Oxhbb  Pewons,  and 
classifying  as  fitr  as  practicable  the  Nature  and  Causes  of  the  Accidents  occasioning  the  Death  or  Injury. 


EmOLABB  AND 

Sootlabd. 

Ibelabd. 

XJbitbd  Kibodox. 

Walbs. 

• 

Killed. 

Injured. 

Killed, 

Injured. 

Killed. 

Loured. 

Killed. 

Ii^juied. 

Pabbbwobbb:— 

From  accidents  to  trains,  &c^  »ee  Table 

90 

8 

98 

^o.S.            -           -  .        -       ,  r 

"* 

From  falling  between  trains  and  plat- 

3 

11 

2 

1 

^ 

. 

5 

12 

forms             -           "           •           ■ 

From  falling  on  to  the  platform,  ballast, 

1 
5 

AQ 

_ 

^ 

1 

82 

&c.  when  getting  into  or  oat  of  trwns- 
Whilst  crossing  the  line  at  stations 

2 

7 

- 

- 

- 

- 

5 

2 

7 

By  the  closing  of  carriage  doors    -        - 
From  fiOling  oat  of  carriages  dnnng  the 

3 
5 

f 

7 

1 

^ 

4 

7 

travelling  of  trains      - 

4 

^ 

«, 

5 

4 

By  other  accidents      -           -             - 

Total  -           -           - 

17 

203 

3 

9 

- 

- 

20 

212 

Sbbvamts  :— 

From  accidents  to  trains,  &c.,  see  Table 

21 

7 

28 

Whilst  coupling  or  nnconplmg  vehicles  - 

3 

67 

2 

9 

- 

- 

5 

76 

By  coming  in  contact  whilst  riding  on 

vehicles  during  shunting  with  other 

10 

1 

10 

vehicles,  &c.  stancUng  on  adjacent  hues 

1 

Whilst  passing  over  or  standing  upon 

10 

4 

_ 

_ 

14 

buffers  during  shunting     ,^.     -  ^      " 

"" 

When  getting  on  or  off  or  falling  off  en- 

2 

40 

1 

19 

- 

1 

3 

60 

Whilst  breaking,  spragging,  or  chockmg 

1 

1A 

2 

^^ 

„ 

1 

18 

wheels            -            -     ,      .- 

lO 

WhiUt  attending  to  ground-pomts,  mar- 

Q 

1 

2 

^ 

^^ 

1 

10 

shalling  trains,  &c.        -       ,    - 

"" 

O 

Whilst   moving   vehicles   by  capstans, 

OK 

\ 

\ 

96 

turntables,  props,  &c.,  during  shuntmg 

1 

25 

By  other  accidents  during  shunting  opera- 

37 

1 

4 

8 

41 

tions,  not  included  in  the  precedmg    - 

2 

From  falling  off  engines,  &c.,  durmg  the 

2 

1 

1 

^^ 

2 

2 

travelling  of  trains        -            -         - 

L 

By  coming  in  contact  with  over-bndges 
or  erections  on  the  sides  of  tiie  line, 

Q 

1 

5 

during  the  travelling  of  trains    - 

I 

3 

" 

Ji 

When  getting  on  or  off  engines,  vans, 
&c.,  during  the  travelling  of  teains     - 

3 

9 

- 

1 

- 

- 

8 

10 

Whilst  attending  to,  or  by  the  ^dure  of 

11 

^ 

1 

11 

machinery,  &c.  of  engines  in  steam     - 

1 

Whilst  working  on  the  permanent^way, 

18 
1 

Aft 

4 

4 

_^ 

^ 

22 

42 

sidings,  &c.        -           •            "        " 
Whilst   attending    to    gates   at   level- 

1 

1 

1 

crossings        -        .   -        ^  "  _. 
Whilst  walking,  crossing,  or  standmg  on 

31 
4 

40 

8 

6 

39 

46 

tiie  line  on  duty             -             - 
From  being  caught  between  vehicles      - 

20 

2 

3 

- 

- 

6 

23 

From  falling  or  being  caught  between 

1 

1 

■8 

21 

trains  and  platforms,  walls,  &c 

6 

21 

Whilst  walkujg,  &c,  along  the  line  on 

9 
5 

1 

I 

8 

1 

5 

11 

the  way  home  or  to  work 

I 
2 

2 

6 

Miscellaneous     .           -           -           - 

Total      -           -*       - 

80 

393 

21 

66 

4 

2 

105 

461 

OthbbPbksons:— 

Whilst  passing  over  railways  at  level 

16 

6 

^, 

^ 

2 

16 

8 

crossings           .           -           -         - 

47 

16 

15 

8 

6 

1 

68 

20 

Trespassers        -           •            -           - 

4 

1 

«. 

1 

- 

6 

- 

Suicides     -            -            -            "        " 

4 

9 

3 

M 

1 

4 

18 

Miscellaneous    -           -           -           - 

Total     -           -       - 

71 

31 

16 

6 

7 

4 

94 

41 

SUMMAltT  :— 

Passengers             -           -           -        " 
Servants            -           *            -           - 

17 
80 
71 

203 

393 

31 

3 

21 
16 

9 

66 

6 

4 
7 

2 

4 

20 

105 

94 

212 

461 

41 

Other  persons        -                       -        • 

Total  all  Classes 

168 

627 

40 

81 

11 

6 

219 

714 
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TABLE  No.  3. 


AcciDBNTS  to  Trains,  Rolling  Stock,  Fermanbnt  Wat,  &c,  reported,  daring  the  Months  of  January,  February,  and  March 
1879,  as  having  occurred  on  the  Railways  in  the  United  Kingdom,  distinguishing  the  different  Classes  of  Accident,  and 
the  Number  of  Passengers  and  others,  and  of  Servants  of  Railway  Companies,  Jelled  or  Injured  in  each  Class  of  Accident. 


NUKBSB  OV  GiLBBB. 


Eng- 
land 
and 

Wales. 


Soot- 
land. 


Ire- 


United 
King- 
dom. 


NUMBBS  OV  PA8BBNOBS8  AKD  OTHBBB. 


England 
andWalee. 


KiUfld. 


In 
jnred. 


EUlled. 


Sootland. 


In- 
jured. 


Ireland. 


KUtod. 


In- 
Jnrad. 


Killed. 


United 
Kingdom. 


In- 
jured. 


Killed. 


NUMBBB  OP  SBXYAVTS. 


Englaud 
and  Wales. 


In- 
jured. 


Killed. 


Sootland. 


In- 


KOled. 


Ireland. 


Jored. 


United 
Kingdom. 


Killed. 


In- 
jured. 


Collisions  between  passenger 
trains  or  parts  of  passenger 
trains  -  -  - 

Collisions  between  passenger 
trains  and  goods  or  minml 
trains,  engines,  and  vehicles 
standing  ronl  of  the  line 

Collisions  between  goods  trains 
or  parts  of  goods  trains 

Trains  coming  in  contact  with 
projections  firom  other  trains 
travelling  on  parallel  lines  - 

Passenger  trains  or  parts  of 
passenger  trains  leaving  the 
rails  .        -  -  - 

Goods  trains  or  parts  of  goods 
trains,  engines,  &c.  leaving 
the  rails       .  .  - 


Trains  or  engines  travelling  in 
the  wrong  direction  through 
points  -  -  - 

Trains  running  into  stations 
or  sidings  at  too  high  a 
speed  -  -  - 

Trains  running  over  cattle  or 
other  obstructions  on  the  line 

Trains  runnmg  through  gates 
at  level-crossings 

The  bursting  of  boilers  or 
tubes,  &c  of  engines 

The  £ulure  of  machfaiery, 
springs,  &c.  of  engines 

The  flulure  of  tyres     - 

„         „       wheels 

„         „       break  apparatus 

„         ;,        couplings 

„         „       ropes    used    in 
workingindines 

^         „       tunnels,  bridges, 
viaducts,  culverts,  tec 

Broken  rails    -  -  - 

The  flooding  of  portions  of 
pennanent-way 

Slips  in  cuttings  or  embank- 
ments -  -         - 

Fire  in  trains  -  -  • 


17 


11 


20 


18 


3 

293 

11 

67 


31 


Fire  at  stations,  or  involving 
ii^ory  to  bridges  or  viaducts 

Other  accidents 


191 


28 


23 

10 


18 


62 


22 


23 


19 


3 

327 

11 

98 


1 
995 


1 
1,187 


Total 


90 


18 


69 


98 


21 


13 
12 


28 


K188. 
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TABLE  No.  4. 

AccmENTS  to  Teaihb,  Rolling  Stock,  Pebkanent  Wat,  &c.  on  the  Bailwats  in  the  Dmitxd  Kinsdom,  reported 

Railways  on  which  the  same  have  occorred,  and  the  Number  of  Passengers  and  others,  and 


NAMM  OF  COMPANY. 

Col- 
lisions 

between 
pas- 
senger 
trams 

or  parts 
of  pas- 
senger 
trams. 

Col- 
lisions 
between 

pas- 
sexui;er 
trains, 

and 
goods 

or 
mineral 
trains. 

Col- 
liflions 
between 

trains 
or  parts 
of  goods 

trains. 

Trains 

in 
contact 
with  pro- 
jections 
from 
other 
trains 
travel- 
ling on 
parallel 
Mines. 

Pas- 
senger 
trains 

or  parts 
of  pas- 
senger 
trains 
leaving 

theraib. 

Goods 
trains  or 
parts  of 
goods 
trains, 
enagies. 

Icaviiig 

the 

irails. 

Trains  or 
engines 
travel- 
ling m 

wrong 
direction 
through 

pohits. 

Trains 
running 

into 
stations 

or 
sidings 
at  too 
higha 
speed. 

Trains 
running 
over 
cattle 
or  other 
obstruc- 
tions on 
thelme. 

Trains 
running 
through 
gates  at 
level- 
cross- 
ings. 

The 
bursting 

of 
boilers 
or  tubes, 

&o.of 
engines. 

The 
faUunj 
of  ma- 
chinery, 

"^ 

engines. 

The 
foUure 
of  tyres. 

ENGLAND  and  WALES. 

Aylesbury  and  Buckingham 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

Brecon  and  Merthyr  Tydfll 
Junction 

- 

- 

- 

- 

- 

2 

- 

- 

- 

- 

- 

- 

- 

Cambrian    -           -  ^ 

- 

- 

- 

^ 

- 

- 

- 

- 

- 

- 

- 

1 

•- 

Cheshire  Lines 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

Cornwall    - 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

_ 

2 

Festiniog 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

" 

- 

Fumess      -        •   - 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Great  Eastern 

1 

1 

1 

- 

- 

- 

- 

- 

8 

13 

- 

- 

• 

Great  Northern 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Great  Western 

- 

1 

1 

- 

1 

- 

- 

- 

2 

3 

- 

- 

21 

Lancashire  and  Torkshire  - 

1 

- 

3 

- 

8 

- 

- 

- 

2 

1 

- 

- 

Lancashire    and  Torksbire 
and    Lancashire    Union 
Joint       -           -            - 

^ 

1 

^ 

. 

. 

- 

- 

- 

- 

« 

- 

- 

- 

London  and  North-Western 

- 

9 

- 

- 

1 

- 

- 

1 

1 

- 

- 

- 

28 

London  and  South-Westem 

- 

1 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

London,  Brighton,  and  South 
Coast      - 

- 

I* 

1 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

London,      Chatham,      and 
Dover     .            -           - 

1 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

1 

Macclesfield  Committee 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

Kanchester,    Sheffield    and 
Lincdnshire 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

3 

Manchester,  South  Junction, 
yiwi  Altrincham  • 

- 

- 

- 

- 

1 

• 

- 

'      - 

- 

- 

- 

- 

Maryport  and  Carlisle 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

MetropoUtan           - 

- 

1 

;    - 

- 

^ 

» 

- 

- 

- 

- 

- 

- 

— 

MetropoUtan  District 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

•" 

Midland      •           *           - 

1 

•    - 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

4 

Monmouthshire 

- 

- 

1 

-     • 

- 

- 

- 

- 

6 

1 

- 

- 

- 

North-Eastem 

1 

1 

- 

- 

- 

- 

- 

- 

6 

- 

- 

- 

2 

North  Lon4on 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

North  Staffordshire 

- 

- 

- 

- 

- 

- 

- 

- 

-     * 

- 

- 

- 

10 

North  Union 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Potteries,  Shrewsbury,  and 
North  Wales 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Bhymney 

- 

1 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Severn   and  Wye  Bailway 
and  Canal 

- 

- 

- 

.      - 

- 

- 

- 

- 

1 

- 

- 

- 

- 

South-Eastem 

- 

_♦ 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

1 

Private  Owners 

- 

- 

- 

- 

— 

"" 

— 

"" 

— 

"" 

« --■> 

207 

Total  Enqlakb  aivdI 

WAMB8 

8 

17 

8 

- 

11 

2 

- 

2 

2^igi 

iza<i  by 

Co 

ogl 

^^293 

'  Uiete  p«8sengen  and  fiye  servants  were  injured  in  a  oollisi<m  between  a  passenger  train  and  a  pilot-engine,  both  belonging  to  the  South-Eastem 
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Rolling  Stocky  Permanent  Way,  SBC^-eondnued. 


The 
Ikilure 

of 
wheels. 

The 
fkilure 
of  axles. 

The 

fkUure 

of  break 

apiMi- 

ratus. 

The 
fkiluro 
of  coup- 
lings. 

The 
failure 

useoS 
working 
indines. 

The 
fulare 

of 
tunnels, 
bridm 
viadwjts, 

or 
culverts. 

Broken 
rails. 

The 
flooding 

of 
portions 
of  per- 
manent 
way. 

1 

or 
embank- 
ments. ' 

Fire  in 
trains. 

Firoat 
stations, 

or  in- 
volving 
iniuiyto 

Other 
acci- 
dents. 

Bf  umber 

of  Passengers 

and  others. 

1 

Number 
cfSorvaiUs. 

Total 
all  Classes. 

1   duots. 

1 

1 

KUled. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jmwd. 

- 

15 
5 

2 
3 

3 

_. 

- 

- 

1 

123 
3 

2 

867 

- 

- 

- 

- 

- 

1 
7 

- 

3 

4 

- 

4 

11 

- 

28 

- 

- 

- 

1 

995 

- 

- 

- 

- 

- 

- 

8 

- 

7 

- 

15 

- 

3 

- 

2 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 
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Table  No.  &- 

-Niimber  of  Servants  r^orted 

D  Am  01  CO«PAHT. 

From  aoci- 

denUto 

trains,  Ac 

iSM  Table 

No.  4. 

Whilst 
ooupUniror 
nnooupUng 

B7  coming 
in  contact 

whilst 

riding  on 

Tchioles 

during 

shuntinff 

with  other 

vehides,fto. 

standing 

on  adjacent 

lines. 

Whilst 
passing 
orer,  or 
standing 

buffers 

during 

shunting. 

When 
getting  on 
or  off,  or 
falling  off, 
engines, 

Acduring 
shunting. 

Whilst 
breaking, 

orchockinc 
wheels. 

Whttst 
to  ground- 

m<OTb«llHng 

trains,  ftc 

Whilht 

capstans, 
turn-tables, 

shunting. 

By  other 
accidents 
during 
■hunting 
operatioDs 
noiindnded 

in  the 
preceding. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed. 

In- 
jured. 

Killed. 

In- 
jured. 

Kffled. 

In- 
jured. 

Killed. 

In- 
jured. 

Killed. 

In- 

SCOTLAND. 

Caledonian     -           -           -           - 
Dundee  (Bast)  Joint  Station    - 
Glasgow  and  Paisley  Joint 
Glasgow  and  Sonth-Westem 
North  Bntish      -           -           .        . 
Sutherland's,  Dnke  of 

- 

8 

4 

1 
1 

7 

- 

- 

- 

4 

1 

4 

S 

13 

- 

S 

1 

S 

- 

1 

1 

1 
- 
1 

2 

Total,  Sootlakd 

- 

7 

S 

9 

- 

- 

- 

4 

1 

19 

2 

1   ' 

2 

- 

1 

1 

4 

IBBTiAND. 

^Ifast  and  Northern  Counties  - 
4reat  Southern  and  Western     - 
Midland  Great  Western 
Waterfbrd  and  limerick 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

ToTAi.,  Ibslaud 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

Total,  Unitbd  Kihodom 

- 
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as  Killed  or  Injured,  Ac — etmHnued. 
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fhUingofl 

Ac!!during 

the  travef 

ling  of 

toilns. 

Byooming 
in  contact 
with  over- 
bridges  or 

on  the  sides 
of  the  line, 
daring  ttie 
traTeOing 
of  trains. 

1       When 
gettingon 

or  oft 
engines, 
▼ans,ftc 
durlnffthe 
travelling 
of  trains. 

Whilst 

attending 

toporl^rthe 

fkOlureof, 

maohineiT, 

Ac,  of 
^ngin^Mi  in 

Whilst 
working  on 

the 
permanent 

Whilst 
attending 

crossings. 

Whilst 

walking, 

crossing,  or 

standing  on 

the  hue 

on  duty. 

From 

can^t 
betf^ 
vehicles. 

From 

fUlingor 

be% 

caugSt 

between 

trains  and 

pUtlbrms, 

walls,  Ac 

Whilst 
walking.  Ac., 
on  the  line 
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way  home  or 

to  work. 

Mis- 

TOTIK. 

Killed. 

In- 
JQied. 

Killed. 

In- 
jured. 

Killed. 

In- 
jnrod. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

KiDed. 

In. 
hired. 

Killed. 

In- 
Jured. 

KiUed. 

In- 
jured. 

KiUed. 

In- 
lured. 

Knied. 

In- 
lured. 

Killed. 

In- 
lured. 

KiUed. 

In- 
jured. 

- 

1 

- 
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1 

- 

1 

- 

- 

1 
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1 
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5 
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8 

8 

S 

1 

2 

1 
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1 

1 

- 

1 

1 

- 
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6 
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1 
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Table  showing  the  different  Occupations  of  Sebtamts  of  Railway  Cohpanibs  and  Ck>NTRACTOSs  who  were  Killed  and 
Injured  during  the  Months  of  January,  February,  and  March  1879,  and  classifying  their  Injuries  as  &r  as  practicable. 


Fatal. 
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Dis- 
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tions. 
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or 
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Shaken. 
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oeUaP 
neous 

Olass  07  Sbbyiob. 

Legs 

or 
Arms. 

Feet 

or 

Hands. 

Toes 

or 
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Legs 

or 
Arms. 

Collar- 
bones 
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Legs 

or 

Arms. 

Feet 

or 

Hands. 

Body. 

Head 

Body. 

Legs 

or 

Arms. 

Feet 

or 

Hands. 

Total 
In- 
jured. 
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Carriage  of  Wag- 
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Engine-cleaners 
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Contractors'  Ser- 
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TABLE  No.  7. 

Number  of  Pbksons  reported  during  the  Months  of  January,  February,  and  March  1879,  as  having  been  Killed 
or  Injured,  whilst  upon  the  Companies*  Premises,  by  Accidents  in  which  the  Movement  of  Vehicles  used 
exclusively  upon  Railways  was  not  concerned,  distinguishing  between  Passengers,  Servants  of  Companies,  and 
pther  Persons,  and  classifying,  as  far  as  practicable,  the  Nature  and  Causes  of  the  Accidents  occasioning  the  Death 
or  Injury. 


England  and 
Walrr. 

SCOTLAKD. 

Irelakd. 

United  Einodom. 

Killed. 

Injured. 

KiUed. 

Injured. 

KiUed. 

Ii^'ured. 

Killed. 

Iqiiired. 

Passengers  : — 

Whilst  ascending  or  descending  steps  at 
stations  -            -            -            -        - 

— 

18 

— 

— 

— 

— 

— 

18 

By  being  struck  by  barrows,  by  falling  over 
packages,  &c.  on  station  platforms 

— 

8 

— 

— 

— 

— 

— 

8 

From  fidling  off  platforms  - 

— 

6 

— 

— 

— 

— 

6 

By  other  accidents          ... 

1 

10 

— 

— 

— 

— 

1 

10 

Total      -           -       - 

1 

42 

— 

— 

— 

— 

1 

42 

Servants  : — 

Whilst   loading,   unloading,  or   sheeting 
waggons  -           -            -            -        . 

96 

— 

5 

— 

— 

— 

101 

Whilst    moving    or    carrying    goods    in 
warehouses,  Ac.           -            -            - 

— 

28 

— 

— 

— 

— 

— 

28 

Whilst  working  at  cranes  or  capstans 

3 

30 

— 

4 

— 

— 

3 

34 

By  the  fsdling  of  waggon-doors,  lamps, 
bales  of  goods,  Ac.       - 

1 

20 

— 

1 

— 

— 

1 

21 

From  falling  off,  or  when*  getting  on  or 
off,  stationary  engines  or  vehicles 

— 

72 

— 

6 

— 

— 

— 

78 

From     falling    off     platforms,    ladders, 
scaffolds,  &c.  ...            - 

1 

39 

— 

— 

— 

— 

1 

39 

By  stumbling  whilst  walking  on  the  line 
or  platforms        -            -            -        - 

1 

31 

— 

1 

— 

— 

1 

32 

Whilst  attending  to  stationary  engines  in 

sheds  -            -            -            -            - 

— 

17 

— 

— 

— 

•— " 

""" 

17 

By  being  trampled  on  or  kicked  by  horses 

— 

5 

— 

— 

— 

1 

— 

6 

Whilst  working  on  the  line  or  in  sidings 

8 

39 

— 

— 

— 

— 

8 

39 

Miscellaneous         -            -            •        • 

— 

26 

— 

— 

— 

— 

— 

26 

Total  - 

9 

403 

— 

17 

— 

1 

9 

421 

Persons  on  Business  at  Stations 

1 

17 

— 

— 

— 

1 

1 

IS 

Summary  : — 

Passengers            -            -            .          . 

1 

42 

— 

— 

— 

— 

1 

42 

Servants            .            -            .              . 

9 

403 

— 

17 

— 

1 

9 

421 

Persons  on  business  at  stations 

1 

17 

— 

— 

— 

1 

1 

18 

Total  all  Classes     - 

11 

462 

— 

17 

— 

2 

11 

481 
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CALEDONIAN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  London,  S.W.,  8th  April  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  6th  ultimo,  the  result 
of  my  inquiry  into  the  causes  of  an  accident  which  occurred  on  the  4th  ultimo,  between 
Strathyre  and  Locheamhead,  on  the  Caledonian  Railway. 

In  this  case,  as  the  10.45  p.m.  mixed  passenger  and  goods  train  from  Stirling  to 
DalmaUy,  consisting  of  two  engines  and  tenders,  19  goods  waggons,  of  which  all  but 
four  were  loaded,  goods  break-van,  composite  carriage,  and  third-class  carriage  with 
break-compartment,  was  approaching  Kingshouse  station  at  about  1.16  a.m.  on  the 
4th  ultimo,  the  17  rear  vehicles  in  the  train,  including  the  two  passenger  carriages,  left 
the  rails. 

There  was  only  one  passenger  in  the  train  and  he  was  slightly  hurt.  None  of  the 
servants  of  the  Company  were  injured. 

The  two  leading  goods  waggons  which  had  left  the  rails,  the  seventh  and  eighth 
from  the  engine,  had  their  wheels,  springs,  axle-boxes,  and  horn-plates  out,  and  the 
waggon  immediately  in  front  of  the  goods  break-van  had  also  lost  its  wheels  and  had 
one  axle  broken. 

These  three  vehicles,  the  goods  break- van,  a  covered  van,  and  a  cattle  truck  which  was 
upset,  were  considerably  damaged,  and  three  other  waggons  were  slightly  damaged. 

The  passenger  carriages  were  partly  upset  against  the  bank,  the  composite  carriage 
being  much  damaged. 

The  draw-bar  and  front  couplings  of  the  10th  and  15th  waggons,  and  both  couplings 
of  the  goods  break-van,  were  broken. 

The  road  was  completely  torn  up  on  the  right-hand  side  for  a  distance  of  about 
300  yards,  and  on  the  left-hand  side  the  rails  were  out  for  about  40  yards,  and  a 
number  of  chairs  were  marked  and  chipped. 

No  rails  were  broken,  but  several  were  bent,  and  300  chairs  and  10  sleepers  had 
to  be  replaced. 

Description. 

The  line  from  Dunblane  to  Callander  and  Dalmally,  upon  which  this  accident 
happened,  has  a  single  line  of  rails  only. 

It  is  straight  for  some  distance  up  to  a  point  about  140  yards  before  arriving  at  the 
spot  where  the  fii'st  traces  of  any  vehicle  having  left  the  rails  were  found,  is  then  on 
a  40-ehain  curve  to  the  right  for  about  400  yards,  and  then  straight  past  Kingshouse 
station.     The  gradient  is  one  of  1  in  60  rising  towards  Kingshouse. 

The  permanent-way  consists  of  751b.  iron  rails,  in  24  feet  lengths,  fixed  in  281b. 
chairs,  on  half-roimd  larch  sleepers  9'  X  10"  X  6'^  with  two  spikes  to  each  chair. 
The  keys  are  of  oak,  and  the  fish-plates  are  18  inches  in  length. 

Eoidence. 

James  Liglis,  goods  guard  18  months,  states  :  On  yards.     The  traiu  was   divided  into  three   portions, 

the  3rd  inst.  I  was  guard  of  the  10.45  p.m.  mixed  The  engine   and  nine  waggons   in   front,  the   rear 

train  from  Stirling  to  Dalmally.     We  left  Stirling   at  three  off  the  rails,  then  an  interval  of  about  160  yards, 

II  p.m.,  quarter  of  an  hour  late,  with  train  consisting  then  five  waggons  all  off  the  rails,  then  an  interval 

of  two  engines  and  tenders,   19  waggons,  all  loaded  of  about  32  yards,  and  then  the  remainder  of  the 

except  four,  goods  break-van  in  which  I  was  riding,  train    all   off  the  rails.     Nearly  all   were  off  to  the 

one  composite,  and  third-class  break.     We  arrived  at  right,  all  except  my  van  and  two  waggons.     My  van 

Callander  at  11.66  p.m.,  took  on  one  waggon,  and  and  a  cattle  waggon  were  the  only  vehicles  upset,  and 

left  at  12.36,  48  minutes  late.     At  Strathyre  we  put  the  two  passenger  carriages  partially  so.     We  were 

off  one  waggon,  and  left  at  1.6  a.m.,  44  minutes  late,  running  about  20  miles  an  hour  when  the  accident 

Everything  went  all  right  until  we  were  approaching  happened.  I  had  felt  nothing  whatever  wrong  with  the 

Kingshouse,  when  I  felt  the  van  swinging  violently,  i*oad  before  the  accident  happened.     I  went  back  and 

and  I  was  knocked  over  before  I  could  get  to  the  examined  the  ground  as  well  as  I  could  in  the  dark, 

break,  which  was  almost  immediately  thrown  over  on  I  found  no  obstruction  on  the  rails,  and  no  marks  of 

its  side.    I  was  not  hurt,  and  got  out  at  once,  and  anything  being  off  above  five  or  six  yards  behind  the 

found  that  the  whole  of  the  train  was  off  the  rails,  rear  carriage.     The  ti-ain  was  double-coupled  through- 

except  the   six    leading    waggons,  which   remained  oat,  and  side  chains  on  all  vehicles  which  had  them, 

attached  to  the  engine,  and  had  run  ahead  over  300  The    draw-bars  were  broken  between  the  different 
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portions  of  the  train  and  pulled  out.  The  wheels 
were  out  from  the  7th  waggon  and  8th  waggon,-and 
also  from  the  waggon  of  stones  next  to  my  van.  The 
road  was  torn  away  right  up  to  Kingshouse.  I  heard 
a  whistle  from  the  engine  irfter  the  accident  occurred. 
My  van  is  a  12  ton  10  cwt.  van. 

Alexander  Smith,  inspector,  states:  I  was  acting 
as  guard  to  the  passenger  portion  of  the  10.45  pjn. 
mixed  train  from  Stirling  to  Dalmally  on  the  3rd 
instant.  I  was  riding  in  the  break-compartment  of 
the  rear  carriage.  On  approaching  Kingshouse  I  felt 
the  carriage  give  two  violent  swings,  first  to  the  left 
and  then  back,  which  threw  me  against  the  rear  of 
the  carriage.  It  upset  almost  immediately  on  the  right- 
hand  side.  I  was  not  hurt,  and  got  out  at  once,  and 
found  the  composite-carriage  upset  on  the  right-hand 
side  of  the  line,  and  lying  against  the  end  of  fiie  stone 
truck,  the  goods-van  being  pitched  out  on  the  left  and 
upset,  and  the  remainder  of  the  train  as  described  by 
Jnglis.  We  were  running  about  20  miles  an  hour. 
I  felt  no  jerk  at  all  before  the  swmging  of  my  carriage. 
The  road  seemed  to  be  running  smoothly  and  well. 
I  did  not  go  to  examine  it  afterwards.  The  accident 
happened  at  1.15  by  my  watch.  We  left  Strathyre 
at  1.6  by  my  watch.  The  carriages  were  not  quite 
upset,  but  pitched  up  on  their  ends  and  half  over. 
There  was  only  one  passenger  and  he  was  very 
slightly  hurt.  Inspector  McDonald  was  in  my 
van. 

Alexander  McDonald,  permanent-way  inspector, 
states  :  I  have  charge  of  the  line  from  Dunblane  to 
Dalmally.  I  had  been  over  the  line  at  the  site  of 
the  accident  about  a  week  before,  and  had  tined  the 
gauge  all  along.  Everything  was  iu  good  order.  On 
the  night  of  the  accident  I  was  riding  in  the  rear 
break-compartment.  I  felt  nothing  wrong  till  the 
carriage  gave  two  violent  oscillations,  and  almost 
immediately  pitched  over  on  its  fore-end  and  side.  I 
was  not  hui-t,  and  got  out  at  once  and  found  the  train 
as  described  by  Inglis.  I  immediately  went  back  and 
examined  the  road.  It  was  all  right  up  to  within  a 
rail  length  of  the  rear  of  the  van  where  the  whole  road 
was  slewed  two  or  three  inches  to  the  left.  This  was 
jast  newly  done.  From  this  point  up  to  Kingshouse 
every  rail  was  thrown  out.  No  raUs  were  broken. 
Nearly  300  chairs  were  broken,  and  more  chipped  ;  a 
number  of  the  sleepers  were  split  and  broken.  I 
examined  the  place  when  it  got  light.  There  were 
marks  of  wheels  running  over  the  sleepers  and  tops 
of  chfdrs  on  both  sides,  but  not  many  wheel  marks  I 
should  say,  and  those  were  principally  on  the  left. 
The  road  has  not  been  touched  this  side  of  the  acci- 
dent since.  No  keys  have  been  put  on-since.  There 
were  none  out  before  the  accident.  It  was  the  right- 
hand  rail  which  was  knocked  out  all  the  way  to  Kings- 
house  ;  the  left  rail  was  not  out  for  the  whole  distance, 
only  for  about  40  yards.  William  McGregor,  fore- 
man platelayer,  in  charge  of  that  length,  told  me  that 
he  had  walked  the  road  at  5  p.m.,  and  that  it  was  all 
right 

George  Moultrie,  goods  driver  two  montlis,  and 
fireman  eight  years,  states :  On  the  3rd  inst.  I  was 
driving  the  train  engine  of  the  10.45  p.m.  train  from 
StirHng  to  Dalmally.  We  left  Strathyre  44  minutes 
late,  at  1.6  a.m.,  and  were  running  from  18  to  20 
miles  an  hour  on  approaching  Kingshouse.  When 
about  100  yards  short  of  the  platform,  I  felt  a  sudden 
jerk  behind,  and  my  head  was  thrown  forward,  almost 
through  the  window.  I  looked  back  and  saw  the 
fire  flying  from  the  wheels  of  the  waggons ;  I  should 
think  about  eight  or  nine  waggons  back.  I  whistled 
to  the  pilot  driver  to  shut  off  steam,  and  told  my 
mate  to  put  on  the  tender-break.  He  did  so.  I  had 
shut  oS  steam  at  once.  I  didn't  reverse.  I  ran 
about  150  yards  before  stopping.  I  got  out  to  see 
what  was  wrong.  I  found  the  train  divide^  into 
three  portions,  and  lying  in  the  positions  described 
by  Inglis  in  his  evidence.  I  didn't  go  back  to  look 
at'the  road  behind  the  train.      I  hadn't   observed 


anything  wrong  with  the  road.  Of  course,  with  the 
long  frost  and  thaw,  it  has  not  been  running  quite  as  well 
as  in  fine  weather.  My  engine  is  a  6-wheel  coupled 
engine  and  4-wheeled  tender,  with  break  on  tender. 
One  block  to  each  wheel.  I  didn't  myself  see  any 
broken  axle.  I  felt  only  one  jerk,  and  nothing  more. 
It  was  a  very  wet,  nasty  night,  and  the  rails  were 
very  slippery.  The  accident  happened  at  1.15.  I 
am  certain  I  was  not  running  fast. 


Donald  Beaton,  fireman  about  three  months, 
nothing  to  add  to  his  driver's  evidence. 
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Henry  Brown,  pilot  driver,  states :  On  the  3rd  inst. 
I  was  driver  of  the  pilot  engine  of  the  10.45  p.m, 
train  from  Stirling  to  Dalmally.  We  were  running 
about  18  miles  an  hour  when  approaching  Kingshouse. 
I  didn't  know  that  anything  was  wrong  till  the  driver 
of  the  train  whistled  to  me.  I  felt  no  jerk.  We 
pulled  up  in  150  yai'ds,  or  a  little  over. 

Angus  Bums,  fireman,  has  nothing  to  add  to  (he 
driver's  evidence,  and  felt  no  jerk. 

James  Hamilton,  locomotive  foreman :   I  was   at 
Luib  on  the  night  of  the  accident,  and  was  sent  for 
at  about  4  in  the  morning.     I  got  there  at  about 
7  a.m.     I  found  that  13  waggons,  the  goods  break- 
van,  and  the  two  passenger  carriages,  were  off  the 
rails.    The  only  wheels  still  on  the  rails  were  the 
leading  wheels  of  the  10th  waggon,  which  was  the 
front  one  in  the  second  group.     The  nine   leading 
waggons  had  remained  attached  lo  the  engine,  but 
the  seventh,  eighth,  and  ninth  were  off  the  rails,  and 
the  seventh  and  eighth  had  lost  wheels,  axle-boxes, 
and  springs.     The  draw-bar  of  No.  10  waggon  had 
broken  and  remained  attached  to  No.  9.     There  was 
an  interval  of  about  160  yards  between  these  two 
waggons.     No.  10  and  the  four  next  waggons  were 
coupled  together  all  off  the  rails.     There  was  then  an 
interval  of  about  30  yards.     No.  15,  a  cattle  truck, 
was  upset  on  the  right-hand  side,  Nos.  16,  17,  and  18, 
off  the  road  on  the  right,  and  No.  19  on  the  road 
without  wheeb.    The  guard's  van  was  upset  on  the 
left-hand  side  opposite  to  No.  19  waggon.     The  two 
carriages  were  off  to  the  right  and  half- turned  over. 
The  road  was  twisted  about  60  yards  back  from  the 
rear  of    the  train  in  the  shape  of  an  S.     I  should 
think  it  was  seven  or  eight  inches  out  of  place.     I 
did  not  measure  the  distance,  nor  did  I  count  the 
number  of  rails  displaced.     I  did  not  measure  how 
much  they  were  out  of  place.     One  axle  only  in  the 
tram  was  broken,  and  that  was  one  of  the  axles  of 
the  waggon  loaded  with  stones  just  in  front  of  the 
guard's  van.     That  was  broken  about  eight  inches 
inside  the  boss  of  the  wheels.     The  axle  and  wheels 
were  lying  in  the  4-foot  way,  end  on,  and  I  cannot 
say  which  side  was  broken.    The  other  pair  of  wheels 
belonging  to  this  waggon  were  lying  just  behind  it. 
Axle-boxes,   horn-plates,   and   springs   were    carried 
away.     It  was  an  iron  axle,  but  I  did  not  know  its 
dimensions.     I  examined  the  fracture.     It  isva  new 
break  right  through.      There  is  no  flaw  whatever. 
The  iron  was  of  a  medium  quality.    The  other  two 
waggons  without  wheels,   the  seventh    and    eighth 
from  the  front,  had  lost  horn-plates,  axle-boxes,  and 
springs.     I  do  not  know  where  these  were  found. 

Mr,  Proudfoot,  superintendent  of  permanent- 
way,  states :  I  was  at  the  site  of  the  accident  at 
about  10  a.m.  I  found  the  waggons  as  described  by 
the  other  witnesses.  The  road  behind  the  rear  of 
the  train  was  quite  right  when  I  saw  it,  and  I  tried 
the  gauge,  which  tvas,  as  it  should  be,  about  quarter  of 
an  inch  slack.  Soon  afterwards  Mr.  Hamilton  told 
me  the  road  had  been  twisted.  We  went  together  to 
examine  it^  and  found  the  holes  where  the  pinch 
bars  had  been  put  in  to  shift  it  straight,  at  three  joints 
in  rear  of  the  train.  The  third  joint  hadn't  been 
moved  much,  but  the  centre  joint  had  been  shifted 
perhaps  seven- inches;  the  one  next  to  the  train  not 
so  much  again. 
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Co7iclimon. 

Prom  the  foregoing  evidence  it  appears  that  this  train  was  running  at  a  speed  of 
about  20  miles  an  hour  up  an  incline  of  1  in  60,  and  on  a  40-chain  curve  to  the  right, 
about  100  yards  short  of  Kingshouse  station,  when  the  driver  of  the  train  engine  felt  a 
violent  jerk,  and  then  perceived  that  one  or  more  of  the  vehicles  in  the  train  had 
left  the  rails. 

The  train  was  stopped  in  about  160  yards,  and  it  was  then  found  in  the  following 
position :  The  engines,  tenders,  and  six  leading  waggons  on  the  rails ;  the  seventh, 
eighth,  and  ninth  waggons  still  attached,  but  off  the  rails,  the  seventh  and  eighth 
being  without  springs,  axle-boxes,  or  wheels ;  then,  after  an  interval  of  about  160 
yards,  five  more  waggons,  Nos.  10, 11, 12, 13,  and  14  off  the  rails ;  then  after  another 
mterval  of  32  yards  No.  15  waggon,  a  cattle  waggon,  upset,  Nos,  16,  17,  and  18  up- 
right, but  off  the  rails,  No.  19  on  the  road  without  springs,  axle-boxes,  or  wheels,  and 
with  the  axle  broken,  the  goods  break-van  upset  at  one  side  of  the  road  opposite  to 
the  rear  waggon,  and  the  two  rear  vehicles  of  the  train  (passenger  carriages)  off  the 
rails,  partly  turned  over  against  the  bank. 

The  whole  of  these  vehicles  were  off  to  the  right  or  towards  the  inside  of  the 
curve,  except  Nos.  9  and  14  waggons  and  the  goods  break-van. 

There  were  no  marks  whatever  of  any  vehicle  running  off  the  rails  behind  the  rear 
portion  of  the  train,  but  the  whole  of  the  rails  on  the  right-hand  side,  and  about  40 
yards  of  rails  on  the  left-hand  side,  were  torn  up  from  this  point  to  the  place  where 
the  seventh  waggon  was  found,  a  distance  of  300  yards. 

Behind  the  rear  of  the  train  both  rails  were  slewed  to  the  left  for  three  rails*  lengths, 
the  gauge  being  maintained  correct,  but  this  was  evidently  caused  by  the  violent 
displacement  of  the  rails  under  the  rear  portion  of  the  train,  after  it  had  left  the  rails, 
the  joints  having  held  fast,  and  the  ballast  being  rather  rotten  from  the  effect  of  long 
continued  frost  and  subsequent  thaw. 

The  road  up  to  this  point  was  in  good  condition,  the  gauge  and  cant  being  correct 
and  even,  and  there  does  not  appear  to  have  been  any  obstruction  on  the  raUs. 

It  is  evident  that  this  accident  was  caused  by  the  break*down  of  one  of  the  goods 
waggons,  but  it  is  impossible  to  be  certain  which  of  them  first  left  the  rails. 

The  axle  belonging  to  the  rear  waggon,  which  was  the  only  fractured  axle  in  the 
train,  was  clearly  broken  by  the  accident,  for  it  had  been  bent  nearly  six  inches 
out  of  the  straight  before  giving  way ;  and  it  is  probable  that  either  the  seventh  or 
eighth  waggons,  both  of  which  were  found  without  their  wheels,  first  left  the  rails 
about  the  point  where  the  rear  of  the  train  stopped,  and  then  tore  up  the  road  in  the 
manner  described. 

There  were  marks  on  the  sleepers  as  if  a  pair  of  wheels  had  been  dragged  for  a 
considerable  distance  under  one  of  the  waggons  with  the  axle  diagonally  across  the 
road,  and  it  is  very  possible  that  the  springs  of  one  of  these  waggons  having  given 
way,  one  pair  of  wheels  may  have  got  out  of  place  and  disturbed  the  road  by  being 
dragged  along  over  the  sleepers,  and  that  the  remaining  vehicles  then  left  the  road  in 
succession,  causing  further  damage  to  the  road. 

The  darkness  of  the  night  probably  prevented  the  driver  from  perceiving  what  had 
happened  until  he  felt  a  jerk,  which  was  evidently  caused  by  the  parting  of  the 
couplings  between  Nos.  9  and  10  waggons.  The  couplings  between  Nos.  14  and  15 
waggons  may  ha^e  parted  at  about  the  same  time  or  immediately  afterwards,  and  the 
five  waggons  found  in  the  second  group  have  run  on  for  the  distance  of  30  yards 
further  than  the  rear  portion  of  the  train,  which  seems  to  have  stopped  very  suddenly. 

I  could  not  ascertain  the  mileage  nm  by  the  waggons  which  lost  their  wheels,  but 
they  are  stated  to  have  been  in  good  condition  and  not  more  than  seven  years  old,  and 
to  have  been  examined  before  being  attached  to  the  train. 

This  accident  is  one  of  a  not  imcommon  description,  arising  from  the  practice  so 
often  condemned,  of  running  mixed  trains  with  the  goods  waggons  in  front  of  the 
passenger  caiTiages,  whereby  passengers  are  exposed  to  the  risk  of  a  run-off  due  to 
the  breaking  down  of  vehicles  of  an  inferior  class  to  that  which  is  considered  to  be 
necessary  for  passenger  traffic. 

I  have,  &c., 

The  Secretary,  P.  A.  Makindin, 

(Eailway  Department,)  Board  of  Trade.  Jfo/or,  B.E. 

Printed  copies  of  the  above  Report  were  sent  to  the  Company. 
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GEEAT  EASTERN  BAILWAT. 

Board  of  Trade,  (Bailway  Department,) 
SiE,  13,  Downing  Street,  London,  S.W.,  7th  February  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  1st  instant,  the  result  of 
my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred  on 
the  13th  iiltimo  at  Wymondham  station  on  the  Great  Eastern  B;ailway. 

In  this  case,  while  the  7.50  p.m.  up  passenger  train  (consisting  of  engine,  tender, 
three  coaches,  guards*  van,  and  empty  carriage)  from  Norwich  to  Wells  was  standing 
at  Wymondham  up  platform,  it  was  run  into  by  the  8.15  p.m.  up  fast  goods  train 
(consisting  of  engine,  tender,  17  loaded  waggons,  and  a  break  van)  from  Norwich 
to  London,  due  also  to  stop  at  Wymondham.  Just  as  the  collision  occurred  the 
5.10  p.m.  down  express  passenger  teain  from  London  to  Norwich  was  starting  from 
the  Wymondham  down  platform,  and  a  portion  of  the  empty  carriage  at  the  rear  of 
the  Wells  train  (which  was  broken  up)  came  into  collision  with  the  sides  of  three  of 
the  carriages  in  the  down  express  train. 

One  passenger  in  the  Wells  train,  two  in  the  down  express  train,  and  one  on  the 
platform  have  complained  of  injury. 

In  the  Wells  train  the  empty  carriage  at  the  rear  was  more  or  less  destroyed,  and 
the  end  of  the  break-van  stove  in.  In  the  down  express  train  the  sides  of  three 
carriages  were  damaged.  In  the  goods  train  one  of  the  cross  stays  between  the  bogie 
frames  of  the  engine  was  broken.    The  bogie  wheels  were  all  knocked  off  the  rails. 

Description. 

Wymondham  junction  station  has  been  recently  remodelled,  the  signal  arrange- 
ments being  carried  on  in  two  cabins,  one  at  the  north  end  of  the  station,  and  the 
other  at  the  south  end,  where  the  Wells  branch  joins  the  main  line.  As  regards  the 
north  cabin,  to  which  it  is  alone  here  necessary  to  refer,  it  is  provided  with  an  up 
distant,  an  up  home-signal,  and  an  up  signal  at  the  north  end  of  the  up  platform,  all 
which  can  be  well  seen  in  clear  weather.  The  up  home-signal  is  100  yards  north  of 
the  cabin,  and  the  up  distant-signal  800  yards  north  of  the  up  home-signal.  The 
signal  at  the  north  end  of  the  up  platform  is  160  yards  south  of  the  cabin,  or  260  yards 
south  of  the  up  home-signal.  Tlie  Wells  train  was  standing  with  its  rear  carriage 
40  yards  south  of  this  latter  signal,  or  300  yards  inside  the  up  home-signal,  when  the 
goods  train  ran  into  it.  The  line  falls  from  the  north  towards  Wymondham  for  a 
considerable  distance,  on  a  gradient  of  1  in  184,  to  a  point  about  40  yards  north  of 
the  up  home-signal,  whence,  through  the  station,  it  changes  to  gradients,  still  falling, 
of  1  in  308  and  1  in  418.  The  traffic  is  worked  on  the  absolute  block  system,  the 
next  block  station  to  the  north  being  Hethersett,  distant  four  miles.  In  clear  weather 
the  signalman  is  permitted  by  the  rales  to  give  **  line  clear  "  to  Hethersett  when  the 
tail  of  a  train  has  passed  his  cabin,  i.e.,  when  it  is  100  yards  inside  the  up  home- 
signal,  and  in  foggy  weather  when  it  has  passed  the  signal  at  the  north  end  of  the 
up  platform,  i.e.,  when  it  is  260  yards  inside  the  up  home  signal. 

Evidence. 

1.     William  Saunders^  si^alman  two  and  three  give 'Mine  clear "  to  Hethersett  when  a  train  is  etand- 

qnarter  years,    nine  months  in  Wymondham    north  ing  at  the   Wymondham  up    platform.       In   foggy 

cabin. — I  came  on  duty  at  6  p.m.  for  12  hours  on  the  weather  I  should  not  give  "line  clear"  until  the  tail 

13th  ult.     Hethersett  cabin  is  the  next  station  north,  of  a  train  had  passed  the  starting  signal  at  the  end  of 

distant  four  miles,  between  which  and  my  cabin  the  the  up  platform,  and  in  clear  weather  when  it  passed 

block  system  ifi  worked,  and  also  between  my  cabin  the  box.     The  goods  train  passed  my  cabin  at  8.47, 

and  Wymondham   south  cabin.      The  evening  was  eight  minutes  after  leaving  Hethersett,  the  time  from 

foggy;   at  the  time  of  the  collision  I  could  see  the  Hethersett  generally  being  12  minutes,  but  seldom  less 

signal  at  the  down  end  of  the  platform,  and  also  the  than  10  minutes.    I  saw  first  the  train  40  or  50  yards 

tail  lights  of  the  train  for  Wells.     There  were  fog  north  of  the  home-signal,  where  I  heard  only  one  fog 

signalmen  both  at  my  up  home  and  up  distant-siguals.  signal  explode,  thopgh  I  saw  two  flashes.    At  this 

They  were  there  when  I  came  on  duty.     The  train  time  I  could  hear  that  the  engine  was  reversed.     The 

for  Wells,  due  at  8.15,  passed  the  cabin  at  8.17  p.m.  speed  on  passing  the  cabin  was  perhaps  nine  or  ten 

with  clear  signals.     At  8.39   p.m.  I  got  the  goods  miles  an  hour ;  there  were  no  wheels  skidding  that  I 

train  «  on  line  "  from  Hethersett,  when  it  was  passing  could  see,  but  I  observed  the  fireman  and  guard  at 

that  station.     I  did  not  take  my  signals  off  for  it,  their  breaks.    I  could  not  see  whether  steam  was  on 

because  the  Wells  train  was  still  in  the  station.     This  or  not     The  down   starting-signal  wire  was  broken 

goods  train  generally  comes  in  with  clear  signals,  the  at  this  time  (it  had  been  broken  since  7.55  p.m.),  and 

Wells  train  having  usually  started.    The  rule  is  to  I  was  giving  the  down  train  from  London  (which  was 
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just  leaving  the  platform)  a  green  hand-signal  before 
the  goods  train  passed,  and  I  then  turned  a  red  light 
against  the  goods  train,  and  after  the  goods  train  had 
passed  I  again  gave  the  down  train  a  green  signal. 
The  driver  had  started  before  the  collision^  which 
occurred  at  8.47  p.m. 

2.  John  Kiddley  platelayer,  and  acting  as  fog  sig- 
nalman on  the  evening  of  the  13th  Januaiy. — I  com- 
menced fog-signalling  at  Wjmondham  up  distant- 
signal  about  5  p.m.  I  had  laid  down  fog  signals  about 
200  yards  north  of  the  distant-signal,  and  could  see 
it  about  100  yards  off  at  the  time  the  goods  train 
passed*  I  do  not  remember  whether  there  was  a  fog 
signal  down  for  the  passenger  train  for  Wells.  After 
it  had  passed  I  put  down  two  fog  signals,  about  10 
yards  apart,  on  the  6-ft.  rail,  and  I  was  standing 
about  half  way  between  them  and  the  distant-signal 
post  when  the  goods  train  ran  over  them.  Only  one 
exploded,  the  other  merely  hissed.  One  signifies 
danger.  It  struck  me  that  the  train  was  running 
faster  than  usual,  about  20  miles  an  hour.  Steam 
was  shut  oiF  before  the  engine  came  to  the  fog  signal. 
I  saw  no  fire  flying  from  the  wheels.  I  heard  the 
driver  whistle  twice — not  the  sharp  break  whistle — 
before  he  reached  the  fog  signal,  and  when,  I  think,  he 
must  have  first  seen  my  red  light.  I  could  just  see 
his  head  lights  at  the  time.  I  did  not  think  when  he 
passed  me  that  he  would  have  overrun  the  home- 
signal.  He  whistled  again  after  passing  me,  two  or 
three  times. 

3.  Adam  Tyrer^  goods  driver  four  years,  fireman 
six  years,  about  nine  months  with  the  Great  Eastern 
Company,  and  previously  with  the  North  British  (Com- 
pany.— I  have  during  the  last  nine  months  run  about 
six  times  from  Norwich  to  London,  and  frequently 
from  Norwich  to  Wells.  I  consider  myself  well  ac- 
quainted with  the  road.  I  left  Thorpe  goods  station, 
Norwich,  with  17  loaded  trucks  and  a  break- van,  at 
about  8.17  p.m.  on  the  13th.  My  engine  was  a  4- 
coupled  one  with  a  6-wheeled  tender.  The  cylinders 
were,  outside,  18  inches  by  24  inches.  There  was  a 
hand  break  on  the  engine  for  the  coupled  wheels,  and 
the  usual  tender  break,  but  the  blocks  were  all  worked 
with  the  same  wheel.  I  had  first  to  stop  at  Wymond- 
ham,  and  was  not  checked  anywhere  by  signal  on  the 
journey.  It  was  very  foggy  all  the  way  along,  I  got 
clear  signals  at  Hethersett.  The  usual  place  for 
shutting  ofi"  steam  for  Wymondham  is  at  Spink's  Lane 
crossing,  about  one  and  a  half  miles  off,  and  on  this 
occasion  I  shut  off  steam  sooner  than  usual  because  of 
the  fog,  the  speed  being  at  the  time  about  20  miles  an 
hour.  On  approaching  Wymondham  up  distant- 
signal  I  first  ran  over  a  fog  signal,  then  saw  the  dis- 
tant-signal at  ''  danger,"  and  then  saw  the  fog  signal- 
man showing  a  white  light  in  the  4  ft.  of  the  down 
line  as  I  passed  him.  He  did  not  shout.  Before  I 
had  run  over  the  fog  signal,  perhaps  300  or  400  yards, 
my  mate  had  put  on  his  break  of  his  own  accord. 
After  passing  the  distant-signal  I  found  that  the  speed 
was  not  being  reduced,  and  I  therefore  reversed  my 
engine  about  half  way  between  the  distant  and  home 
signals,  and  applied  back  steam  before  I  had  got  to 
the  home-signal,  or  could  see  it.  I  also  whistled  for 
the  breaks  as  soon  as  I  saw  the  distant-signal  at 
"  danger,"  and  continued  doing  so,  but  I  do  not  think 
they  were  put  on  till  near  upon  the  home-signal.  On 
coming  near  the  home-signal,  I  ran  over  a  fog  signal, 
and  then  saw  the  home-sigmd  at  '^  danger,"  and  also 
got  a  red  light  from  the  fog  signalman,  as  also  from 
the  signalman  in  the  cabin,  as  I  passed  it,  at  about 
10  miles  an  hour.  I  applied  sand  to  the  two  driving 
wheels  after  passing  the  distant-signal.  We  both  of 
us  remained  on  the  engine  up  to  the  time  of  collision, 
when  I  think  the  speed  was  somewhat  reduced.  We 
were  neither  of  us  hurt.  The  engine  was  damaged, 
and  the  bogie  wheels  and  driving  wheels  were  off  the 
rails.  We  came  to  a  stand  in  about  10  yards  after 
striking  the  train.  I  had  fully  intended  to  stop  at  the 
home-signal,  but  failed  to  do  so,  as  my  breaks  could 


not  hold.  The  blocks  are  of  iron,  10  in  all.  I  had 
found  them  faulty  the  previous  day  on  the  down 
journey,  and  had  reported  them  in  the  book  of  repairs 
at  Norwich  as  wanting  shifting,  but  I  do  not  know 
whether  they  had  been  examined.  I  did  not  look  at 
them  before  starting  on  the  up  journey.  It  was  an 
oversight  of  mine  not  to  have  done  so  during  the 
journey.  I  had  not  had  occasion  to  use  them  until 
approaching  Wymondham.  I  could  have  pulled  up 
the  tiaio  in  300  yards  had  the  break  been  in  good 
working  order. 

Kiddle^  recalled,  adheres  to  the  statement  of  his 
showing  a  red  light 

4.  William  Housego^  fireman  nine  years,  about 
four  or  five  months  with  Tyrer. — I  had  been  with  him 
on  the  down  journey  the  previous  day.  We  had  found 
the  breaks  not  working  properly,  and  Tyrer  said  that 
he  should  report  it.  I  asked  him,  before  starting  on 
the  up  journey,  whether  he  had  done  so,  and  he  said 
he  had ;  but  I  did  not  examine  the  breaks  myself.  We 
had  no  check  after  leaving  Norwich,  and  were  run- 
ning at  the  usual  speed.  Steam  was  shut  off  about 
the  usual  place  at  jink's  crossing,  the  speed  being 
about  20  miles  an  hour.  Shortly  after  this  I  applied 
the  break  sooner  than  usual  on  account  of  the  fog ;  it 
did  not  seem  to  do  much  good.  I  told  my  mate,  on 
seeing  the  distant-signal  at  "  danger,"  to  reverse  his 
engine,  and  put  steam  against  it,  and  whistle  for  the 
guard's  breaks ;  all  which  he  did.  We  had  just  before 
this  run  over  a  fog  signal,  but  I  did  not  see  the  fog 
signalman.  I  cannot  say  exactly  where  the  diiver 
reversed  and  applied  contrary  steam,  but  certainly 
before  reaching  the  home-signal.  The  speed  then 
diminished,  and  was  not  more  than  seven  miles  an 
hour  on  striking  the  other  train,  the  tail  lights  of 
which  we  did  not  see  till  we  had  passed  the  signal- 
box.  We  neither  of  us  jumped  off,  nor  were  we  hurt. 
There  was  no  one  else  on  the  engine.  I  attribute  our 
not  stopping  at  the  home-signal  to  the  break  being 
out  of  order. 

5.  Philip  Oswicky  goods  guard  five  years. — ^I  ^vas 
in  charge  of  the  8.16  up  fast  goods  train  from  Nor- 
wich for  Brick  Lane,  London,  due  first  to  stop  at 
Wymondham  at  8.45  p.m.  Our  load  was  17  loaded 
trucks  and  a  break-van,  in  which  I  was  alone.  I  had 
not  been  informed  that  the  engine  and  tender  breaks 
were  not  in  good  working  order.  I  had  not  been  with 
the  engine  on  the  previous  down  journey.  The  speed 
did  not  strike  me  as  being  unusually  high  on  approach- 
ing Wymondham,  I  did  not  hear  the  fog  signal 
explode  near  the  distant-signal,  but  I  saw  this  signal 
at  "  danger,"  and  on  this  I  at  once  applied  my  break. 
I  did  not  hear  the  driver  give  any  break  whistle  till 
he  ran  over  the  fog  signal  near  the  home -signal,  but 
I  had  heard  him  give  the  whistle  for  the  signal.  The 
speed  at  the  home-signal  was  about  10  miles  an  hour, 
and  no  less  on  the  collision  occurring.  I  was  pre- 
pare for  it,  and  was  not  knocked  down  nor  hurt. 
No  trucks  were  off  the  road  or  damaged. 

6.  Robert  Strickle,  driver  25  years, — I  was  driving 
the  train  from  Norwich  to  Wells  on  the  evening  of  the 
1 3th.  I  arrived  at  Wymondham  at  nearly  right  time. 
I  got  clear  signals  on  running  in.  We  were  detained 
at  Wymondham  waiting  for  the  down  express,  and 
had  been  standing  about  half  an  hour,  ready  to  start, 
when  I  was  run  into  from  behind  without  any  warn- 
ing. My  mate  and  I  were  both  on  the  engine,  which 
was  in  forward  gear,  with  the  breaks  off.  We  were 
knocked  forward  along  the  branch  nearly  200  yards, 
when  we  stopped  by  the  breaks  being  applied.  We 
were  neither  of  us  hurt.  One  empty  carriage  at  the 
back  of  the  ti-ain  was  uncoupled  by  the  blow,  and  left 
the  rails.  I  could  see  signals  on  entering  Wymond- 
ham station  from  100  to  200  yards  off.  The  fog  was 
shifting.  The  goods  driver  told  me  he  could  not  pull 
up  in  time.  The  down  train  was  just  in  motion  when 
the  collision  took  place. 
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7.  William  Tuffs^  guard  «even  years. — I  was  in  of  three  minutes  at  Walmlev  signals,  and  reached 
charge  of  the  tram  from  Norwich  to  Wells  on  the  Bishops  Stortford  about  half  an  hour  late ;  having 
13th.  It  consisted  of  three  coaches,  a  van,  and  empty  meantime  slipped  five  carriages  at  Broxbourn.  A 
carriage.  We  arrived  at  Wymondham  pu  Actually  at  Bishops  Stortford  we  detached  three  carriages,  and 
8.15  p.m.  We  should  have  started  at  8.18,  but  was  arrived  at  Wymondham,  after  making  further  changes 
detained  by  the  down  express  being  late.  I  was  on  at  Cambridge  and  Ely,  at  8.45,  35  minutes  late, — 
the  down  platform  looking  after  parcels,  and  was  just  having  lost  three  minutes  hj  signals  near  Cambridge, 
returning  to  my  van  after  the  down  express  had  — with  10  vehicles,  my  van  being  at  the  rear  of  the 
started,  when  the  collision  occurred  without  any  warn-  train.  We  left  Wymondham  at  8.47,  having  received 
ing.  I  was  on  the  ballast,  about  10  yards  on  the  up  an  **  all  right  **  signal  from  the  station-master.  Im- 
side  of  the  van,  when  the  collision  took  place.  The  mediately  after  starting  I  heard  a  slight  noise,  and 
goods  engine  did  not  run  so  far  as  me,  but  my  train  looked  out,  but  could  see  nothing  amiss,  and  the  train 
was  knocked  on  to  the  branch  200  yards  or  so.  The  proceeded  on  its  journey.  At  Trowse  (Norwich)  I 
end  of  my  van  was  knocked  in,  and  the  empty  car-  found  two  carriages  in  the  centre  of  the  train  injured 
riage  broken  up,  and  detached  from  the  train.  I  have  on  the  off  side,  pieces  of  the  framework  being  knocked 
no  idea  of  the  speed  of  the  goods  train  on  collision,  in,  and  the  windows  broken.  One  woman  complained 
Several  of  the  passengers  in  my  train  were  on  the  of  having  been  hurt.  1  was  quite  unaware  that  there 
platform.  "  My  train  had  on  side  lights  and  a  tail  had  been  a  collision,  or  I  should  have  signalled  to  my 
light.  driver  to  stop.     He,  and  also  the  front  guard,  were 

also  unaware  that  there  had  been  a  collision.     The 
^,^    ,  „  ,  ,^  _        .     ,  fog  was  not  very  thick  ;  I  could  see  the  length  of  two 

8.  Alfred  Butters,  guard  17  years.— I  was  m  charge     telegraph  poles  (about  120  yards), 
of  the  5.10  pjn.  down  express  tram  from  London  to  o    r    r        \  ^        / 

Norwich  on  the  13th  ult.    We  started  punctually  with         The  Norwich  locomotive  foreman   states    that  in 

17  vehicles,  fitted  with  the  vacuum  brei^  on  the  12  consequence  of  an  entry  in  the  repair  book,  **  Break 

front  vehicles.     We  lost  21  minutes  from  slipping  (the  blocks  want  shifting,"  the  break  was  examined  and 

engine  having  lost  a  sand  pipe)  on  Bethnal  Green  altered,  and  the  book  signed  with  the  fittei-'s  name, 

bank;  and  having  to   get  a'  pilot  engine,  and  then  The  alteration  was  done  two  hours  before  the  engine 

another  five  minutes  in  detaching  the  pilot  engine  at  went  out  of  the  sheds.     After  the  collision  the  blocks 

Bethnal  Green  station.    We  then  had  a  further  delay  were  found  to  be  working  properly. 

Conclusicm. 

It  thus  appears  that  on  a  foggy  evening,  when  signal  lights  could  not  be  seen  at  a 
greater  distance  than  from  100  to  200  yards,  the  8.16  p.m.  fast  goods  train  from 
Norwich  to  London,  due  to  stop  at  Wymondham,  was  permitted  by  its  driver  to 
over-run  the  up  home-signal,  which,  as  well  as  the  up  distant-signal,  was  at  "  danger  " 
against  him  (at  each  of  which  signals  he  had  run  over  fog  signals),  for  a  distance  of 
300  yards,  when  it  came  into  a  violent  collision,  at  a  speed,  judging  by  results,  of  at 
least  10  miles  an  hour,  with  the  branch  train  for  Wells,  destroying  the  rear  carriage 
(fortunately  an  empty  one)  in  this  train,  knocking  the  train  some  200  yards  along  the 
Wells  branch,  and  driving  some  fragments  of  the  broken  carriage  against  the  sides 
of  three  carriages  in  the  down  express  train  from  London,  which  was  just  in  motion 
towards  Norwich  when  the  collision  occurred.  The  engine  drawing  the  goods  train 
was  a  heavy  one,  weighing  in  all  with  its  tender  73^  tons,  there  being  breaks  all 
actuated  by  one  and  the  same  lever  on  the  four  coupl^  wheels  of  the  engine  and  six 
wheels  of  the  tender,  on  which  ten  wheels  there  was  a  weight  of  about  57  tons,  the 
17  loaded  wagons  of  which  the  train  Was  composed  weighing  about  170  tons,  and 
the  break-van  10  tons.  There  was  thus  ample  break  power  with  the  goods  train,  and 
it  was  probably  owing  to  the  driver  placing  too  much  dependence  on  this,  that  he 
ventured  to  approach  the  station  after  passing  the  distant-signal  at  **  danger ''  at  so 
high  a  speed  on  a  descending  gradient  of  1  in  184.  It  does  not  much  improve  the 
driver's  case  if  the  break  was,  as  he  aflBxms,  not  in  good  working  order,  for  it  was  his 
bounden  duty  to  have  seen  that  the  necessary  alteration  (to  which  he  had  drawn 
attention)  had  been  made  in  it  before  he  started  from  Norwich,  and,  as  he  failed  to  do 
this,  he  should  have  approached  Wymondham,  his  first  stopping  place,  with  the  greatest 
possible  caution,  instead  of  having  run  the  distance  (four  miles)  from  Hethersett  in 
eight  minutes,  goods  trains  usually  taking  from  ten  to  twelve  minutes.  It  would 
appear,  however,  that  the  adjustment  of  the  blocks  had  been  seen  to  before  the  train 
st£w^d  from  Norwich. 

I  was  unable  to  clear  up  the  discrepancy  in  the  evidence  of  the  fog  signalman  at 
the  distant-signal  and  the  driver  of  the  goods  train  as  to  whethCT  the  former  showed 
a  white  or  red  hand-signal.  It  has  no  bearing  on  the  cause  of  the  collision,  as  the 
driver  acknowledged  that  it  did  not  influence  him  in  his  proceedings. 

I  have,  &c., 

The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department,)  Major-Q-eneraly  B.E. 

Board  of  Tiade. 


Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  4ih  March. 
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GREAT  EASTERN  RAILWAY. 

Boa«rd  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  London,  S.W.,  22nd  February  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  7th  instant,  the  result  of  my  inquiry  into  the  cir- 
cumstances connected  with  the  collision  which  occurred  on  the  31st  ult.  at  Stepney 
junction  station,  on  the  Great  Eastern  Railway. 

In  this  case,  while  the  6.13  p.m.  Great  Eastern  Company's  down  passenger  train 
from  Fenchurch  Street  for  Loughton,  due  to  leave  Stepney  junction  station  at  6.19  p.m., 
was  standing  at  that  station,  it  was  run  into  by  the  6.14  p.m.  London,  Tilbury,  and 
Southend  Company's  down  passenger  train  from  Fenchurch  Street  for  Tilbury,  due  to 
arrive  at  Stepney  junction  station  at  6.19  p.m. 

Two  passengers  in  the  Loughton  train  and  two  in  the  Tilbury  train  have  complained 
of  injury. 

There  waa  no  damage  to  rolling  stock,  nor  were  any  wheels  thrown  off  the  rails. 

Description. 

At  Stepney  jimction  station  the  lines  to  and  from  Loughton,  Tilbury,  &c.,  join 
the  old  Blackwall  lines.  The  platforms  on  the  Loughton,  &c.  lines  are  situated  on  a 
sharp  curve,  and  it  is  diflBcult  in  some  cases  for  the  junction-signalman,  who  is 
stationed  in  a  cabin  close  to  the  west  end  of  the  station  and  on  the  north  side  of  the 
lines,  to  see  a  train  standing  at  the  Loughton,  &c.  down  platform,  as  the  shed  roof  over 
the  platform  tends  to  conceal  the  carriages  when  standing  in  certain  positions. 

In  the  present  case  the  collision  occurred  about  60  yards  east  of  the  signal-cabin, 
the  tail  of  the  Loughton  train  being  visible  to  the  driver  of  the  Tilbury  train  for  about 
100  yards. 

The  next  adjacent  signal-cabins  to  Stepney  junction  are  Devonport  Street,  about  a 
quarter  of  a  nule  west,  and  Salmon's  Lane,  710  yards  east  of  the  jimction  down  home- 
signals,  the  down  starting-signal  towards  Salmon's  Lane  being  about  360  yards  east  of 
the  down  home-signal. 

The  lines  are  worked  upon  the  absolute  block  system,  with  this  modification,  that 
two  down  trains  may  be  at  one  and  the  same  time  in  the  section  beti^reen  Devonshire 
Street  and  Stepney  junction  down  starting-signals,  the  signalman  being  allowed  to 
take  a  second  down  train  on  line  when  the  fii^t  nas  passed  the  down  home-signals,  and  is 
standing  either  at  the  Loughton  or  Blackwall  down  platforms. 

^Evidence. 

1.  Thomas  Perry ^  driver  seven  years  with  the  It  consisted  of  13  vehicles,  and  I  was  in  the  rear 
Great  Eastern  Company. — I  was  driving  the  6.13  p.m.  break-carriage.  We  started  one  minute  late,  and  were 
down  train  from  Fenchurch  Street  to  Loughton  detained  two  minutes  bj  signals,  arriving  at  Stepney 
on  the  31st  inst.  My  engine  was  a  tank  engine,  at  6.21,  and  stopped  about  60  yards  from  the  cabin, 
running  coal-bunk  first,  and  13  vehicles,  including  where  we  have  often  stopped  before.  There  were 
two  carriage-breaks  with  a  guard  in  each.  No  three  tail  lights  on  the  train,  all  at  the  back  of  the 
continuous  breaks.  I  was  detained  all  the  way  van.  The  one  next  the  down  platform  was  knocked 
down  by  signals,  and  reached  Stepney  late.  I  drew  out.  They  were  all  burning  before.  I  saw  that  the 
well  down  the  platform,  perhaps  rather  lower  than  duvm  starting-signal  was  at  danger  before  I  gave  the 
usual,  to  make  sure  of  clearing  the  crossing  to  No.  3  front  guard  the  signal  to  start,  and  it  remained  in 
up  line.  I  did  not  notice  whether  the  down  starting^  this  position  after  I  had  given  the  signal  till  about 
signal  was  off  when  I  arrived.  Afi;er  I  had  stopped  I  the  same  time  as  the  collision,  directly  after  which 
saw  this  signal  at  danger,  and  It  remained  so  till  just  I  turned  round  to  give  my  driver  a  red  light,  and 
before  (almost  simultaneously  as)  the  collision  hap-  saw  the  signal  off.  I  was  standing  against  the  door 
pened.  I  got  the  guards'  signal  perhaps  1^  minutes  of  my  break;  the  breaks  were  o£  The  train  was 
before  the  starting-signal  was  lowered.  Wnile  wait-  knocked  forward  about  a  carriage  length,  or  rather 
ing  for  it  the  inspector  came  and  asked  me  what  was  more  ;  the  engine  of  the  Tilbury  train  stopping  dead 
stopping  me.  I  got  no  alarm  before  the  blow  came,  after  striking;  the  speed  could  not  have  be^  much.  I 
when  the  breaks  were  off.  Steam  was  not  on,  but  did  not  know  the  Tilbury  train  was  coming  till  I  saw  the 
the  engine  was  in  full  gear  for  starting.  We  were  head  lights  and  heard  shouting  at  the  same  time.  We 
knocked  forward  about  a  carriage  length.  I  was  not  had  been  at  the  station  two  minutes,  when  the  collision 
knocked  down,  but  my  fireman  was,  as  he  was  stooping  occurred  at  6.23.  I  could  not  see  the  cabin  from 
down  at  the  time.  I  did  not  look  at  my  watch.  We  where  I  was  standing.  The  up  Loughton  train  was 
were  not  detained  more  than  a  minute,  and  went  on  just  coming  into  the  station  as  the  collision  happened, 
without  having  to  remove  any  vehide.     I  sounded  the 

whistle  when  I  got  the  guard's  signal  to  draw  the  3.  Thomoi  Tulfy,  driver  29  years  with  the  Great 
signalman's  attention.  The  up  Loughton  train  was  at  Eastern  Company,  employed  with  the  Tilbury  trains 
the  up  platform  when  the  collision  Opened.  for    the    last    24    years. — ^I  was  in  charge  of  the 

6.14  p.m.  train  from  Fenchurch  Street  to  Tilbury  on 

2.  Alfred  Fairman^  guard  seven  years. — ^I  was  in  the  31st  ult.  My  engine  was  a  four-wheeled  coupled 
charge  of  the  6*13  p.m«  Loughton  train  M  the  3l8t«     oneyranning  engine  urety  with  a  tender;  and  a  train  of 
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seven  vehicles,  the  first  and  last  having  break«eompnrt- 
men ts,  with  a  guard  in  each.  No  continuous  breaks.  1 
was  detained  by  signals  on  the  down  journey,  the  Devon- 
port  Street  home-signal  being  taken  off  as  I  approached 
it,  but  the  Stepney  home-signal,  which  I  saw  soon  after 
passing  Devonport  Street,  was  off,  and  remained  off  till 
I  passed  it.  I  was  going  to  stop  at  Stepney,  and  had 
shut  steam  off  at  Devonport  Street,  and  was  running 
at  about  12  to  15  miles  an  hour,  when  I  caught  sight 
of  the  right  corner  of  the  last  carriage  of  the  Loughton 
train  when  I  was  about  at  the  signal-cabin.  I  imme- 
diately reversed  the  engine,  and  opened  the  sand-boxes 
for  the  driving  wheels,  and  got  steani  against  my 
engine.  The  fireman,  who  saw  the  train  about  the 
same  time  as  myself,  and  had  partly  got  his  break  on 
applied  it  as  hard  as  he  could.  1  think  the  speed  was 
thus  reduced  to  three  or  four  miles  an  hour  when  we 
sti'uck  ;  we  stopped  dead.  One  of  the  station  officers 
came  running  forward  with  a  lamp  on  the  down  plat- 
form, but  we  had  previously  seen  the  train.  X  had  not 
time  to  whistle  for  the  guards'  breaks.  There  was  no 
damage  done  to  my  engine.  No  wheels  were  off  the 
rails. 

4.  James  Canary ^  guard  eight  months  with  the 
London,  Tilbury,  and  Southend  Company.— I  was 
in  the  front  break-compartment  of  the  6.14  p.m.  train 
to  Tilbury  on  the  31st  ulto.  We  were  detained  by 
signal  on  the  down  journey ;  the  Stepney  junction 
home-signal  was  taken  off  when  the  ti-ain  was  about 
its  own  length  past  the  Devonport  Street  cabin.  I 
had  my  break  on  for  entering  the  station,  and 
observing  the  tail  light  on  the  Loughton  train,  put  my 
break  on  still  tighter,  and  saw  that  my  driver  was  doing 
his  best  to  stop.  I  saw  a  man  coming  towards  us  with 
a  red  light,  but  I  had  seen  the  train  first.  I  had  hold 
of  the  break  when  the  collision  occurred ;  the  speed  was 
not  more  than  three  or  four  miles  an  hour.  I  was  not 
knocked  down. 

o.  Philip  Arbitiy  guard  24  years  with  the  London, 
Tilbury,  and  Southend  Company. — I  was  in  charge 
of  the  6.14  p.m.  train  to  Tilbury  on  the  31st  ulto. 
It  consisted  of  seven  vehicles,  with  a  break -compart- 
ment at  each  end.  I  was  in  the  rear  one.  Wa 
started  punctually,  but  were  detained  by  signal  on  the 
way  down.  The  Stepney  down  home-signal  was  on 
as  we  approached  Devonport  Street,  but  after  passing 
it  I  saw  it  had  been  changed  to  green.  I  was  not 
aware  that  the  Loughton  train  was  in  the  way  till  we 
had  struck  it.  My  break  was  then  hard  on  for  the 
ordinary  stop  at  Stepney.  I  felt  the  collision  slightly, 
.but  was  not  thrown  down.  The  time  of  collision  was 
6.21,  and  we  got  away  at  6.27,  no  damage  having  been 
sustained. 

6.  William  Henry  Orchard^  signalman  in  the  Great 
Eastern  Company's  service  nine  years,  all  the  time  at 
Stepney  junction. — I  work  block-system  between 
Devonport  Street  cabin,  Salmon's  Lane,  and  Limehouse 
on  the  Black  wall  line.  According  to  the  mode  of  work- 
ing, I  can  have  two  down  trains  in  the  section  at  the 
same  time  between  Devonport  Street  and  the  starting- 
signal  to  Salmon's  Lane,  a  third  train  at  the  Blackwall 
down  platform,  and  a  fourth  between  the  section  and 
Limehouse,  and  also  four  up  trains  on  lino  at  the  same 
time,  making  eight  in  all.  1  never  remember  hnving 
had  more  than  six  at  the  same  time,  i.e.,  four  up  and 
two  down,  and  this  has  frequently  occurred.  The 
only  trains  that  are  out  of  my  sight  nre  the  down 


trains  on  the  Loughton  line,  the  others  I  am  able  to 
see.  I  have  a  boy  to  assist  me,  who  books  all  the  up 
trains,  and  advises  Fenchurch  Street,  but  has  nothing 
to  do  with  the  block  instruments.  I  came  on  duty  at 
2  p.m.  on  the  31st  for  an  eight  hours  shift.  Bryan, 
telegra])li  boy,  was  alone  with  me  in  the  cabin  when 
the  collision  occurred.  I  received  in  due  course 
about  6.22  from  Devonport  Street  box,  the  depar- 
ture signal  for  the  Loughton  down  train  due  at  6.18, 
it  being  late,  and  I  put  my  down  needle  to  **  train 
on  line,"  the  train  wrived,  and  I  cleared  back  to 
Devonport  Street,  and  called  the  train  on  to  Salmon's 
L:ine,  and  Salmon's  Lane  took  the  signal  and  gave  back 
^'  train  on  line."  I  got  the  up  Loughton  train  on  from 
Salmon's  Lane  directly  I  called  the  down  Loughton 
ti*ain,  and  I  took  it  "  on  line."  There  was  no  Black- 
wall  trnin  on  at  the  time.  On  the  down  Loughton 
train  being  called,  I  at  once  lowered  the  junction 
home-signal  and  the  starting-signal,  and  on  the  train 
arriving  I  put  up  the  junction-signal.  After  the 
Loughton  train  had  arrived  perhaps  half  a  minute, 
the  departure  signal  wab  given  from  Devonport  Street 
for  the  down  Tilbury  train.  I  took  it  on  line  at  once, 
but  kept  on  the  junction-signal  till  the  train  was 
near  down  on  it,  when  I  pulled  it  off,  having  first  put  up 
the  starting-signal,  and  then  gone  to  the  window  to 
make  sure  the  down  Loughton  train  had  started  before 
pulliBg  off  the  junction-signal.  Seeing  nothing  of  it 
I  pulled  off  the  junction-signal.  I  was  waiting, 
expecting  "  clear  "  from  Salmon's  I^ane,  as  the  Tilbury 
train  was  running  in,  and  I  was  quite  unaware  the 
Loughton  train  was  still  standing  at  the  platform  till 
I  saw  a  red  light  shown  from  the  platform  just  before 
the  collision,  and  I  then  again  pulled  off  the  starting 
signal,  seeing  that  I  had  made  a  mistake.  The  up 
Loughton  train  arrived  just  before  I  lowered  the  signal 
for  the  down  Tilbury  train.  The  coUision  occurred 
at  6.24.  The  evening  was  tolerably  clear.  I  did  not 
give  "  line  clear  "  for  the  Tilbury  train,  as  its  tail  was  not 
past  my  cabin.  I  think  it  would  be  a  good  plan  to 
have  a  signal-cabin  at  the  Loughton  end  of  the  plat- 
form to  slot  our  junction  signals. 

7.  George  Kelly,  inspector,  and  on  the  night  of  the 
3l8t  on  duty  at  Stepney  station. — I  crossed  on  to  the 
down  platform  immediately  after  the  arrival  of  the 
down  Loughton  train,  at  which  time  the  down  starting- 
signal  was  at  danger.  Seeing  the  train  stand,  and  the 
starting  signal  at  danger,  I  went  down  as  far  as  the 
engine  of  the  Loughton  train,  which  was  near,  the 
starting-signal,  to  see  if  there  was  anything  in  the 
section  ahead,  knowing  that  nothing  had  passed  for  the 
last  five  minutes,  and  I  was  just  turning  round  to 
come  back  to  the  signalman  when  the  collision  took 
place.  From  the  time  that  elapsed  I  think  the  down 
starting-signal  must  have  been  put  to  danger  too  soon 
to  have  allowed  the  down  Loughton  train  to  have  done 
its  work  and  get  away. 

8.  Alfred  Moase,  porter  at  Stepney  16  years. — I 
was  on  the  down  platform  when  the  down  Loughton 
train  arrived.  I  was  standing  near  the  tail  of  the 
train.  Before  the  train  arrived  I  saw  that  the  down 
starting-signal  was  off,  but  after  its  arrival,  on  hearing 
the  driver  whistle,  I  looked  round  and  saw  it  was  on, 
and  on  turning  back  to  inquire  of  the  signalman  what 
had  happened  I  saw  the  Tilbury  train  coming  in,  and 
tried  to  stop  it  with  a  red  light.  It  was  a  slight 
blow. 


Conclimon. 

This  slight  collision  between  the  down  passenger  trains  to  Loughton  and  Tilbury- 
was  caused  by  the  Stepney  junction  signalman  having  taken  off  the  down  home 
junction-signal  to  admit  the  Tilbury  train  to  the  platform  while  the  Loughton  train 
was  still  standing  there.  He  declares  that  after  raising  the  down  starting-signal  to 
danger  he  had  looked  to  make  sure  that  the  Ix)ughton  train  had  really  started  before 
lowering  the  down  home-signal,  and  it  is  possible  he  may  have  done  so,  and  yet  failed 

Digitized  by  ViiOOQIC 


K188. 


(    30    ) 

to  see  that  the  Loughton  train  was  still  there,  it  haying  been  to  a  great  extent  hidden, 
owing  to  the  curve  in  the  line  and  the  shed  roof  over  the  platform.  This  signalman 
is  a  man  of  great  experience  at  this  very  busy  junction,  and  his  mistake  on  the 
present  occasion  was  owing  to  his  having  too  soon  raised  the  down  starting-signal  to 
danger  after  the  arrival  of  the  Loughton  train,  and  then  having  taken  off  the 
down  home-signal  before  he  was  absolutely  certain  that  the  Loughton  train  had 
started.  To  prevent  the  recurrence  of  a  similar  collision,  it  is  most  desirable  that  some 
alteration  should  be  made  in  the  arrangements  at  Stepney  junction ;  either  the  signal- 
cabin  should  be  moved  to  a  position  where  the  signalman  can  command  a  view  of 
trains  standing  at  all  the  platforms,  or  another  cabin  should  be  built  at  the  down  end 
of  the  Loughton  platforms.  The  sections  being  so  short,  the  former  would  probably 
be  the  better  arrangement ;  but  some  change  is  imperatively  necessary,  as  at  an 
exceedingly  busy  junction  such  as  Stepney  every  possible  means  should  be  employed 
to  facilitate  the  very  arduous  and  responsible  duties  of  the  signalmen. 

I  have,  &c., 
The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department,)  Major-  General^  R.E. 

Board  of  T^de. 

Printed  copies  of  the  above  Report  were  sent  to  the  Great  Eastern  and  the  London,  Tilbury,  and  Southend 

Railway  Companies  on  the  17th  March. 


GREAT  NORTHERN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  Whitehall,  London,  S.W.,  13th  March  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
(compliance  with  the  instructions  contained  in  the  Order  of  the  15th  ultimo,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  the  accident  which 
occurred  on  the  14ith  ultimo,  near  Bawtry  station,  on  the  Great  Northern  Railway, 
to  the  up  express  passenger  train,  known  as  the  "  Elying  Scotchman,"  due  in  London 
at  7  p.m. 

One  passenger  is  stated  to  have  been  injured. 

The  leading  carriage  placed  next  the  front  break-van  was  much  damaged,  having 
had  an  axle  of  the  leading  pair  of  wheels  broken  and  the  trailing  wheels  torn  from 
under  the  body.  The  second  carriage  from  the  front  bceak  was  also  a  good  deal 
damaged,  but  not  to  the  same  extent  as  the  first.  The  pipes  in  connection  with 
Smith's  vacuum  break  were  mostly  broken  under  six  out  of  the  eight  vehicles  which 
made  up  the  train.  The  details  of  the  damage  to  the  rolling  stock  and  permanent  way 
are  given  in  Appendices  A  and  B. 

Description. 

This  portion  of  the  Great  Northern  Railway  was  opened  for  traf&c  in  the  year 
1849,  and  Bawtry  station  was  constructed  on  a  short  piece  of  level  line,  about  330 
yards ,  in  length,  and  on  an  easy  curve  to  the  right  when  looking  towards  the  south, 
having  a  radius  of  70  chains.  The  south  end  of  this  piece  of  level  line  ends  nearly 
opposite  to  the  147^  mile*post  from  London,  and  from  thence  southwards  it  falls 
1  in  198  for  about  453  yards  ;  this  is  succeeded  by  a  piece  of  level  line^  something 
like  500  yards  in  length,  and  then  the  falling  gradient  to  the  south  of  1  in  198  is 
resumed.  A  viaduct,  394  yards  in  length,  over  the  Riv^r  Idle,  which  is  twice  crossed 
by  it,  commences  about  85  yards  to  the  south  of  the  end  of  the  first  falling  gradient 
of  1  in  198,  and  this  viaduct  terminates,  where  the  line  is  carried  over  the  turnpike 
road  from  Gainsborough  to  Bawtry,  by  a  cast-iron  girder  under-bridge  of  30  feet 
span.  The  line  is  on  easy  curves  to  the  right  after  passing  Bawtry  station,  until 
the  commencement  of  the  viaduct  is  reached,  but  that  is  straight  from  end  to  end, 
and  the  line  begins  to  curve  to  the  left  immediately  after  the  bridge  over  the  turnpike 
road  is  passed  over. 

The  permanent  way  of  this  portion  of  the  line  was  relaid  in  October  1875  with 
bull-headed  steel  rails  that  weighed  81  lbs.  per  yard,  in  lengths  of  21  feet ;  the  rails 
being  fixed  in  cast-iron  chairs,  each  weighing  40  lbs.,  by  compressed  oak  keys,  placed 
outside  the  rails,  and  the  chairs  fastened  to  transverse  sleepers  by  two  oak  trenails 
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and  one  iron  spike  to  each  chair;  thie  sleepers,  of  Baltic  red  wood  creosoted,  are 
9  feet  long  by  10  inches  by  5  inches  rectangular,  and  placed  2  feet  8^  inches 
apart  from  centre  to  centre  ;  the  ballast  is  of  cinder,  and  stated  to  be  18  inches  in 
depth.     The  line  appeared  to  be  in  very  good  order. 

When  this  line  was  first  opened  for  traffic,  Bawtry  Viaduct  was  constructed  of 
wood ;  but  this  viaduct  was  renewed  in  brick  in  the  year  1859,  and  it  was  provided 
with  a  coping  of  stone  on  the  parapets  on  each  side,  and  the  top  of  this  coping  only 
stood  at  from  7^  to  10  inches  above  the  level  of  the  rails. 


Evidence. 


Frederic  Tilley,  driver  of  the  10  a.m.  up  express 
train  from  Edinburgh  on  the  14th  inst.,  and  the 
3.5  p.m.  from  York,  eight  years  an  engine-driver, 
and  18  years  in  the  Company's  service,  states :  I 
joined  the  tmin  at  York  with  No.  215  Gi-eat  Northern 
engine,  a  single  engine  and  tender,  and  eight  vehicles. 
We  left  York  at  3.6,  and  we  are  not  appointed  to  stop 
until  we  get  to  Grantham.  As  far  as  I  know,  all  went 
right  until  after  we  had  passed  Bawtry  station,  and 
just  as  we  were  about  to  enter  on  the  viaduct  I  felt 
a  jerk  oit  the  engine,  shut  off  the  steam  first,  and  then 
I  looked  back,  and  I  saw  that  there  was  somewhat 
amiss  with  the  train.  I  was  standing  on  the  right 
side  of  the  engine  as  we  were  running.  I  saw  that 
the  fii-st  carriage  in  the  train,  that  next  to  the  break- 
van  next  to  the  tender,  was  oscillating.  I  could  not 
see  that  it  was  off  the  rails,  and  I  then  applied  the 
vacuum  break,  at  the  spot  which  I  pointed  out  on  the 
ground  to-day,  and  the  vacuum  break  appeared  to 
act  as  it  usually  does.  The  communication  cord  had 
not  been  pulled  up  to  the  time  when  I  felt  the  jerk. 
It  was  pulled  after  I  had  applied  the  vacuum  break. 
My  train  was  fitted  throughout  with  the  vacuum 
break,  on  four  wheels  of  the  engine,  tender,  and  all 
the  vehicles  in  the  train.  Besides  applying  the  Vacuum 
break,  I  sounded  the  whistle  for  the  breaks,  and  my 
mate  applied  the  hand-break  on  the  tender.  I  did 
not  see  that  any  vehicle  was  off  the  rails  until  we 
were  about  to  pass  the  bridge  over  the  Gainsborough 
Road.  At  the  time  we  passed  Bawtry  1  think  we 
were  travelling  at  the  rate  of  60  miles  an  hour.  The 
application  of  the  breaks  appeared  to  lessen  the  speed 
considerably.  I  felt  a  jerk  as  the  train  passed  the 
under-bridge,  over  the  Gainsborough  Road,  at  the 
south  end  of  the  viaduct.  I  did  not  feel  the  jerk  very 
much,  and  1  think  my  train  was  travelling  at  10  miles 
an  hour  when  I  felt  that  jerk.  The  vacuum  break 
seemed  to  cease  acting  when  I  felt  that  jerk  in  passing 
over  the  Gainsborough  Road.  I  had  observed  that 
one  of  the  carriages  was  off  the  rails  to  the  left  before 
we  got  to  that  road,  and  I  also  saw  that  it  wi:a  getting 
further  away  from  the  rails,  and  after  feeling  the  jerk 
I  turned  the  steam  partly  on,  in  order  to  get  the  car- 
riages more  into  line.  After  passing  that  road  I  saw 
that  more  than  one  carriage  was  off  the  rails,  and  we 
stopped  with  the  engine  slightly  ahead  of  the  spot 
where  the  carriage  now  lies  at  the  side  of  the  line. 
When  we  stopped,  all  the  carriages  were  still  coupled 
together,  and  four  altogether  were  off  the  rails,  viz., 
the  second  and  third,  and  sixth  and  seventh  vehicles 
from  the  tender,  with  all  their  wheels  off.  The  engine 
and  tender  and  front  break-van,  and  the  fourth  and 
fifth  vehicles  and  the  rear  break-van  remained  on  the 
rails.  We  stopped  at  about  4  o'clock.  Both  of  the 
front  wheels  of  the  first  carriage  (a  composite)  were 
under  that  carriage  when  we  stopped.  The  right 
wheel  (with  the  long  piece  of  the  axle)  as  we  were 
running  had  the  axle  still  in  the  axle-box,  and  it  was 
standing  upright,  and  the  left  wheel  lay  on  its  side 
under  the  carriage.  The  rear  pair  of  wheels  of  that 
carriage  had  been  torn  from  the  rear  end  of  the  car- 
riage and  had  run  down  the  embankment  on  the  east 
side  of  the  line,  after  passing  over  the  Gainsborough 
Road.  The  engine  and  tender  were  all  right.  The 
vacuum  pipe  was  broken  underneath  the  first  carriage, 
and  the  vacuum  pipes  which  connected  the  first  car- 
riage with  the  second,  which  were  both  off  the  rails, 


had  become  disconnected,  and  also  from  the  front 
break- van  to  the  carriage  next  to  it.  I  cannot  say 
whether  the  third  vehicle  was  off  the  rails  as  well  as 
the  second  vehicle  before  the  Gainsborough  Road 
Bridge  was  reached. 

Eli  AddleseCf  fireman  to  Frederic  Tilley,  four  years 
a  fireman,  and  seven  years  in  the  Company's  service, 
states  :  I  rode  on  the  near  or  left  side  of  the  engine, 
and  I  did  not  become  aware  of  anything  being  wrong 
until  just  as  we  were  entering  upon  the  viaduct 
(Bawtry),  when  I  felt  a  jerk  on  the  engine,  and  on 
looking  back  on  the  left  side  of  the  train,  I  saw  the 
carriage  next  the  front  break  had  the  front  wheels  off 
the  rails.  I  put  on  my  hand  break.  The  communica- 
tion cord  had  not  been  made  use  of  up  to  that  time. 
I  think  our  speed  at  that  time  was  near  upon  60  miles 
an  hour.  I  looked  across  to  my  mate  and  said  **  We 
are  off  the  road,"  and  at  that  same  time  he  was  apply- 
ing the  vacuum  break.  The  breaks  appeared  to  act 
all  right  until  the  wheel  of  the  first  carriage  (second 
vehicle  from  the  tender)  struck  the  south  abutment 
of  the  under-bridge.  The  carriages  appeared  then 
to  come  on  to  us,  and  at  the  same  time  I  eased  my 
hand  break.  We  were  then  just  over  the  viaduct. 
I  said  to  my  mate,  "  Let  us  be  over  the  viaduct ;  I  think 
it  'w  ill  be  better  for  us,"  and  we  went  on  then  till  we 
stopped.  I  think  the  vacuum  break  ceased  to  act 
when  we  struck  the  abutment  of  the  bridge,  when  the 
carriages  seemed  to  come  on  to  us.  1  don't  know 
what  time  it  was  when  we  stopped.  I  did  not  see  the 
rear  pair  of  wheels  of  the  first  carriage  torn  from 
under  the  carriage.  All  the  train  remained  coupled 
together.  The  second  and  third  and  the  sixth  and 
seventh  vehicles  from  the  tender  were  all  off  the  rails. 
The  second  vehicle  was  lying  down  on  the  steps,  partly 
tilted  over  to  the  left  side.  The  rear  wheels  were 
gone  ;  one  of  the  front  wheels,  that  which  had  the  axle 
broken  close  tothe  boss  of  the  wheel,  was  under  the 
carriage.  I  don't  know  whether  that  was  a  right 
wheel  or  a  left  wheel.  I  don't  know  where  the  other 
wheel  was.  The  communication  cord,  which  is  at- 
tached to  a  lever  that  puts  on  the  vacuum  break,  was 
pulled  just  at  the  time  that  my  mate  applied  the 
vacuum  break.  I  heard  a  passenger,  immediately 
after  the  accident,  say  that  he  had  pulled  the  com- 
munication cord.  He  did  not  say  in  which  carriage 
he  had  been  riding,  and  I  don't  know. 

John  McDiarmidy  conductor  in  charge  of  the 
10  a.m.  up  express  train  from  Edinburgh  on  the  14th 
instant :  My  train  consisted  of  East  Coast  Joint  Stock 
carriages,  viz.,  6 -wheeled  break- van,  No.  Ill ;  No.  17, 
4-wheeled  composite ;  No^  28,  4-wheeled  composite  ; 
No.  8,  4-wheeled  composite,  first-class :  No.  87, 
6-wheeled,  first-class  ;  No.  2,  4-wheeled,  first-class ; 
No.  12,  4-wheeled,  second-class;  No.  49,  break-van, 
6-wheeled,  arranged  in  that  order  when  we  lefl  York  at 
3.6  p.m.  We  were  checked  two  minutes  at  Joans  Cross 
junction,  south  of  Selby.  We  travelled  all  right  until  we 
passed  Bawtry  station,  and  just  at  the  commencement  of 
the  viaduct  the  bell  in  my  van  (the  front  break-van)  rang 
loudly.  I  put  down  the  window  and  looked  out  on 
the  near  side,  and  looked  back,  and  saw  that  the  carriage 
next  to  my  van  was  off  the  road,  and  I  then  looked 
immediately  forward  to  see  if  the  driver  was  aware  of 
it,  and  I  saw  that  he  was  aware  of  it,  as  he  was  looking 


E  2 


Digitized  by 


Google 


(    32    ) 


back.  I  endeavoured  to  put  on  my  hand  break.  I 
coald  not  saj  whether  I  was  aware  or  not  as  to  the 
vacuum  break  having  or  not  having  been  applied  at 
that  time.  After  we  crossed  over  the  girder  bridge 
I  knew  that  the  vacuum  break  had  been  put  on.  We 
were  travelling  at  our  usual  rate  as  we  passed  Bawtry, 
which  might  he  55  miles  an  hour.  There  was  a  dimi- 
nution in  the  speed  of  the  train  after  I  heard  the  bell 
ring  in  my  van.  I  only  partially  applied  my  hand 
break.  I  don't  know  what  time  it  was  when  we  stopped. 
There  were  four  vehicles  off  the  road.  I  don't  know 
where  the  wheels  of  the  front  carriage  were,  as  I  M-ent 
on  at  once  to  the  next  station  a  head.  There  was 
nothing  foul  of  the  down  line,  but  something  projected 
into  the  six-feet  space.  No  one  complained  at  the 
time  of  being  injured.  I  went  on  with  the  passengers 
afterwards  to  London.  The  vacuum  break  was  applied 
in  crossing  the  swing  bridge  at  Selby,  al  Joans  Cross 
junction,  and  in  running  through  Doncaster,  when 
the  speed  was  reduced  to  16  miles  an  hour. 

Charles  Day^  under-guard  of  the  3.5  p.m.  up  express 
train  fix>m  York  on  the  14th  instant,  states :  I  rode 
in  the  rear  break-van,  and  travelled  all  right,  as  far  as 
I  know,  as  far  as  Bawtry,  and  we  were  on  the  Bawtry 
Viaduct  when  I  felt  the  speed  of  the  train  checked. 
I  don't  know  that  the  break  in  my  van  was  applied. 
I  did  not  look  out  when  I  felt  the  speed  checked.  We 
were  travelling  at  our  usual  speed,  and  keeping  time 
as  we  passed  Bawtry,  at  from  55  to  60  miles  an  hour, 
and  I  did  not  know  that  anything  whatever  was  wrong 
until  the  train  stopped.  I  was  not  aware  that  the 
vacuum  break  had  been  applied.  I  knew  that  it  had 
been  used  in  passing  through  Doncaster  station  yard. 
When  I  had  got  out  of  my  van  it  wanted  about 
1  minute  to  4  o'clock.  I  got  out  after  I  had  taken 
up  my  signals  and  fog-signals.  1  could  not  see  tliat 
anything  was  foul  of  the  down  road. 

Thomas  Bennett^  locomotive  foreman  at  the  running 
shed  at  Doncaster,  states :  I  got  to  the  scene  of  the 
accident  about  6  p.m.,  and  found  four  of  the  vehicles 
off  the  road ;  No.  17,  first  carriage,  with  the  leading 
axle  broken,  at  the  left  side,  close  to  the  boss  of  the 
wheel,  and  that  left  wheel  was  under  the  carriage, 
lying  on  its  side,  with  the  journal  downwards.  The 
right-hand  wheel  had  the  journal  in  the  axle-box,  and 
the  axle-box  in  the  horn-plate,  and  the  end  of  the  axle 
on  the  ground,  underneath  the  carriage.  The  carriage 
was  partly  on  its  left  side,  and  the  rear  pair  of  wheels 
were  down  the  embankment,  where  they  now  lie.  I 
got  everything  off  the  up  line  by  about  10.50  p.m.,  and 
brought  all  the  vehicles  into  the  Bawtry  sidings  except 
the  last  van,  which  had  been  previously  removed. 
There  was  another  axle  also  broken  on  No.  2  carriage, 
or  the  last  carriage  but  one  in  the  train.     1  think  the 


accident  was  occasioned  by  the  breakage  of  the  front 
axle  of  the  first  carriage.  I  don't  know  anything  of 
the  history  of  that  axle,  nor  how  long  it  has  been 
running.  The  fracture  showed  that  it  had  been  par- 
tially fractured  for  some  time;  it  is  ^^ve  inches  in 
diameter.  I  think  more  than  one  half  of  that  axle 
had  been  sound  immediately  before  the  accident 
occurred.  I  do  not  think  any  spring  was  missing  from 
anj  other  cairiage  than  the  first  carriage.  J  think  the 
bi'eak  draw-rod,  which  was  taken  out  to-day  ft'om 
under  the  platform  at  Bawtry  station,  belonged  to  the 
first  carriage.  I  don't  think  anything  was  wrong  with 
the  vacuum  break,  except  as  regards  the  connections 
at  the  two  ends  of  the  first  carriage,  and  the  break 
apparatus  under  that  carriage.  I  don't  think  the  cord 
communication  was  broken.  There  were  many  chairs 
broken  under  the  left  rail.     I  cannot  say  how  many. 

John  ShottoHy  assistant  locomotive  superintendent 
at  Doncaster :  I  have  examined  the  broken  axle  of  the 
first  carriage.  We  do  not  keep  any  record  of  the 
mileage  of  the  wlieels  of  carriages  or  waggons.  We 
do  of  engines.  We  do  frequently  take  axles  out  of 
the  wheels  and  break  them,  but  we  never  put  them  in 
again.  We  only  take  them  out  to  test  the  make  or 
the  soundness  of  the  axle.  I  believe  the  accident  was 
occasioned  by  the  fracture  of  the  axle  of  the  first 
carriage.  I  don't  know  when  any  examination  was 
made  of  that  axle  in  the  shops,  but  it  would  be 
examined  when  in  the  shops.  No.  17  carriage  was 
in  the  shops  last  November ;  nothing  was  done  to  the 
wheels,  and  no  remark  about  them.  J  don't  think 
the  sound  part  of  the  axle  of  No.  17  carriage  was 
more  than  2^  inches  in  diameter.  I  think  there  was 
a  small  flaw  originally  near  the  outer  surface  of  the 
axle,  but  I  don't  tbink  it  extended  to  the  outer 
surface,  so  as  to  be  seen. 

K  P.  Cockshotty  superintendent  of  the  Great 
Northern  Railway  Company,  states  :  The  axle  which 
was  found  broken  under  No.  17,  East  Coast  carriage, 
on  the  day  of  the  accident  is  marked  "  Taylor's  best 
double  fagotted.  May  1868,  E.C."  The  wheels 
which  were  on  the  axle  are  marked  ^*  Leeds  Wheel  and 
Axle  Company,  Leeds,  1868,  E.C'  The  whole  of  the 
East  Coast  Joint  stock  was  new,  and  brought  into  use 
in  the  summer  of  1868.  In  January  1878  the  East 
Coast  Companies  decided  to  replace  the  whole  of  the 
stock  which  had  been  supplied  ten  years  previously, 
and  ordered  carriages  to  be  built  of  the  most  modern 
description,  and  with  all  recent  improvements.  This 
new  stock  has  been  constructed,  and  is  being  brought 
into  use.  The  special  through  Scotch  expi-ess  trains 
are  now  formed  of  these  new  carriages,  and  those 
built  in  1868  have  been  withdrawn  from  the  service, 
or  will  be  entirely  within  the  next  few  days. 


Concltmon. 

From  the  preceding  statements,  and  from  observation  on  the  ground,  it  appears 
that  on  the  14th  ultimo,  when  the  10  a.m.  up  express  passenger  train  from  Edinburgh 
to  London  left  York  station  at  3.6  p.m.,  one  minute  late,  it  consisted  of  the  following 
vehicles :  — 

An  engine  and  tender ; 

No.  Ill,  6- wheeled  break-van ; 

No.  17,  4- wheeled  composite  carriage ; 

No.  28,  4- wheeled  composite  carriage ; 

No.  8,  4- wheeled  first-class  carriage ; 

No.  87,  6-wheeled  first-class  carriage ; 

No.  2,  4-wheeled  first-class  carriage  ; 

No,  12,  4-wheeled  second-class  carriage; 

No.  49,  6-wheeled  break-van, 

arranged  in  the  order  in  which  they  are  here  enumerated. 

This  train  is  not  appointed  to  stop  prior  to  reaching  Grantham  station,  83  miles 
from  York,  and  it  is  allowed  one  hour  and  forty  minutes  for  the  journey,  giving  an 


Digitized  by 


Google 


(    33    ) 

average  rate  of  speed  of  about  49.8  mUes  an  hour ;  but  the  actual  speed  at  times 
must  necessarily  be  considerably  in  excess  of  the  average  rate,  inasmuch  as  the  train 
is  required  to  run  through  several  of  the  stations  and  past  some  of  the  junctions  at 
reduced  speed. 

When  this  train  had  just  passed  Bawtry  station,  40f  miles  from  York,  and  was 
about  to  enter  upon  the  Bawtry  Viaduct,  before  referred  to,  the  engine-driver  felt  a 
jerk,  and  he  immediately  shut  oflF  the  steam  and  looked  back,  and  saw  that  there  was 
something  amiss  with  his  train,  and  that  the  first  carriage,  No.  17,  placed  next  to  the 
front  break -van,  was  oscillating;  he  could  not  see  from  the  side  of  the  engine  on 
which  he  was  standing  (the  right  side)  that  it  was  off  the  rails,  and  he  then  applied 
the  vacuum  break  with  which  the  entire  train  was  fitted,  with  breaks  on  all  the 
wheels  of  the  vehicles  in  the  train,  with  the  exception  of  the  leading  wheels  of  the 
engine.  In  the  meantime  the  fireman  had  also  felt  the  jerk  on  the  engine,  and  he 
also  looked  back  on  the  leftside  of  the  train,  and  saw  that  the  leading  wheels  of  No.  17 
composite  carriage  were  oflT  the  rails  to  the  left  as  the  train  was  running,  and  he  told  his 
mate  that  they  were  "  off  the  road."  The  driver  and  fireman  agree  in  saying  that  they 
were  travelling,  at  the  time  they  passed  Bawtry  station,  at  the  rate  of  60  miles  an  hour 
(the  conductor  and  guard  naming  from  55  to  60  miles  an  hour),  and  they  also  state 
that  the  vacuum  break  appeared  to  act,  as  it  usually  does,  when  the  driver  applies 
it,  and  both  also  state  that,  after  the  vacuum  break  had  been  applied,  the  commu- 
nicating cord  with  which  the  train  was  fitted,  and  which  is  attached  to  the  lever 
that  applies  the  vacuum  break,  was  pulled,  evidentl^^  by  some  passenger.  The  con- 
ductor in  the  front  van  states  that  the  bell  in  the  front  break- van  '*  rang  loudly  just  at 
"  the  commencement  of  the  viaduct,"  but  "  he  could  not  say  whether  he  was  aware 
"  or  not  as  to  the  vacuum  break  having  or  not  having  been  applied  at  that  time,"  but 
**  after  they  had  crossed  over  the  girder  bridge,  he  knew  that  the  vacuum  break  had 
"  been  put  on;"  he  only  partially  applied  his  hand  break,  while  the  fireman  states 
that  he  put  on  his  hand  break.  The  guard  in  the  rear  break-van  did  not  know  that 
the  vacuum  break  had  been  applied,  but  when  on  the  Bawtry  Viaduct  he  felt  the 
speed  of  the  train  checked,  and  was  not  aware  that  anything  was  wrong  until  the 
train  stopped. 

The  driver  also  states  that  "  the  application  of  the  breaks  appeared  to  lessen  the 
**  speed  considerably ;  that  he  felt  a  jerk  as  the  train  passed  the  under-bridge  over 
"  the  Gainsborough  Road  at  the  south  end  of  the  viaduct,  and  his  train  was  travelling 
"  at  10  miles  an  hour  when  he  felt  that  jerk,"  and  "  the  vacuum  break  seemed  to 
"  cease  acting  when  he  felt  that  jerk ;"  "  that  he  had  observed  that  one  of  the 
*'  carriages  was  off  the  rails,  to  the  left,  before  they  got  to  the  Gainsborough  Road, 
"  and  he  also  saw  that  it  was  getting  fiu-ther  away  from  the  rails  ;  and  after  feeling 
"  this  jerk  he  turned  the  steam  partly  on,  in  order  to  get  the  carriages  more  into 
**  line.  After  passing  that  road,  he  saw  that  more  than  one  carriage  was  off  the 
"  rails,  and  they  stopped  with  the  engine  slightly  ahead  of  the  spot  where  the 
"  carriage  was  laid  at  the  time  of  my  inquiry  at  the  side  of  the  line."  He  says, 
"  all  the  carriages  were  still  coupled  together,  and  four  altogether  were  off  the 
**  rails,  viz.,  the  second  and  third,  and  sixth  and  seventh  vehicles  from  the  tender, 
**  with  all  their  wheels  off,  while  the  engine  and  tender,  front  break-van,  and  the 
"  fourth  and  fifth  vehicles  and  the  rear  break-van  remained  on  the  rails.  The  train 
"  stopped  at  about  4  p.m.  Both  of  the  front  wheels  of  the  first  carriage  (No  17, 
**  of  which  the  axle  was  broken)  were  under  that  carriage  when  the  train  stopped. 
"  The  right  leading  wheel,  with  the  long  piece  of  the  axle  attached  to  it,  had  the 
**  journal  of  the  axle  still  in  the  axle-box,  and  the  axle-box  was  in  the  horn-plate, 
**  and  the  wheel  was  standing  upright,  and  the  left  wheel  (of  this  pair)  lay  on  its 
"  side  under  the  carriage.  The  trailing  pair  of  wheels  of  that  carriage  had  been 
"  torn  from  the  rear  end  of  the  carriage,  and  had  run  down  the  embankment  on  the 
"  east  side  of  the  line,  after  passing  over  the  Gainsborough  Road  Bridge.'* 

The  vacuum  tubes  and  breakwork  were  found  broken  under  all  the  carriages,  and 
the  vacuum  pipes  which  connected  the  first  carriage  with  the  second,  both  of  which 
were  off  the  rails,  had  become  disconnected,  and  the  vacuum  pipe  between  the  front 
break-van  and  the  composite  carriage  next  to  it.  No.  17,  was  also  disconnected  or 
broken. 

The  spot  on  the  line  before  the  Bawtry  Viaduct  was  reached  was  pointed  out  to  me 
by  the  engine-driver  where  he  felt  the  first  jerk,  and  then  shut  off  the  steam,  and 
also  where  he  states  that  he  applied  the  vacuum  break.  I  was  also  shown  the  first 
trace  of  any  wheel  being  found  off  the  rails.  This  was  a  mark  on  the  ballast  on  tlje 
irmde  of  the  right  rail,  18  yards  south  of  the  north  end  of  the  up  platform  at  Bawtry 
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station,  and  marks  on  the  inside  of  the  chairs,  some  of  which  were  broken  tinder  the 
right  rail,  continued  up  to  61  yards  from  the  same  point.  At  65  yards  the  first  mark 
of  any  wheel  outside  the  left  rail  was  found  on  the  ballast,  and  a  yard  beyond  it  a 
chair  under  the  left  rail  was  found  broken.  Marks  on  the  up  platform,  3 J  inches 
from  its  edge,  and  apparently  caused  by  a  bolt  head  under  a  carriage  step,  were  traced 
from  71  to  72f  yards,  and  a  portion  of  an  iron  break-rod  was  found  thrust  through  a 
sleeper  outside  the  left  rail,  at  72  yards,  the  length  of  this  piece  of  break-rod  being 
about  7  feet.  Marks  outside  the  left  rail  and  inside  the  right  rail  were  traced  at 
intervals  from  72  to  112  yards,  and  a  continuous  series  of  marks  made  by  one  wheel 
outside  the  left  rail^  and  by  another  wheel  inside  the  Hght  rail,  on  chairs,  many  of 
which  were  broken ;  on  the  edge  of  the  coping  of  the  up  platform  at  Bawtry  station ; 
over  the  rails  of  a  cross-over  road ;  on  a  planked  crossing  ;  on  the  girder  of  an  under- 
bridge  at  the  south  end  of  Bawtry  station,  where  a  portion  of  a  continuous  foot-board 
of  a  carriage  was  also  found  ;  and  similar  marks  continued  up  to  318  yards,  and  at 
intervals  up  to  and  along  the  Bawtry  Viaduct.  Besides  the  marks  made  by  two  wheels 
running  off  the  rails,  other  marks  were  occasionally  found,  which  must  have  been  made 
by  some  of  the  broken  gearing  under  a  carriage  trailing  on  the  ballast.  The  band  of  a 
spring  of  a  carriage  was  found  outside  the  right  rail  at  430  yards.  In  some  cases  the 
wheel  marks  were  as  far  as  2  feet  outside  the  left  and  1ft.  Sin.  inside  the  right  rail, 
and  these  marks  afforded  distinct  proofs  that  they  were  made  by  separate  wheels 
running  independently  of  each. 

The  north  end  of  the  Bawtry  Viaduct  occurs  at  752  yards  from  the  north  end  of  the 
up  platform,  and  the  spot  where  the  driver  states  that  he  applied  the  vacuum  break  is 
at  837  yards.  Several  pieces  of  the  spring  of  a  carriage  were  found  outside  the  right 
rail  between  823  and  948  yards. 

At  1,125  yards  the  stone  cap  of  the  eastern  pier  on  the  north  side  of  the  Gainsborough 
Road  Bridge  had  been  heavily  struck  by  a  left  wheel  and  was  thrown  down  into  the 
road  below,  and  a  left  wheel  appears  to  have  run  on  the  top  flange  of  the  eastmost  cast- 
iron  girder  (3  feet  deep),  one  of  the  pair  which  carried  the  up  line  of  railway  across 
this  30-feet  opening  over  the  Gainsborough  Road.  The  mark  on  this  flange  showed 
that  the  flange  of  a  left  wheel  travelled  along  the  very  edge  of  this  top  flange,  so  that  if 
it  had  been  running  half  an  inch  more  to  the  left,  it  is  almost  certain  that  the  leading 
carriage  to  which  it  belonged.  No,  17,  must  have  fallen  over  into  the  road  below,  and 
been  followed  in  all  probability  by  every  other  vehicle  behind  it  in  the  train,  as 
there  was  no  outside  girder  to  support  and  uphold  the  wheel  if  it  had  dropped  off  the 
top  flange  of  the  girder. 

The  stone  cap  of  the  eastern  pier  on  the  south  side  of  the  Gainsborough  Road  was 
next  struck  by  some  left  w^heel  or  wheels,  and  a  break-block,  axle-box,  and  portion  of  a 
step  were  found  below  on  the  south  side  of  the  Gainsborough  Road. 

The  Bawtry  Viaduct  is  stated  to  end  at  1,146  yards,  and  between  this  spot  and  that 
at  which  No.  17  carriage  stopped,  viz.,  at  1,277  yards,  a  number  of  sleepers  and  chairs 
were  found  broken,  and  portions  of  the  break  gearing  and  under- framing  of  the 
carriages  were  scattered  about. 

The  trailing  wheels  of  No.  17  carriage  began  to  run  down  the  embankment  at  the 
eastern  side  of  the  line  at  1,206  yards.  I  have  no  doubt  that  these  wheels  had  come  in 
contact  with  the  stone  coping  at  the  Gainsborough  Road,  and  were  torn  from  under 
the  carriage  immediately  afterwards. 

Thus  from  the  spot  at  which  the  driver  states  that  he  applied  the  vacuum  break,  to 
that  at  which  the  engine  stopped,  would  be  about  470  yards,  although  he  had  very 
properly  partially  turned  on  the  steam  when  he  saw  the  carriages  getting  further  away 
from  the  line  after  passing  over  the  Gainsborough  Road. 

I  have  no  doubt  that  the  accident  was  caused  by  the  fracture  of  the  axle  of  the 
leading  pair  of  wheels  under  the  first  4rwheeled  carriage.  No.  17,  in  the  train,  and 
that  such  fracture  occurred  immediately  before  the  first  mark  which  was  found  on  the 
ballast  inside  the  right  rail  at  the  north  end  of  Bawtry  station ;  and  that  the 
revolution  of  the  long  piece  of  the  axle  which  was  still  attached  to  the  right  wheel, 
which  kept  its  position  in  the  axle-box,  &c.,  broke  the  break-rod,  of  which  a  portion, 
7  feet  in  length,  was  found,  thrust  through  one  of  the  sleepers  under  the  rails  54  yards 
further  on. 

The  fracture  of  the  axle  took  place  close  to  the  boss  of  the  left  wheel,  and  the 
revolution  of  the  long  piece  of  the  axle  continued  to  mark  and  to  damage  the 
woodwork  of  the  left  wheel  (a  Mansell  wheel),  and  possibly  other  parts  of  the  break 
gearing  under  that  carriage. 

I  have  no  means  of  saying  positively,  whereabouts  on  the  line,  the  break-pipe 
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apparatus  for  putting  the  vacuum  breaks  into  Operation  on  the  various  wheels  of  the 
vehicles  in  the  train,  or  that  part  relating  more  particularly  to  ]^o.  17  carriage,  was 
fractured  or  damaged ;  but  if  dependence  is  to  be  placed  on  the  evidence  of  the 
Company's  servants  in  charge  of  the  train,  there  would  seem  to  be  little  doubt  but 
that  it  occurred  while  No.  17  carriage  was  passing  over  the  girder  bridge  at  the  Gains- 
borough Road. 

The  advantages  attendant  on  having  a  thoroughly  efficient  continuous  break,  made 
automatic  in  its  action,  can  scarcely  be  questioned ;  but  in  this  instance,  it  appears  to 
me,  that  it  would  be  impossible  for  any  such  accident  to  have  occurred,  and  to  have 
terminated,  in  a  more  favourable  manner,  as  far  as  the  safety  of  the  public  is  con- 
cerned, than  in  this  case. 

In  this  instance  Smith's  vacuum  break  was  not  fitted  with  double  ejectors  (one  for 
the  engine  and  one  for  the  train),  although  this  arrangement  is  stated  to  be  generally 
adopted  and  approved  of  by  the  inventors,  and  in  my  opinion  it  is  very  fortunate  that 
it  was  not  so  fitted,  inasmuch  as  it  is  quite  possible  that  the  engine  break  might  have 
been  put  hard  on,  while  the  breaks  on  the  carriages  might  have  only  been  partially  on, 
and  in  that  case  the  results  would  probably  have  been  disastrous,  as  No.  17  carriage 
with  a  broken  leading  axle  and  the  leading  wheels  running  off  the  rails  would  pro- 
bably have  been  forced  out  of  the  train,  and  over  the  excessively  low  parapet  of 
the  Bawtry  Viaduct,  or  at  the  bridge  over  the  Gainsborough  Road,  by  the  sudden  check 
in  the  speed  of  the  engine.  ^ 

On  these  grounds,  however  convenient  it  may  be  in  some  respects  to  have  double 
ejectors  for  the  vacuum  breaks,  I  have  no  doubt  that  they  would  become  an  un- 
necessary source  of  danger,  when  a  carriage  in  the  middle  of  a  passenger  train  from 
any  cause  gets  off  the  rails. 

Indeed  the  action  of  all  the  newly  invented  breaks  is  in  one  respect  objectionable 
and  dangerous,  in  this  class  of  accident,  from  the  fact  of  the  retardation  commencing 
at  the  front  and  gradually  extending  more  or  less  quickly  to  the  vehicles  at  the  rear 
of  the  train.  It  would  be  highly  desirable  and  tend  to  increase  the  chances  of  a 
favourable  result,  when  an  accident  of  this  kind  does  occuf ,  if  the  breaks  were  first 
put  on,  on  the  vehicles  at  the  tail  of  the  train. 

The  axle  which  broke  under  the  leading  pair  of  wheels  under  No.  17  carriage  was 
5  inches  in  diameter  where  the  fracture  took  place.  It  was  new  in  1868,  and  it  is 
marked  "Taylor's  best  double  fagotted.  May  1868,  E.G."  The  wheels  which  were 
on  the  axle  are  marked  "Leeds  Wheel  and  Axle  Company,  Leeds,  1868,  E.G."  The 
whole  of  the  East  Coast  Joint  stock  was  new,  and  brought  into  use  in  the  summer  of 
1868.  The  Company  are  unable  to  give  any  history  of  the  running  of  this  pair  of 
wheels,  as  they  do  not  keep  any  record  of  the  running  of  carriage  or  waggon  wheels, 
but  the  Company's  assistant  locomotive  superintendent,  Mr.  Shotton,  informed  me 
that  the  wheels  would  be  examined  when  they  were  last  in  the  shops,  and  he  subse- 
quently ascertained  at  my  request  that  No.  17  carriage  was  in  the  shops  last  November, 
that  nothing  was  done  to  the  wheels,  and  no  remark  was  made  about  them.  Indeed 
Mr.  Stirling,  the  Company's  locomotive  superintendent,  has  informed  me  that "  he  could 
"  give  no  extracts  from  the  books  showing  dates  and  nature  of  repairs  done  to  the 
**  wheels  which  have  been  broken  in  the  Bawtry  accident ;  that  they  keep  a  general 
**  wheel  and  axle  account,  not  for  each  individual  pair  of  wheels."  When  the  fractured 
axle  was  examined  after  the  accident,  it  was  found  that  there  had  originally  been  a 
small  flaw  near  the  outer  surface  of  the  axle,  but  Mr.  Shotton  did  not  consider  that 
it  extended  to  the  outer  surface  so  as  to  be  seen.  The  axle  had  evidently  been  gradually 
breaking,  and  Mr.  Shotton  did  not  think  that  the  sound  part  of  the  axle  was  more  than 
2^  inches  in  diameter.  In  my  opinion,  the  sound  part  of  the  axle  would  not  amount  to 
anything  like  one  fourth  of  the  superficial  area  of  the  section  which  would  be  repre- 
sented by  a  diameter  of  2^  inches.  I  bad  asked  for  a  photograph  of  the  end  of  the 
axle  which  was  broken,  as  I  thought  it  would  show,  better  than  any  drawing  could 
do,  what  was  sound  and  what  had  previously  been  fractured,  but  I  have  been  supplied 
with  a  photograph  of  the  inside  of  the  wheel,  and  a  drawing  of  the  end  of  the  axle, 
which,  however,  is  not,  I  think,  a  good  representation  of  its  state.  I  should  also 
mention  that  after  the  accident  the  axle  of  another  pair  of  wheels  under  No.  2  four- 
wheeled  first-class  carriage  was  also  found  broken,  and  this  fracture  was  probably 
occasioned  by  getting  off  the  rails  after  passing  over  the  Gainsborough  Eoad.  In  this 
instance  also  the  axle  had  previously  been  partially  fractured,  leaving  the  central  sound 
portion  of  an  elliptical  shape  3^  inches  in  diameter  in  one  direction,  and  3  inches  in 
diameter  in  the  other,  and  at  right  angles  to  it,  and  the  amount  of  the  sound  part  of 
the  sectional  area  of  the  broken  axle  would  be  somewhere  about  42  per  cent.    This 
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wheel  and  axle  was  made  at  the  same  time  and  by  the  same  makers  as  that  which 
broke  under  No.  17  four-wheeled  composite  carriage. 

This  accident  discloses  a  very  serious  condition  of  things  as  far  as  the  safety  oi  the 
public  is  concerned,  in  respect  of  the  axles  of  wheels  under  carriages  in  passenger 
trains,  which  are  frequently  running  at  a  rate  of  60  miles  an  hour,  as  in  this  case, 
where  the  strength  of  the  axle  has  been  gradually  reduced  to  less  than  one  fourth  of 
its  original  strength. 

Some  test  that  may  be  depended  on  is  required,  or  some  examination  of  these  axles 
should  be  periodically  made,  by  removing  the  wheels  from  the  axles  and  carefully 
examining  the  parts  of  the  axles  within  the  wheels,  and  at  other  times  by  thoroughly 
scraping  off  all  paint  or  rust  close  to  tlie  bosses  of  the  wheels,  where  the  fractures  mostly 
take  place,  or  by  keeping  an  accurate  record  showing  the  number  of  miles  run,  and 
the  extent  to  which  the  diameters  of  the  axles  in  the  journals  are  reduced  by  fair  wear 
and  tear,  when  fractures  do  occur,  so  as  to  endeavour  to  establish  some  date  that  will 
throw  light  on  the  length  of  time,  or  the  number  of  miles  that  may  be  run,  before  an 
axle  may  be  expected  to  break.  The  diameter  of  the  axle  in  the  journal  imder  No.  17 
carriage,  which  broke  on  the  14th  ultimo,  had  been  reduced  from  3J  to  3^^^^  inches, 
and  the  same  diminution  in  the  diameter  had  taken  place  in  the  journal  of  the  second 
axle  which  was  broken,  although  it  had,  in  my  opinion,  nothing  to  do  with  causing 
the  accident.  It  is  true  that  some  railway  companies  do  keep  a  record  of  the  running 
•of  the  wheels  under  engines,  and  some  have  kept  a  similar  record  with  reference  to  the 
mileage  run  of  wheels  of  carriages  and  waggons,  but  there  is  no  uniformity  of  practice 
on  the  subject.  I  scarcely  think  anyone  will,  after  this  accident,  venture  to  question 
the  propriety  of  some  steps  being  taken  to  acquire  knowledge  on  the  subject.  The 
East  Coast  Railway  Companies  are  now  about  to  withdraw  the  carriage  rolling-stock 
on  their  line,  which  was  brought  into  use  in  the  summer  of  1868,  of  which  No.  17 
4-wheeled  composite  carriage  formed  part,  and  to  replace  them  with  6-wheeled 
carriages,  and  tliere  is  no  doubt  that  this  is  a  very  important  and  desirable  change  as 
far  as  the  public  safety  is  cimcerned. 

There  is  only  one  other  point  to  which  I  must  direct  attention,  and  that  relates  to  the 
necessity  that  exists  for  raising  the  parapets  at  the  sides  of  the  Bawtry  Viaduct  to  the 
usual  height,  and  also  to  the  addition  of  outside  girders  at  the  bridge  over  the  Gains- 
borough  Road,  because  a  height  of  7^  to  10  inches  for  the  top  of  the  parapet  above 
the  level  of  the  rails  will  not  afford  any  security  in  the  event  of  a  carriage  getting  off  the 
rails  at  the  outer  sides  of  the  running  lines,  or  do  much  to  prevent  them  from  running 
over  and  falling  off  the  viaduct ;  and  the  safety  of  the  platelayers  employed  on  the 
line  is  not  properly  provided  for  by  this  exceedingly  low  parapet. 

This  report  has  been  delayed  by  the  non-receipt  of  the  drawings  of  the  wheel  and 
axle  untU  this  day. 

I  have,  &c., 

The  Secretary,  W.  Yolland, 

(Railway  Department,)  Board  of  Trade.  OoloneL 


APPENDIX  A.  bolts,  4  step  boards,  and  step  irons  broken ;  1  axle  and 

4    buffer   rods   bent ;  4   wood  wheels  damaged,   and 

The  Great  Northern  liailway,  Locomotive  8tandin<r  pillars  do. 

Department,  Engineer's  Office,  No.  28,  East  Coast  composite,  15/. : — 4  end  panels, 

Doncaster,  7th  March  1879.  2  bottom  sides,  1  door  pillar,  1  standing  pillar,   1  tloor 

Deak  Sir,  panel,  1  side  panel,  2  vracuum  tubes,  2  hose  pipes  and 

Bawtry  Accident.  brakework,  1  longitudinal,  1  diagonal,  2  step  boards, 

I  SEND  you  with  this  the  required  particulars  ^  step  irons,  and  body  bolts  broken  ;  1  headstock  and 

respecting  the  above.  comer  plates  damaged  ;  lifting  and  readjusting  iron- 

Yours  truly,  work. 

P.  Stirling.  ^^-  ^>  ^^^^  ^^^s.  East  Coast,  41. : — Vacuum  tubes 

Col.  Yolland  ^^^  ^^^^  pipes,  1  buffer  spring,  and  body  belts  broken ; 

Board*  ot  Trade,'  VVhitchaU,  London.  lining  an<i  readjusting  ironwork. 

No.  87,  first  class,  East  Coast,  3/.  10*.  .-—Vacuum 

_  ^  ^  ^  _  hose  pipes  and  body  bolts  broken ;  lifting  and  read- 

Dbtails  of  Stock  damaged  at  Bawtry,  justing  ironwork 

14th  February  1879.  ^o.  2,  East   Coast,   first  ckss,  6/.   10*.:— 1  axle, 

No.    17,    East    Coast     composite,    261, :—  1    sole,  1  side  spring,  and  body  bolts  and  vacuum  brakework 

1  headstock,  1  crossbearer,  2  diagonals,  4  side  springs,  broken  ;  lifting  and  readjusting  ironwork. 

4  axle   guards,  4   axle   boxes,   1  axle,  socket  bolts.  No.  12,  second  Class,  East  Coast,  3/.  10*. : — Socket 

2  drawbars,  vacuum   tubes   and  brakework,  floor  of  bolts,  body  bolts,  and   vacuum   brakework   broken  ; 
body,  1  bottom  side,  1  comer  pillar,  6  end  panels,  4  buffer  rods  bent ;  lifting  and  readjusting  ironwork. 

1  side  panel  and  lining  boards,  6  lamp  irons  and  body  No.  Ill,  guard's  break- van.  East  Coast, 3/.  10«. : — 
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1  drawbar  bent ;  2  side  chains  bent ;  lifting  and  re-  APPENDIX  B. 

iwljusting  ironwork.  The  Great  Northern  RaUway, 

Weight  of  No.  17,  East  Coast  composite,  9  tons  Engineer's  Office,  King's  Cross, 

^  V^\^     t.  ,oH^  -o  o  London,  N.,  ^Ist  February  1879. 

7th  March  1879.  P.  Stirling.  ^  ,        ^  '  ^  \     ..  ^ 

Injury  to  permanent  way  at  Bawtry  on  the  14th 

inst.  by  broken  axle  under  the  Scotch  express. 

The  Great  Northern  Railway,  Locomotive  Dear  Sir, 

Department,  Engineer's  Office,  100  sleepers  broken. 

Doncaster,  12th  March  1879.  150  chairs  on  the  outside  rail. 

Dear  Sir,  61     do.    on  the  inner  rail. 

I  SEND  you  herewith  a  drawing  of  the  wheels  3  switch  slide  chairs  at  the  end  of  the  cross- 

and  axles  that  were  under  the  leading  end  of  No.  17,  over  road,  south  end  of  platform. 

East  Coast  composite  carriage,  also  a  photograph  of  20  fish  bolts, 

the  wheel  after  the  accident.     I  can  give  no  extracts  60  plain  spikes, 

from  the  books  showing  dates  and  nature  of  repairs  600  F  keys, 

done  to  the  wheels  which  have  been  broken  in  the  40  E  keys. 

Bawtry  accident.     Wo  keep  a  general  wheel  and  axle  800  treenails, 

account,  not  for  each  individual  pair  of  wheels.     The  3  wrought-iron  bell  cranks, 

wheels  and  axles  under  No.  2,  East  Coast  first-class  2  switch  rod  rollers. 

carriage,  were  made  by  the  same  maker,  and  to  the  ^j^^  ^^^^  ^^^^^  ^^     ^  ^j^^  ^^^^  y^^^^       ^^^ 

same  specification,  and  at  the  same   time  as   those  ^he  foUowing  damaged  :— 

under  No.  17.                      ^         i-  •  i_i>  n  ^ags  at  south  end  of  up  platform. 

Yours  faithtuUy,  Brickwork  of  pier  of  girder  bridge. 

^  ,      ,  ^  „     ,                                   ^*  ^i»^i^<^-  Stonework  of  both  piers  south  end  of  viaduct. 

Colonel  YoUand,                      •  Post  and  rail,  and  pale  fencing. 

19,  Downing  Street,  London.                    .,  Trunking  of  switch  rods. 

Yours  faithfully, 

• ~  Rich.  Johnson. 

F.  P.  Cockshott,  Esq. 

Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  29th  March. 


HIGHLAND  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sir,  13i  Downing  Street,  London,  S.W.,  15th  March  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade, 
in  compliance  with  the  instructions  contained  in  the  Order  of  the  27th  ultimo,  the 
result  of  my  inquiry  into  the  causes  of  an  accident  which  occurred  on  the  24ith 
ultimo  on  the  Highland  Railway. 

In  this  case,  as  the  10.18  a.m  up  mail  train  from  Inverness,  consisting  of  two 
engines  and  tenders,  nine  fish  trucks,  post-office  van,  front  break- van,  third-class 
carriage,  composite,  first-class  carriage,  composite,  and  rear  break-van,  was  travelling 
between  Newtonmore  and  Dalwhinnie  stations  the  leading  engine  left  the  rails,  and 
was  followed  by  the  whole  of  the  vehicles  composing  the  train. 

The  accident  occurred  kt  1,27  p.m.,  and  the  train  was  running  at  from  26  to  30  miles 
an  hour  at  the  time. 

No  passengers  or  servants  of  the  Company  are  returned  as  having  been  injured. 

The  leading  engine  ran  over  the  bank  into  a  river,  and  was  much  damaged,  and  the 
tender  of  this  engine,  which  w&s  thrown  bottom  upwards  into  the  river,  50  yards  from 
the  engine,  will  have  to  be  entirely  rebuilt.  The  train  engine  and  tender  were  upset 
on  the  top  of  the  bank,  and  the  four  leading  fish  waggons  were  also  upset.  The  other 
vehicles  in  the  train  remained  in  an  upright  position,  but  were  all  ofiE  the  rails. 

A  detail  of  the  damage  to  the  rolling  stock  is  appended. 

The  right-hand  rail  for  a  distance  of  120  yards  was  wholly  displaced ;  two  rails  were 
broken  and  many  others  bent ;  the  joints,  most  of  the  chairs,  and  several  sleepers  were 
broken,  and  many  sleepers  were  cut  and  marked.  On  the  left  side  the  rails  and  joints 
were  not  damaged,  but  35  chairs  were  broken  or  chipped. 

Description. 

Inchlea,  the  scene  of  this  accident,  is  81  miles  south  of  Inverness,  8|  miles  south  of 
Kingussie,  and  4J^  miles  north  of  Dalwhinnie  station.  On  approacliing  from  the 
north,  the  line,  following  the  course  of  the  small  river  Truim,  ascends  a  steep  incline, 
the  gradients  for  about  five  miles  up  to  Inchlea  being  1  in  95, 1  in  200, 1  in  100, 1  in  150, 
and  1  in  360 ;  the  last-named  gradient  changing  to  one  of  1  in  1,450  a  few  yards  before 
the  spot  where  the  engine  first  left  the  rails.  The  curves  are  frequent,  though  not  very 
sharp,  and  there  are  short  lengths  of  straight  between  all  the  reverse  curves.    For 
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about  400  yards  before  the  first  mark  of  the  run-off,  the  curve  is  one  to  the  left,  with 
a  radius  of  36  chains.  A  few  yards  beyond  this  mark  there  commences  a  length  of 
about  50  yards  of  straight,  and  there  is  then  for  about  500  yards  a  reverse  curve  to 
the  right,  with  a  radius  of  36  chains. 

The  river  opposite  to  the  point  where  the  engine  first  left  the  rails  is  about  30  yards 
from  the  line  and  some  25  feet  below  it ;  but  further  south,  where  the  engine  ran  over 
into  the  river,  this  distance  is  reduced  to  only  about  15  yards,  the  bank  being  very 
steep. 

The  line  at  this  point,  and  for  2J  miles  north  of  it,  has  been  recently  relaid,  partly 
in  1876  and  partly  in  1877,  the  permanent  way  now  consisting  of  l)idl-headea  steel 
rails,  weighing  75  lbs.  per  yard,  in  lengths  of  30  and  24  feet,  laid  in  cast-iron  chairs 
weighing  37^  lbs.,  each  secured  by  three  spikes  to  sleepers  of  Strathspey  fir,  9  ft.  long 
and  10  ins.  X  5  ins.,  placed  at  an  average  Stance  of  3  ft.  apart.  The  joints  are  fished 
with  wrought-iron  fish-plates  18  ins.  long,  and  weighing  20  lbs.  per  pair,  with  four 
|-in.  nuts  to  each  pair.  The  spikes  are  of  wrought  iron,  f  in.  in  diameter,  and  5^  ins. 
in  length.     The  keys  are  of  compressed  oak. 

The  leading  engine  (No.  51)  is  a  four-wheel  coupled  tender  engine,  with  3  ft.  6  ins. 
leading  wheels,  and  5  ft.  driving  and  trailing  wheels,  the  weights  on  each  pair  of 
wheels  being  as  follows: — 

Tons. 
Leading  wheels  -  -  •    10^ 

Driving        „       -  -  -  -    13 

TraiUng       „  -  -  -    12^ 

Total        -        -    36 

The  tender  is  a  six-wheeled  tender,  with  one  break-block  on  each  wheel. 

This  engine  was  made  in  1864,  and  has  run  altogether  339,876^  miles. 

The  leading  axle,  which  was  broken,  is  one  of  the  original  set  which  came  with  the 
engine.  It  was  maniifactured  by  Messrs.  Brown  and  Co.,  of  Sheffield,  of  toughened 
steel,  the  diameter  at  the  journal  being  4^  ins.,  at  the  boss  6  ins.,  inside  the  boss  6J  ins., 
and  at  the  centre  5J-  ins.  There  is  no  exact  record  of  the  runninef  of  this  particular 
axle,  but  it  is  believed  to  have  run  about  250,000  miles.  The  journal,  which,  when  new, 
was  8  ins.  long  and  4  j-  ins.  in  diameter,  is  now  8-^  ins.  long  and  4^  ins.  in  diameter. 

This  axle  was  placed  under  the  engine  on  the  18th  February,  only  six  days  before 
the  accident,  to  replace  a  precisely  similar  axle  which  had  broken  on  the  16th 
February,  when  running  between  Aviemore  and  Eancraig. 

The  engine  had  been  thoroughly  repaired,  and  the  wheels  turned  up  in  November 
1878. 

The  train  engine  (No»  64)  is  a  four-wheel  coupled  tender  engine,  with  leading 
four-wheeled  bogie,  the  weights  being  as  follows : — 

Tons. 

On  bogie  -  -  -    14i 

Driving  wheels  •  .  -    13| 

Trailing      „  -  -  -    13 

Total        -        .    41 

The  tender  is  a  six- wheeled  tender,  with  one  break-block  on  each  wheel. 
In  addition  to  the  two  tender  breaks  there  were  hand  breaks  in  the  two  break- vans. 
The  fish  trucks  are  of  the  pattern  in  use  for  fast  traffic,  with  spring  buffers  and 
screw  couplings. 

JEvidence. 

James  Ramsay ^  driver  16  years,  states :  On  the  24th  steam,  but  within  about  the  length  of  mj  engine  and 

February  I  was  driver  of  the  10.18  a.m.  op  mail  tender  we  ran  off  the  rails  to  the  right  of  the  line* 

train  from  Inverness.    The  train  consisted  of  engine  The  driver  of  the  pilot  engine  sounded  his  whistle, 

and  tender,  nine  fish  waggons,  post-office  van,  break*  but  I  had  no  time  to  do  so  before  we  were  off  the 

van,  four  coaches,  and  rear  break-van.    At  Kingussie  rails.    We  ran  along  with  the  right  wheels  outside 

the  pilot  engine  was   attached    in  front.     We  left  the  line  and  the  left  in  the  four-foot  for  some  distance, 

Kingussie   at  1.7  p.m.,  15  minutes  late,   and   passed  and  then  off  the  line  altogether.    We  ran  about  120 

Newtonmore    all  right    About  5^  miles  south  of  or  130  yards  before  we  came  to  a  stand.     My  engine 

Newtonmore  we  were  running  at  our  usual  speed  at  and  tender  were  at  the  edge  of  the  bank  falling  to  the 

that  place,  about  25  to  30  miles  an  hour,  when  I  river,   and,   the  moment  we  stopped,  my  engine  fell 

saw  the  pilot  engine  suddenly  drop  in  front    I  was  right  over  on  the  bank  with  the  wheels  uppermost, 

standing  on  the  left  side  of  my  engine.     I  immediatelv  I  had  stuck  to  the  engine,  and  so  had  my  mate.    I  waa 

ahut  off  steam  and  reversed  my  engine,  getting  back  only  a  little  shaken,  and  on  getting  out  I  found  that 
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the  pilot  engine  bad  ran  right  over  the  bank  into  the 
river  and  h^  turned  half  over  ;  the  tender  had  parted 
and  been  pitched  out  over  the  bank,  and  was  lying 
bottom  upwards  in  the  river  about  50  yards  o£E.  My 
tender  was  half  over,  and  the  leading  fish  waggons 
thrown  up  against  it,  some  of  them  being  upset.  All 
the  rest  of  the  train  was  off  the  rails,  but  none  of  the 
vehicles  were  upset.  The  road  had  been  running 
quite  smoothly  all  the  way  up.  I  didn't  alter  my 
speed  at  all  on  getting  to  the  top  of  the  incline.  1 
couldn't  find  anything  wrong  with  the  road.  I  felt 
nothing  wrong  before  I  saw  die  pilot  engine  drop  off. 
I  can't  remember  seeing  the  pilot's  tender  going  over 
l^e  bank.  The  rear  coupling  of  my  engine  came 
unhooked,  but  was  not  broken.  The  ground  was 
frozen  very  hard,  and  it  was  very  rough  and  stony 
at  the  side  of  the  line.  I  cannot  account  for  the 
accident  My  engine  is  a  four-wheel  coupled  engine 
with  front  bogie,  and  with  a  six-wheeled  tender,  having 
one  break-block  to  each  wheel. 

David  Fraser^  fireman  nine  years,  states:  I  was 
fireman  to  James  Ramsay  on  the  24th  February.  We 
were  running  25  or  30  miles  an  horn*  when  the 
accident  occurred.  I  felt  no  jerk  before  the  pilot 
engine  left  the  rails.  I  stuck  to  the  engine  and  was 
not  hurt.  We  had  been  running  very  smoothly,  and 
hadn't  increased  our  speed. 

Andrew  Mackenzie^  driver  four  years,  states :  I  was 
driver  of  the  pilot  engine  on  the  24th  February.  I 
hooked  on  to  the  10.18  a.m.  up  mail  train  at  Kingussie. 
Eveiything  went  all  right  until  we  got  about  5^  miles 
past  Newtonmore,  when,  as  we  were  running  about 
30  miles  an  hour,  I  noticed  a  slight  jerk  just  as  if  we 
were  going  over  a  joint  in  a  rail, — ^no  more  than  that. 
About  two  rails'  length  beyond  that  I  ieLt  my  engine 
suddenly  drop  in  firont  on  the  right.  I  can't  tell 
much  what  happened  afterwards.  I  had  time  to  shut 
off  steam  and  reverse,  and  to  sound  my  whistle,  but 
I  can't  remember  anything  more,  except  that  I  found 
myself  on  the  engine,  at  the  bottom  of  the  bank  in  the 
river.  We  had  been  running  very  steadily  and  evenly. 
There  had  not  been  much  slipping.  There  was  a 
little  sleet.  I  had  a  snow  plough  on  in  front  of  my 
engine,  but  there  was  no  snow  on  it  at  the  time.  I 
had  come  with  the  9.30  down  train  from  Blair  Athole, 
and  there  had  been  a  good  deal  of  snow  on  the  Struan 
bank.  The  plough  had  been  working  all  right. 
After  the  accident  I  found  that  the  leading  axle  of 
my  engine  was  broken,  but  can't  say  whether  it  was 
done  before  or  after  we  left  the  rails.  The  ground 
at  the  side  of  the  line  was  very  rough  and  stony. 
On  the  1 6th  February,  eight  days  before  this  accident, 
I  was  driving  the  same  engine  as  pilot  to  the  9.30 
down  train,  and  the  leading  axle  broke  when  running 
between  Eincraig  and  Aviemore.  Nothing  left  the 
rails  upon  this  occasion.  The  engine  went  to  the 
shops,  and  I  had  it  out  again,  running  with  a  new 
leading  axle  on  the  18th  or  19th  of  February.  I  have 
had  this  engme,  No.  51,  for  about  three  months,  and 
consider  it  a  very  smooth-running  engine.  I  didn't 
hear  any  crack  either  when  the  axle  broke  on  the  16th 
or  on  this  occasion.  My  leg  was  bruised,  but  very 
slightly.  My  engine  is  a  four-wheel  coupled  engine, 
trailing  and  driving  wheels  coupled,  and  with  3  feet 
6  inches  leading  wheels.  The  tender  has  six  wheels 
with  one  break-block  on  each  wheel. 

John '  McLachlan^  fireman  five  years,  states :  I 
was  fireman  to  Andrew  Mackenzie.  I  felt  a  slight 
jerk  before  we  left  the  rails,  but  cant  say  what  it  was. 
I  was  not  hurt.  The  engine  ran  very  rough  after  we 
left  the  raUs.  I  didn't  l^ve  the  engine  till  it  came  to 
a  stand.  I  don't  remember  seeing  the  tender  fall 
over  the  bank. 


James  Roff^  passenger  guard  15  years,  states :  I 
was  guard  to  the  10.18  a.m.  up  mail  train  on  the  24th 
February,  and  was  riding  in  the  rear  van.  There 
were  engine  and  tender,  nine  fish  waggons,  post-office 
van,  front  break-van,  third-class  carriage,  long  com- 
posite, first-clasff  composite,  and  rear  break-van.  A 
pilot  engine  and  tender  were  attached  in  front  at 
Kingussie.  We  left  Kingussie  at  1.8  p.m.,  16  minutes 
late.  ^  The  accident  occurred  at  1.27  p.m.  We  were 
running  26  to  30  miles  an  hour,  and  were  rather 
losing  than  making  up  time.  There  was  no  sudden 
increase  of  speed.  I  didn't  know  anything  was 
wrong  till  I  felt  the  train  beginning  to  slacken  speed. 
I  commenced  to  put  on  my  break,  but  almost  at  once 
my  van  was  off  the  rails.  When  we  came  to  a  stand 
my  van  was  about  a  van's  length  on  the  broken-up 
road.  I  went  back  afterwards  and  examined  the 
road,  but  could  not  find  anything  wrong,  except  some 
freshly  chipped  chairs.  There  was  no  obstruction 
on  the  rails.  The  four  leading  waggons  were  upset, 
but  the  others  and  the  passenger  carriages  were 
upright,  although  all  off  the  rails.  There  were  about 
30  or  40  passengers.  One  man  said  he  was  shaken  a 
little,  but  he  has  not  since  made  any  complaint.  I 
asked  the  drivers  if  they  could  account  for  the  accident, 
but  they  could  not  do  so.  I  was  not  hurt.  It  was 
very  hard,  but  the  road  had  seemed  quite  smooth. 

John  Donald  Martin  states :  I  was  second  guard 
to  the  up  mail,  and  was  riding  in  the  front  van, 
between  the  post-office  van  and  the  carriages.  I 
didn't  feel  anything  wrong  until  I  found  my  van  off 
the  rails.  I  heard  no  whistle  and  didn't  apply  my 
break.  I  wasn't  hurt.  I  examined  the  road  and 
could  find  no  obstruction. 

Thomas  Chambers^  inspector  of  permanent  way, 
states :  I  have  charge  of  a  section  of  50  miles  from 
Grantown  to  Dalnaspidal.  On  the  24th  February  I 
was  in  the  rear  van  of  the  up  mail  when  the  accident 
occurred.  I  didn't  feel  anything  wrong  till  we  were 
off  the  rails.  I  was  looking  out  of  the  window  and 
thought  I  saw  the  tender  drop  off  the  rails.  I  called 
out  to  the  guard  "  We  are  off  the  road,"  and  he  ran  to 
the  break.  I  felt  only  a  slight  slackening  of  speed. 
I  had  examined  this  part  of  the  line  about  a  fortnight 
before,  and  had  since  travelled  over  it  every  day. 
One  of  my  men  was  over  it  three  quarters  of  an  hour 
before  the  accident,  and  found  nothing  wrong.  This 
length  had  been  relaid  in  June  1876  with  new  steel 
rails.  It  has  been  such  a  hard  frost  for  16  weeks  that 
it  has  been  impossible  to  touch  the  sleepers.  Where 
necessary  we  have  packed  up  the  chairs.  This  had 
been  done  a  little  way  back  about  ten  days  ago.  I 
examined  the  road  thoroughly  after  the  accident,  and 
found  a  mark  on  the  right  rail,  151  yards  south  of 
the  81st  mile-post,  where  the  flange  of  an  engine 
wheel  had  mounted  the  rail.  The  first  mark  on  the 
outside  of  this  rail  was  a  chipped  chair  about  3  feet 
south  of  the  first  mark ;  the  next  four  chairs  were 
broken,  and  then  the  next  joint  16  feet  south  of  the 
first  mark  was  broken.  From  this  point  the  right- 
hand  rail  was  torn  up  for  120  yards,  two  rails  broken 
and  others  bent.  On  left  side  the  first  mark  was 
about  12  feet  south  of  that  on  the  right,  and  there  the 
chair  was  chipped  and  cracked  on  the  inside.  The 
sleepers  were  a  good  deal  marked,  and  there  were 
marks  where  the  right  wheels  of  the  engine  had  run 
along  over  the  ends  of  the  sleepers  and  the  ground 
outside  the  right  rail  I  tried  the  gauge  and  the  cant, 
and  it  was  as  it  is  to-day.  About  35  chairs  were 
chipped  and  broken  on  the  left  side,  but  the  rail  was 
not  displaced.  I  could  not  see  where  the  train  engine 
ran  off,  but  it  must  have  been  where  the  road  com- 
menced to  be  broken  up. 


Concltmon. 

From  the  foregoing  evidence  it  appears  that  the  leading  or  pilot  engine  of  this 
train,  while  travelhng  at  a  httle  under  30  miles  an  hour,  suddenly  left  the  rails  to  the 
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right-hand  side,  and,  after  running  for  nearly  120  yards,  partly  outside  the  right  rail, 
and  partly  in  the  4-foot  way,  left  the  rails  altogether,  and  then  pitched  over  the  hank 
into  the  River  Truim,  ahout  25  feet  below,  where  it  came  to  a  stand  with  its  leading 
end  in  the  water,  and  its  trailing  end  half  turned  over  on  the  bank. 

The  coupling  between  this  engine  and  its  tender  having  been  broken,  the  tender 
appears  to  have  been  pushed  out  and  thrown  over  the  bank,  and  there  were  marks 
where  it  had  turned  twice  over  before  reaching  the  river,  in  the  middle  of  which  it 
was  lying  bottom  upwards,  about  50  yards. behind  the  engine. 

The  train  engine  came  to  a  stand  at  the  top  of  the  bank,  outside  the  rails  altogether, 
about  120  yards  from  the  spot  where  the  first  mark  of  a  run-off  was  found,  and  then 
turned  over,  lying  half-way  down  the  bank  with  the  wheels  in  the  air,  the  tender 
being  half  overturned  at  the  edge  of  the  bank. 

The  four  leading  fish  trucks  were  upset  and  thrown  against  the  tender  and  partly 
over  the  edge  of  the  bank,  but  all  the  other  vehicles  in  the  train  remained  upright, 
the  rear  van  having  just  ent<?red  upon  the  broken-up  road. 

Both  the  drivers  and  their  firemen  remained  on  their  engines,  and,  considering  the 
nature  of  the  accident,  it  seems  wonderful  how  they  can  have  escaped  uninjured. 

The  road  up  to  the  point  where  the  first  mark  occurred  was  in  very  fair  condition, 
considering  that  the  incessant  frost,  which  had  prevailed  for  16  weeks,  had  made  it 
impossible  to  move  the  sleepers  so  as  to  adjust  the  levels. 

The  gauge  for  50  yards  back  was  from  ^th  of  an  inch  to  J  of  an  inch  slack  but 
tolerably  regular,  and  although  the  cant  varied  from  as  much  as  4f  inches  to  2  inches 
near  the  end  of  the  curve,  there  were  no  sudden  irregularities.  I  cannot,  therefore, 
attribute  this  accident  to  any  fault  of  the  road,  and  it  seems  clear  that  it  was  due  to 
the  breaking  of  the  leading  axle  of  the  pilot  engine. 

This  axle  was  broken  at  the  right-hand  side,  the  fracture  being  not  quite  straight 
across,  from  a  point  ^^ths  of  an  inch  inside  the  boss  at  one  side,  to  a  point  1  inch  out- 
side the  boss  at  the  other. 

The  metal  is  of  fair  quality,  but  there  is  an  old  flaw,  extending  over  about  5  inches 
of  the  circumference,  and  in  no  place  much  over  ^th  of  an  inch  deep.  This  flaw 
is  altogether  inside  the  boss  of  the  wheel,  and  could  not  have  been  detected  unless 
the  wheel  bad  been  removed  from  the  axle,  and  it  is  of  so  slight  a  nature  that  it  might 
be  thought  that  it  could  not  have  been  broken  in  fair  running. 

It  is,  however,  a  curious  fact,  and  one  which  leads  to  the  conclusion  I  have 
arrived  at,  that  a  precisely  similar  axle,  one  of  the  same  manufacture  and  of  the  same 
age,  broke  under  the  same  engine  only  eight  days  before  this  accident,  while  running 
^  between  Kincraig  and  Aviemore,  fortunately  without  causing  any  accident,  the  flaw 
in  this  case  being  also  a  slight  one,  about  I  of  an  inch  in  depth  at  the  deepest  part, 
and  extending  over  about  6^  inches  of  the  circumference  of  the  axle.  There  can 
be  no  doubt  that  on  this  line  all  parts  of  the  rolling  stock  have  this  winter  been  sub- 
jected to  a  very  severe  strain  by  the  state  of  the  road,  which  has  been  frozen  hard 
to  a  depth  of  2  feet,  and,  unavoidably,  in  a  rougher  condition  than  it  should  be  in  a 
good  season,  and  it  is  easy  to  imagine  that  a  slightly  flawed  axle,  which  might  run 
safely  on  a  perfectly  smooth  and  elastic  road,  would  fail  under  these  circumstances. 

This  accident  furnishes  another  proof  of  the  necessity  of  devising  some  means  of 
ascertaining  the  condition  of  an  axle  at  those  parts  where  it  is  hidden  from  obser- 
vation, either  by  the  removal  of  the  wheels  at  some  stated  intervals,  or  by  some 
other  reliable  test, 

I  have,  &c.. 
The  Secretary,  (Railway  Department,)  F.  A,  Marindin, 

Board  of  Trade.  Major  B.E. 


APPENDIX.  Tender. 


Left  leading  wheel  broken  off  by  boss  ;  shifted  off 

Return  of  Damage  to  Rolling  Stock  in  Accident  at  ^''*™®  5  requires  rebuilding. 

Inchlea  on  24th  February  1879.  ^^^  ^  ^^^^^^ 

No.  51  Engine.  Right  outside  frame  damaged;  house  damaged ;  feed 

Snow  plough  smashed;  leading  axle  broken  by  boss;  P^P®»   ^°^   ^^'^   pip^>   cocks,  and  tender   back-box 

leading  horn  plates  broken  ;  life  guards  broken ;  right  damaged, 

leading  spring  broken  ;  buffer  plate  and  outside  frame  Third-class    carriage,    No.     100,    right    footboard 


damaged ;  one    injector   broken ;   one   injector  bent ; 

left  piston  rod  bent ;  slide  bar  top  bent ;  slide  blocks         Post  office,  No.  4,  step  and  hanger  broken,  spindle 

broken.  buffer  bent,  and  cutter  wanting. 

Digitized  by  v:iOOQIC 


(    41    ) 

Fish    waggon,  No.    1,384,    buffer,  draw-bar,    and         Fish  waggon,  No.  1,388,  side  and  end  damaged, 
coupling  broken.  buffer  wanting. 

Fish    waggon.   No.    1,448,  buffer,  draw-bar,  and  Fish  waggon.  No.  1,631,  end  upright  damaged,  bear- 

coupling  broken.  i°g  spring  broken,  two  buffer  sockets  broken,  spindle 

Fish  waggon,  No.  1,473,  two  buffers  broken,  break  „.  _                  t^t     ^  no^  .       .           *      ^    ^ 

guide  wanUng,  end  damaged.                         '  ,  *  js^  waggon.  No.  1 ,384,  bearing  spring  broken  and 

°                   °  break  guide  wanting. 

Fish  waggon,iNo.  1,391,  both  ends  damaged,  bearing  .*                                          D,  Jonbs, 

spring  broken,  and  coupling  wanting.  Inverness,  11th  March  1879. 

Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  18th  April, 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
SiE,  13,  Downing  Street,  London,  S.W.,  January  18th,  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  10th  instant,  the  result 
of  my  inquiry  into  the  causes  of  an  accident  which  occurred  on  the  2nd  instant  at 
Accrington,  on  the  Lancashire  and  Yorkshire  Railway. 

In  this  case,  as  the  5.6  p.m.  down  passenger  train  from  Salford  to  Oolne,  consisting 
of  engine  and  tender,  break-van,  and  four  carriages,  was  setting  back  from  the  down 
line  on  to  the  up  line,  in  order  to  reach  the  station  platform,  the  rear  vehicle,  a  third- 
class  carriage,  left  the  rails  at  the  cross-over  road  points,  and  struck  the  parapet  of  a 
viaduct,  carrying  away  about  12  yards  of  heavy  stone  coping,  and  about  eight  yards  of 
the  two  top  courses  of  masonry,  which  fell  about  30  feet  into  a  stable  yard. 

No  complaints  of  injury  were  made  by  the  passengers,  and  no  person  was  injured 
by  the  falling  stones. 

In  the  rear  carriage  a  cross-bar,  foot-board,  steps,  and  corner  of  bottom  panel  were 
damaged,  and  in  the  second  carriage  from  the  rear  the  end  panel  was  damaged. 

DescHption. 

Accrington  station  is  situated  at  the  junction  of  the  Lancashire  and  Yorkshire  line 
from  Manchester  to  Colne  and  Skipton,  running  from  the  south,  find  that  from 
Blackburn  and  Liverpool  running  from  the  south-west ;  and  there  is  also  a  short  loop 
line  between  these  two  lines  to  the  south  of  the  junction,  forming  a  triaBgle. 

The  junction  of  the  two  main  lines  is  named  Oolne  junction,  and  those  at  the  east 
and  west  ends  of  the  loop  Manchester  and  Blackburn  junctions. 

The  station  is  one-sided,  the  only  platform  being  situated  on  the  up  side  of  the 
Manchester  line  immediately  south  of  Oolne  junction,  the  signal-box,  which  is  opposite 
to  the  junction  points,  being  on  the  north  end  of  the  platform. 

A  little  further  north,  on  a  viaduct  known  as  Burnley  Viaduct,  there  is  a  cross-over 
road  between  the  up  and  down  main  lines,-  the  trailing  points  on  the  up  line  being 
66  yards,  and  those  on  the  down  line  113  yards  from  Oolne  junction  signai-box. 

Most  of  the  down  trains  from  both  Manchester  and  Liverpool  run  past  the  station, 
and  are  stopped  beyond  the  cross-over  road  points,  through  which  they  are  then  backed 
to  the  station  platform  on  the  up  line. 

These  points,  which  in  this  operation  become  facing-points,  are  not  provided  with 
locking-bar  or  facing-point  bolt. 

There  is  a  point  indicator  working  with  the  points,  and  also  a  lamp  upon  the  parapet 
of  the  bridge,  placed  there  with  the  object  of  showing  the  signalman  in  Oolne  junction 
signal-box  when  the  tail  of  the  train  is  beyond  the  points. 

The  only  other  signal  to  which  it  is  necessary  to  refer  is  the  up  home-signal,  which 
is  situated  117  yards  north  of  the  signal-box,  and  has  four  arms,  the  third  of  which 
from  the  top  is  the  signal  for  setting  back  to  the  station  platform,  through  the  cross- 
over road. 

The  lever  working  this  signal  is  correctly  interlocked  with  that  working  the  points. 

The  line  is  level  through  the  station,  but  rises  from  the  junction  towards  Oolne  on  a 
gradient  of  one  in  165. 

JEvidence. 

Nathan  Borthj  driver  fi\e  months,  states :  On  the  engine  and  tender  and  five  coaches.  We  arrived  at 
2nd  instant  I  was  driver  of  the  6.5  p.m.  down  pas-  Accrington  at  6.16  p.m.,  right  time,  ran  slowly  past 
senger  train  from   Salford    to  Colne,   consisting  of     the  station  on  the  down  line  at  about  six  or  seven  miles 
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an  hoar^d  pulled  up  beyond  the  cross-over  road  points. 
I  waited  there  for  about  two  or  three  minutes,  and 
then  the  semaphore-ann  for  setting  back  to  the 
platform  was  dropped,  and  I  put  steam  on  and  com- 
menced to  set  b.ick.  I  had  got  back  about  the  length 
of  ray  engine  when  I  felt  a  bit  of  a  jerk,  and  I  shut 
off  steam  and  reversed  my  engine.  I  was  just  moving 
at  the  time.  The  guard  went  back  to  see  what  was 
the  matter,  and  found  the  rear  carriage  had  got  off 
the  rails  at  the  cross-over  road  points.  I  have  driven 
the  same  train  four  or  five  times  before,  and  have  been 
fireman  on  the  road  for  six  years.  I  have  been  back 
through  these  points  daily,  and  with  the  same  length 
of  train,  and  know  perfectly  well  where  to  stop  so  as 
to  be  clear  of  the  points.  I  feel  sure  the  tail  of  the 
train  was  over  the  points.  The  train  was  fitted  with 
Fay's  break  worked  by  the  guard.  I  think  the  jerk 
I  felt  was  the  carriage  striking  the  wall. 

Thomas  Hevsitt^  passenger  guard  four  years,  states  : 
On  the  2nd  instant  I  was  guard  of  the  5.5  p.m. 
down  passenger  train  from  Salford  to  Colne.  The 
train  was  m^e  up  as  follows  :  engine  and  tender, 
break-van,  and  four  coaches.  The  carriages  were 
coupled  to  the  break-van  with  Fay's  break.  We 
amved  at  Accrington  right  time  at  6.15  p.m.,  ran 
usual  speed  past  the  station  on  the  down  road,  and 
pulled  up  when  the  train  was  over  the  cross-over  road 
points.  I  had  no  means  of  knowing  that  the  tail  of  the 
train  was  over  the  points,  except  by  judging  the  distance. 
We  waited  there  about  a  minute,  and  then  I  took  off  my 
break.  I  saw  the  semaphore-arm  dropped  for  us  to 
set  back,  but  did  not  see  the  point  indicator.  The 
driver  set  back  at  once,  and  we  had  moved  about  a 
carriage  length  back,  when  I  felt  a  jerk.  We  were 
moving  quite  slowly  at  the  time,  and  the  driver  stopped 
at  once.  I  jumped  out  and  went  back  at  once,  and 
found  the  last  carriage,  a  third-class,  off  the  road  on 
the  left-hand  side.  All  the  wheels  were  off,  and  the 
trailing  end  was  against  the  parapet.  The  carriage 
was  slewed.  The  trailing  wheels  were  in  the  position 
having  one  wheel  against  the  wall,  and  the  other  in 
the  four-foot  against  the  left  rail.  The  leading 
wheels,  one  in  the  four-foot  against  the  right  rail,  and 
the  other  in  the  six-foot.  All  the  wheels  of  the 
second  carriage  from  the  rear  were  on  the  rails  on  the 
cross-over  road.  The  coupling  was  not  broken.  There 
were  a  few  passengers  in  the  rear  carriage.  I  go 
through  this  shunting  operation  daily,  in  alternate 
weeks,  and  I  think  we  had  pulled  up  in  the  usual 
place,  but  have  no  mark  to  guide  me.  My  van  is 
sometimes  in  front,  and  sometimes  behind.  When  it  is 
behind  I  find  that  the  tail  of  the  van  is  generally 
from  one  to  two  carriage  lengths'  over  the  points; 
never  less.  No  carriage  that  I  know  has  been 
off  in  a  similar  manner  here  before,  but  I  remember 
once  the  signalman  signalling  to  the  train  to  draw 
forward,  I  suppose  because  the  tail  was  not  over  the 
points. 

WilUam  J&evensan,  signalman  4^  years,  three 
or  four  months  at  Colne  junction  cabin,  Accrington, 


states  :  On  the  2nd  instant  1  came  on  duty  at  2  p.m. 
for  nn  eight  hours'  shift  At  6  p.m.  there  was  a 
guard  in  my  box,  but  he  was  on  duty  and  authorised 
to  be  there.  At  6.15  p.m.  the  5,6  p.m.  down  Salford 
train  arrived,  and  passed  my  box  towards  the  cross- 
over road  points  as  usual.  When  it  stopped  I  saw 
the  lamp  on  the  parapet,  which  is  placed  there  for 
the  purpose,  quite  plainly  clear  of  the  tail  of  the  train. 
It  was  dark,  but  I  could  see  the  lights  of  the  train. 
I  pulled  the  points  over  at  once,  and  then  took  off 
the  signal  for  the  train  to  set  back.  I  then  came 
back  again  to  the  station  end  of  the  box  to  receive 
some  instructions  from  the  station  staff^  and  whilst 
there,  on  looking  out  of  the  window,  I  saw  something 
was  wrong  wi£  the  train,  and  I  at  once  put  my 
signab  at  danger.  This  was  a  second  or  two  after 
I  had  set  the  points  and  lowered  the  signal,  and  I 
don't  think  the  train  had  set  back  above  a  cimiage 
length.  I  cannot  say  exactly  how  far  the  tail  lamp 
of  the  train  was  dear  of  the  parapet  lamp  when  I  saw 
it.  It  was  not  far,  and  perhaps  closer  than  usual, 
but  I  didn't  think  that  the  driver  could  have  had  time 
to  set  back  at  all  between  the  time  I  saw  the  lamp 
and  the  time  when  I  pulled  over  the  points.  I  was 
standing  at  the  station  end  of  the  cabin  when  I  saw 
the  lamp.  I  generally  stand  about  the  middle  of  the 
cabin  when  I  look,  or  at  the  north  end.  When  I 
came  on  duty  the  points  in  question  were  discon- 
nected, under  repair,  and  they  were  connected  up 
again  at  about  dark,  about  half -past  4.  Betiveen 
half -past  4  and  the  time  the  accident  occurred,  several 
engines  and  three  trains  had  set  back  through  these 
points,  and  nothing  had  gone  wrong.  I  don't  remem- 
ber any  instance  of  an  accident  at  these  points  when 
I  was  on  duty,  but  I  understand  that  there  have  been 
an  engine  on  one  occasion*  ai^d  a  truck  on  another, 
off  within  the  last  few  weeks.  It  has  happened  more 
than  once  that  I  have  had  to  signal  to  a  train  to  draw 
ahead  to  clear  the  points. 

Alexander  Smithy  foreman  plate«layer,  states :  On 
the  2nd  instant  I  uncoupled  the  points  of  the  cross- 
over road  to  repair  them.  I  did  this  because  I  had 
received  complaints  that  they  were  not  working  well. 
I  looked  at  them  before  I  uncoupled  them,  and  as  far 
as  I  could  see  they  were  all  right,  but  I  did  it  to  satisfy 
the  pointsman.  We  put  in  about  30  yards  of  fresh  rods. 
The  stretchers,  or  four-foot  rods,  were  quite  right,  and 
the  switches  were  fitted  as  dose  as  if  they  hsA  been 
rivetted  on  both  sides.  I  did  nothing  to  them.  I 
tried  the  guage  both  ways,  and  it  was  exactly  right, 
4ft.  8^in.  Nothing  has  been  touched  there  since.  I 
examined  the  switches  after  the  accident,  and  there 
were  no  marks  on  them. 

Ahaziah  Coekshutt^  ticket  collector,  states :  I  was 
a  passenger  in  the  last  carriage  of  the  train  to  which 
the  accident  occurred  on  the  2nd  instant.  I  did  not 
look  out  to  see  where  we  stopped,  but  the  moment 
after  we  began  to  move  back  the  carriage  led  the 
rails. 


Concltmon. 

From  the  foregoing  evidence  it  appears  that,  on  the  arriyal  of  the  5.6  p.m.  down 
passenger  train  from  Salford  at  about  6.15  p.m.  on  the  2nd  inst.,  it  proceeded  as  usual 
past  the  station  to  the  oross-oyer  road  north  of  Cohie  junction,  where  it  stopped. 
After  waiting  for  about  two  minutes,  on  the  proper  signal  being  dropped,  it  set  back 
through  the  cross-over  road  points ;  but,  almost  immediately  after  it  had  started  back, 
the  rear  vehicle  of  the  train,  a  third-class  carriage,  left  the  rails  on  the  outside  of  the 
main  down  line,  and  struck  the  parapet  of  the  viaduct  about  18  yards  south  of  the 
points^  knocking  down  about  12  yards  of  the  heavy  stone  coping,  and  about  eight 
yards  of  the  two  top  courses  of  the  parapet  wall,  the  debris  of  which  fell  into  a  yard 
about  30  feet  below. 

There  is  no  question  but  that  the  driver  received  the  proper  signal  for  setting  back, 
which  could  not  be  given  until  the  points  had  been  properly  set,  and  the  signalman 
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is  quite  certain  that  before  lie  set  the  points  he  saw  the  lamp  on  the  parapet  clear 
of  the  tail  of  the  train,  which  ought  to  haye  been  a  proof  that  the  train  was  beyond 
the  points. 

It  is  howeyer  evident  from  the  position  in  which  the  carriages  were  found  after 
the  accident,  and  the  course  taken  by  the  rear  vehicle,  that  the  rear  wheels  of  this 
carriage  had  not  been  properly  past  the  points  when  they  were  pulled  over,  and  that, 
on  the  train  being  set  back,  they  took  the  rails  of  the  down  main  line,  while  the 
fro^t  wheels  and  the  remainder  of  the  train  followed  the  cross-oyer  road,  and  pulled 
this  carriage  round  off  the  rails. 

In  order  to  test  the  accuracy  of  the  evidence  of  the  signalman,  I  had  a  train  placed 
in  such  a  position  that  the  trailing  wheels  of  the  rear  vehicle  were  short  of  the  points, 
and  I  foimd  that,  although  the  lamp  on  the  parapet  wall  was  hidden  by  the  train,  when 
looking  out  of  the  north  end  of  the  signal-box — the  usual  position  of  the  signalman, 
yet  that  on  looking  out  of  the  vdndow  at  the  south  front  of  the  box,  which  the 
signalman  had  done  on  this  occasion,  the  lamp  was  just  visible.  There  is  no  reason 
to  doubt  the  statement  of  this  man  that  he  did  see  the  lamp,  although  the  train  was 
not  properly  over  the  points,  and  very  possibly,  as  the  train  was  standing  on  a  steep 
incline,  it  may  have  crept  back  a  foot  or  two  in  the  interval  between  his  sight  of  the 
lamp  and  his  pulling  over  the  points. 

The  points  appear  to  have  required  adjustment,  but  had  the  same  morning  been  put 
in  order,  and  had  since  been  safely  run  through  by  several  engines  and  trains  before 
the  accident  occurred,  and  there  is  no  reason  to  attribute  the  accident  to  any  neglect 
on  the  part  of  those  responsible  for  the  proper  maintenance  of  the  permanent  way, 
which  I  foimd  to  be  in  good  order. 

I  consider,  therefore,  that  no  blame  can  be  attached  to  any  of  the  servants  of  the 
Company  concerned,  but  that  this  accident  was  due  to  the  wrong  position  of  the  lamp 
on  the  parapet,  to  the  want  of  proper  appliances  at  these  facing-points,  and  to  the 
faulty  arrangement  of  the  station,  which  necessitates  the  performance  of  this  shunting 
operation. 

I  am  informed  that  the  signalling  arrangements  at  Manchester  and  Blackburn 
junctions  have  been  revised  lately,  and  that  the  Company  are  only  waiting  to  do  the 
same  at  Colne  junction  until  the  heavier  undertaking  of  altering  the  station,  for  which 
Parliamentary  powers  have  been  obtained,  and  plans  prepared,  has  been  commenced. 

It  is  to  be  hoped  that  this  accident,  which  might  have  been  a  serious  one,  had  not 
the  speed  of  the  train  been  very  slow,  and  had  not  the  yard  into  which  the  debris  of 
the  parapet  fell  been  most  fortimately  empty  at  the  time,  will  lead  the  Company  to 
hasten  their  arrangements  for  remodelling  this  station,  so  often  condemned  by  the 
Inspecting  Officers  in  their  reports  upon  the  frequent  accidents  which  have  occurred 
here ;  and  in  the  meantime  no  time  should  be  lost  in  moving  the  lamp  on  the  parapet 
wall  about  20  yards  further  north,  so  as  to  leave  a  greater  interval  between  the  tail 
of  a  train  and  the  points,  before  they  are  pulled  over,  and  also  in  fitting  these  points 
vnth  locking-bar,  facing-point-bolt,  and  gauge  tie,  which  apparatus  would  in  this 
case  have  effectually  prevented  the  accident. 

In  conclusion  it  should  be  observed  that  the  train  to  which  the  accident  occurred 
vras  running  vrithout  a  break-van  at  the  rear  of  the  train,  which  is  a  practice  much 
to  be  deprecated. 

I  have,  &c., 

The  Secretary,  P.  A.  Mabindin, 

(Railway  Department,)  Board  of  Trade.  Major ^  B.E. 

Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  6th  February. 


LANCASHIRE  AND  YORKSHIRE  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
13,  Downing  Street,  London,  S.W., 
Snt,  6tli  February  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 

^mpliance  with  the  instructions  contained  in  the  Order  of  the  29th  ultimo,  the  result 

of  my  inquiry  into  the  causes  of  two  accidents  which  occurred  on  the  16th  ultimo 

at  Victoria  station,  Manchester,  on  the  Lancashire  and  Yorkshire  Railway. 

In  the  first  case,  as  the  5.15  p.m.  up  passenger  train  from  Royton  to  Manchester, 
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consisting  of  tank-engine,  break-van,  one  second-class,  one  first-class,  three  third- 
class,  and  one  composite  carriage,  was  being  let  down  by  gravitation  into  Victoria 
station,  at  about  5.56  p.m.,  the  last  two  carriages  left  the  rails  at  the  facing-points 
leading  to  No.  1  bay  line. 

There  were  no  passengers  in  these  two  carriages,  but  one  of  the  passengers  in  this 
train  complained  of  injury. 

One  buffer,  one  side  chain,  and  the  step-irons  of  a  third-class  carriage  were  broken. 

The  only  damage  to  the  permanent- way  was  the  bending  of  a  4-foot  stretcher- 
rod  at  a  second  set  of  facing-points  on  the  line  leading  to  the  other  bays. 

In  the  second  case,  the  engine  of  the  5.50  p.m.  up  passenger  train  from  Staleybridge 
to  Manchester  left  the  rails,  about  half  an  hour  later,  at  the  points  which  were 
damaged  by  the  first  accident. 

No  passenger  in  this  train  complained  of  injury. 

The  life-guards  of  the  engine  were  broken. 

Description. 

About  85  yards  east  of  the  east  end  of  Victoria  station,  Manchester,  the  old 
Lancashire  and  Yorkshire  main  line  from  Miles  Platting  is  joined  by  a  new  loop  line, 
which  approaches  from  a  northerly  direction  on  a  sharp  curve,  the  facing-points  being 
on  the  down  line.  This  junction  is  worked  from  No.  1  signal-cabin,  containing  37 
working  levers,  and  situated  at  the  end  of  the  station  platform,  about  80  yards  west 
of  the  junction. 

About  six  yards  west  from  the  junction  of  the  loop  line  there  is  a  connexion  on  the 
up  main  line,  with  facing-points.  No.  28,  leading  to  No.  1  bay,  and  27  yards  further 
west  on  the  up  main  line  is  another  set  of  facing-points.  No.  25,  leading  to  Nos.  2,  3, 
4,  and  5  bays.  A  third  set  of  facing-points,  No.  21,  23  yards  further  west,  leads 
from  the  line  for  these  bays  into  No.  1  bay,  and  a  fourth  and  fifth  set,  Nos.  20  and 
19,  close  to  the  signal-box,  lead  from  this  line  into  No.  5  and  No.  4  bays.  Trains 
irom  the  loop  for  No.  1  bay  can  either  go  through  No.  28  facing-points,  or  past 
these  points  on  the  main  line  and  through  Nos.  25  and  21  points,  and  trains  for  No.  4 
bay  pass  No.  28  points,  and  go  through  Nos.  25,  21,  and  19  points. 

The  line  from  the  loop  falls  on  a  gradient  of  1  in  60  towards  the  station. 

The  home-signal  for  the  bay  lines  off  the  loop  is  situated  107  yards  outside  the 
junction,  and  there  is  also  a  disc-signal  there  worked  from  No.  1  cabin,  and  used  for 
giving  permission  to  engines  to  run  forward  when  detached  from  their  trains,  which 
are  then  let  down  into  the  station  by  gravitation. 

Ecidence. 

John  Irwin,  sigDalman  12  months,  states: — On  signalback  to '^danger."  I  cannot  in  any  way  account 
the  16th  of  January  I  came  on  duty  at  2  p.m.  in  for  the  accident.  I  moved  the  point  lever  imme- 
No.  1  cabin,  Victoria  station,  for  eight  hours.  At  diately  after  the  locking-bar  lever  and  the  home- 
&,S5  p.m.  the  5.15  p.m.  up  passenger  train  from  signal  lever.  I  didn't  leave  my  signal-box  after  the 
Royton  to  Manchester  arrived  on  the  branch,  and  accident,  and  didn't  go  and  examine  the  points  after- 
stopped  in  the  usual  place  at  the  home-signal.  The  wards.  At  about  6.20  p.m.  the  engine  of  the  5.50  p.m. 
engine  was  detached  as  usual,  and  came  forwafd  on  Staleybridge  train  ran  off  at  No.  21  points.  This 
the  main  line,  the  disc-signal  for  this  operation  being  train  had  to  go  into  No.  1  bay,  and  although  one  train 
properly  turned.  As  soon  as  the  engine  was  clear  had  gone  through  No.  21  points  since  the  accident, 
over  No.  25  points  I  prepared  the  road  for  the  pas-  it  was  for  another  bay  line,  for  which  these  points 
senger  train  to  run  into  No.  4  "bay,  through  Nos.  28,  He  right  in  their  normal  position,  so  that  these  points 
25y  21,  20,  and  19  points,  and  lowered  the  proper  hadn't  been  pulled  over  since  the  accident  I  am 
signal  worked  by  No.  38  lever.  As  soon  as  the  certain  I  could  not  have  pulled  over  the  facing-points, 
front  vehicle  of  the  train,  the  guard's  van,  was  upon  with  the  train  on  them,  without  feeling  it. 
No.  2 1   points,  I  put  No.  38  lever  back  to  "  danger," 

and  immediately!  had  done  so  I  put  back  No.  29,  j^j,^    Crabtree,   driver    eight   years,    states  :-0n 

working  the  locking-bar  of  No.  28  pomts,  supposing  the  16th  of  January  I  was  driver  of  the  5.15  p.m. 

that  the  whole  tram  was  past  these  points  and  at  the  „     passenger   train   from  Royton  to  Manchester.     I 

same  time  I  pulled,  over  the  pomts.     I  did  this  so  brought  ray  train  to  a  stand  at  the  usual  place  on 

as  to  lose  no  time  in  lettmg  the  engine  go  back  along  ^j^^  ^,^^  i       j^^^  outside  the  home-signal,  and,  after 

the  main  hne  through  the  cross-over  road,  and  up  unhookmg  the  engine,  went  down  the  straight  road, 

the  loop  again.     The  two  rear  carriages  of  the  tram  ^nd  stopped  until  the  Une  was  clear  for  me  to  set 

left  the  rails  and  blocked  both  main  hnes,  remaining  |,^t  and  go  to  the  engine  shed.    As  soon  as  I  was 

coupled  together.     I  am  not  aware  that  any  alteration  ^lear  over  the  points   they  were  set   for  the  train, 

has  been  made  to  the  locking-bar  of  No.  28  points  ^^^  j^  ^^  jg^  down  in  the  usual  manner.     It  seemed 

since  the  accident.     It  had  been  working  all  right.  ^  ^^ter   the  sUtion  all   right,  and  I  didn't   notice 

There  are  no   special   instructions  as    to  when  the  anything  unusual  until  I  heard  a  noise  like  the  appli- 

home-signal  is  to  be  put  back  to  «  danger,''  but  1  never  ^^ion  of  the  breaks,  and  on  looking  round  I  saw  that 

do  put  It  back  until  the  train  has  passed  the  facing-  ^^^  ^wo  last  carriages  had  left  the  rails  at  No.  28 

points.      I  am  certain  that  upon  this   occasion   the  facing-points, 
train  was  past  No.  28  points  before  I  put  the  home- 
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William  TVild,  passenger  guard  four  years,  states : 
— On  the  16th  of  January  I  was  guard  of  the  5.15  p.m. 
Roytou  train,  consisting  of  tank-engine,  break-van, 
one  second-class,  one  first-class,  three  third-class,  and 
one  composite  carriage.  The  five  front  carriages 
were  coupled  to  my  van  with  Fay's  break,  and  the 
two  rear  carriages  were  free.  On  arrival  at  the  up 
home-signal  on  the  loop-line  the  engine  was  unhooked 
and  ran  forward  as  usual,  and  as  soon  as  the  proper 
signal  was  lowered,  I  let  the  train  run  forward  to 
enter  the  station,  at  from  four  to  five  miles  an  hour. 
I  didn't  see  the  home-sisrnal  put  back  to  danger  after 
I  had  passed  it.  I  didn't  stop  my  train  at  all  after 
I  started  it,  but  checked  it  round  the  comer  to  come 
into  the  station.  I  didn't  examine  the  points  after 
the  accident.  I  often  let  down  trains  in  this  manner, 
and  believe  it  is  done  with  60  trains  a  day.  I  do 
not  remember  any  previous  accident  occurring  during 
this  operation. 

Thomas  Savin,  main  line  inspector,  states : — It  is 
my  duty  to  regulate  the  entrance  of  trains  into  the 
station,  and  to  communicate  between  signalmen  and 
drivers  during  shunting  operations.  The  train  due 
at  Manchester  from  Royton  at  5.55  p.m.  consisted 
of  five  carriages  coupled  to  break-van,  and  a  loose 
third-class,  and  loose  composite,  the  latter  being  the 
rear,  and  the  break-van  die  front  vehicle.  I  was  in 
No.  1  cabin  getiing  tea  when  the  train  arrived.  The 
signalman,  as  soon  as  the  accident  happened,  expressed 
surprise,  and  when  he  did  so  I  looked  at  the  levers. 
No.  29,  the  locking-bar  lever,  was  back  as  well  as 
No.  28,  the  facing-point  levor,  and  No.  27,  which 
works  the  cross-over  road,  was  partly  over.  I  at  once 
went  down  to  the  spot  and  found  the  third-class 
carriage  was  right  across  the  road  leading  into  the 
station.  The  inside  side  chain  was  broken,  but  the 
other  side  chain  remained  coupled.  The  last  carriage 
was  also  off  the  rails,  aid  the  two  together  were  in 
the  shape  of  the  letter  Y.  I  immediately  examined 
these  two  carriages  and  found  that  there  were  no  pas- 
sengers in  either  of  them.  No  passengers  in  the  train 
complained  of  being  hurt.  I  at  once  commenced  to 
get  the  carriages  on  to  the  road,  and  got  the  road 
dear  at  6.16,  or  20  minutes  after  the  accident 
occurred.  I  noticed  that  one  4-foot  rod  of  No.  21 
points  was  a  little  bent,  but  tiie  points  fitted  closely, 
while  set  for  Nos.  2,  3,  4,  and  5  bays,  their  normal 
position.  I  didn't  examine  them  when  set  the  other 
way  for  No.  1  bay.  The  two  carriages  off  the  rails 
came  to  a  stand  between  Nos.  21  and  20  points,  about 
a  dozen  yards  from  the  signal-box, 

John  Leylandy  driver  five  years,  states : — On  the 
16th  January  I  was  driver  of  the  5.50  p.m.  up  pas- 
senger train  fom  Staleybridge  to  Manchester.  On 
entering  Victoria  station  I  felt  a  sudden  shock  as  if 
the  leading  wheel  had  struck  something,  and  this 
proved  to  be  the  nose  of  the  points  leading  to  JNo.  1  bay 
siding  in  which  it  was  intended  to  place  the  train. 
I  was  going  quite  slowly  at  the  time,  and  came  to-a 
stand  immediately.  1  found  all  six  wheels  of  my 
engine  were  off  to  the  right-hand  side,  and  the  trailing 
wheels  of  the  carriage  next  to  the  engine  were  also 
off.  The  only  damage  to  my  engine  was  the  bending 
of  the  life-guards.  We  were  not  going  more  than 
four  miles  an  hour  when  we  struck  the  points. 

John  McNultyy  station-master  at  Victoria  station, 
states : — ^After  the  first  accident  occurred  on  the 
16th  January  I  was  ou  the  spot.  When  the  carriages 
had  been  got  on  the  rails  I  examined  the  road,  and 
as  all  the  points  appeared  to  be  in  good  order,  the 
6  p.m.  train  ibr  Rochdale  was  despatched,  and  some 
empty  carnages  shunted  out  from  No.  1  bay.  The 
Ashton  or  Stoleybridge  train  due  here  at  6.20  p.m. 
was  signaUed  from  No.  2  cabin  at  6.22  p.m.,  and 
when  passing  No.  1  cabin  at  6.31  p.m.  the  engine 
came  off  the  road  at  No.  21  points,  which  were  set 
for  No.  1  bay.    The  leading  wheels  of  the  engine 
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took  the  straight  road,  which  leads  to  Nos.  2,  3,  4, 
and  5  bays,  while  the  other  wheels  followed  the 
right  rails  for  No.  1  bay.  All  wheels  left  the  rails, 
and  the  trailing  wheels  of  the  next  carriage,  a  thu'd- 
class,  were  also  pulled  off.  In  the  first  accident  the 
end  of  the  third-class  carriage  was  thrown  against 
an  engine  which  'was  standing  in  the  stable  siding, 
and  a  buffer  and  step  irons  were  broken.  In  the 
second  accident  the  life-guards  of  the  engine  were 
broken.  A  female  passenger,  hawking  earthenware, 
was  a  passenger  in  the  Oldham  or  Royton  train,  and 
she  complained  that  she  was  shaken  and  that  some 
of  her  ware  had  been  broken.  I  am  of  opinion  that  the 
two  rear  carriages  in  the  Oldham  train  left  the  metals 
at  No.  28  points  leadmg  to  the  stable  siding,  and 
that  these  points  had  been  unlocked  and  reversed 
while  the  train  was  passing  over  them.  They  were 
however  apparently  in  good  order  on  being  examined 
after  the  accident.  I  examined  No.  21  points  after 
the  first  accident,  and  they  appeared  perfectly  safe 
for  a  train  to  travel  over  them.  They  were  lying  in 
their  normal  condition  when  I  examined  them,  and 
I  did  not  examine  them  when  lying  in  the  other 
position.  The  Rochdale  train  passed  over  them  in 
a  trailing  direction  after  the  first  accident,  and  some 
empty  carriages  in  a  facing  direction,  on  being  shunted 
from  No.  1  to  No.  5  bay. 

James  Taylor ^  foreman  platelayer,  states  : — At  about 
half-past  4  p.m.  on  the  16th  January  I  examined 
all  the  points  worked  from  No.  1  cabin,  Victoria 
station.  They  were  all  in  good  order.  I  examined 
the  locking-bar  of  No.  28  points.  It  was  £»tanding  up 
all  right  dose  to  the  rail.  I  did  not  see  it  worked. 
At  about  five  minutes  past  seven  on  the  same  evening 
I  was  sent  for.  I  examined  the  points  again,  and  No.  28 
points  were  all  right.  I  found  the  4-foot  rod  at 
No.  21  points  bent,  so  that  the  switches  would  not  fit 
at  either  side.  No  chairs  were  broken.  I  afterwards 
examined  the  locking-bar  at  No.  28  points,  and  could 
see  nothing  wrong.  It  has  been  repaired  since  the 
accident.  I  do  not  know  what  has  been  done,  but  they 
had  been  strained  when  being  tried  with  a  train  pass- 
ing over  them.  The  bar  was  fitting  dose.  I  tried 
to  put  in  my  fi»ger,  but  could  not  do  so.  There  was 
no  mark  of  a  fiange  having  got  between  the  bar  and 
the  ralL  I  am  certain  it  could  not  have  got  in.  If 
the  bar  had  been  in  such  a  state  as  to  allow  it  to  do  so, 
I  would  have  been  to  blame  for  not  having  it  put 
right.  The  only  damage  to  the  permanent-way  from 
either  acddent  was  the  bending  of  the  4-foot  rod  at 
No.  21  points.  I  examined  the  locking-bar  at  No.  28 
points  on  the  following  day,  after  inspector  Taylor 
had  tried  it,  and  it  was  not  damaged.  No  castings 
were  broken. 

Henry  Taylor^  travelling  inspector  of  signal-cabins, 
states  :  On  the  17th  of  January  I  examined  the 
facing-points  where  the  accident  had  occurred  on 
the  previous  day.  The  locking-bar  was  in  a  good 
state  and  fitting  well.  I  then  tried  the  lever  working 
the  bar  when  a  train  of  empty  carriages  was  running 
over  them  at  about  six  miles  an  hour.  I  found  I 
could  quite  easily  put  back  the  lever.  I  did  it  the 
first  time  I  tried  it.  I  examined  the  bar  afterwards 
and  could  see  nothing  wrong  with  it.  It  did  not 
seem  to  be  strained. 

R,  Ogden^  signal-fitter,  states :  On  the  morning 
after  the  accident  my  attention  was  called  to  the 
locking-bar  of  points  No.  28  (after  inspector  Taylor 
had  been  trying  an  experiment),  and  on  examination 
of  it  I  found  that  the  catt-iron  clip  which  suppoits 
the  locking-bar  at  the  east  end,  that  is,  the  furthest 
from  the  signal-cabin,  was  broken.  I  was  told  that 
inspector  Taylor  had  got  the  bar  over  between  some 
carriages.  The  bar  was  very  little  strained,  but  the 
cranks  were  all  strained.  I  put  it  in  thorough 
working  order  on  that  day.  The  locking-bar  was 
bent  from  the  rail  at  the  east  end,  and  I  account  for 
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this  as  being  caused  by  a  twist  of  carriages  in  coming  rail  and  tbe  locking-bar  and  forced  it  over,  and  that 
off  the  loop-line,  and  it  is  my  impresoion  that  the  the  bar  would  spring  back  towards  the  rail  after  the 
flange  of  the  carriage  wheel  had  got  between  the     wheels  had  left  it. 

Concltmon. 

From  the  foregoing  evidence  it  appears  that,  as  the  5.15  p.m.  up  train  from  Royton 
was  bfeing  let  down  into  Victoria  station,  the  engine  having  been  detached  and  nin 
forward,  the  signahnan  in  No.  1  signal-cabin,  anxious  to  lose  no  time  in  making 
ready  the  road  for  the  engine  to  go  back  up  the  loop,  put  back  his  home-signal  to 
"  danger,'*  and  unbolted  and  pulled  over  No.  28  facing-points,  before  the  tail  of  the 
train  had  cleared  them,  and  consequently  threw  the  two  rear  carriages  off  the  rails. 

He  states  that  the  leading  vehicle  of  the  train  had  arrived  at  No.  21  points  before 
he  put  back  his  sisfnal,  but  he  is  probably  mistaken,  and,  even  if  this  were  the  case, 
he  ought  to  have  known  that  there  was  not  room  between  the  two  sets  of  points  for 
the  whole  train. 

He  also  states  that  if  the  tail  of  the  train  had  been  still  on  the  points  he  would 
have  been  prevented  by  the  locking-bar  from  unbolting  and  reversing  them,  but  in 
this  also  he  proves  to  be  mistaken,  for  it  appears  that  the  signal  inspector  in  trying 
the  experiment  succeeded  in  doing  so  at  the  very  first  attempt,  without  any  diflBculty. 

The  locking-bar  is  only  16ft.  4  in.  in  length,  and  4  inches  at  each  end  slope 
down,  so  that  the  effective  length  cannot  be  taken  at  more  than  15  ft.  10  in.  at  the 
outside. 

The  wheel  base  of  the  two  vehicles  which  immediately  preceded  those  which  were 
thrown  off  is  16  feet,  so  that  it  was  quite  possible  to  put  back  the  locking-bar  between 
the  wheels  while  one  of  these  vehicles  was  passing  over  it. 

It  is  also  not  improbable  that  on  coming  off  the  curve  on  to  the  main  line,  the 
flange  of  the  left  trailing  wheel  of  one  of  these  vehicles,  which  would  be  grinding 
against  the  left  rail  inside  which  the  locking-bar  is  placed,  may  have  got  between  the 
rail  and  the  locking-bar  if  these  were  not  fitting  very  closely  together,  and  so  the 
operation  of  putting  back  the  bar  may  have  been  facilitated. 

The  accident  to  this  train  was  therefore  due— first,  to  the  fault  of  the  signalman  in 
No.  1  signal-cabin  in  shifting  No.  28  facing-points  before  the  whole  of  the  train  had 
cleared  them,  and  secondly  to  the  insufficient  length  of  the  locking-bar  at  these  points, 
which  allowed  of  his  doing  so. 

The  second  accident,  in  which  the  engine  and  one  carriage  of  the  5.50  p.m.  up  train 
from  Staley bridge  left  the  rails,  was  due  to  the  straining  of  the  stretcher-rod  of  No.  21 
facing-points  by  the  first  accident,  and  I  consider  that  both  the  station-master  and 
inspector  Savin  are  to  blame  in  not  having  had  these  points  examined  in  their  reverse, 
as  well  as  in  their  normal  position  before  trains  were  allowed  to  run  over  them. 

I  would  recommend  that  a  locking-bar  of  greater  effective  length  than  the  wheel 
base  of  any  of  the  Company*s  carriages  should  be  fitted  to  No.  28  points,  being  placed 
outside  the  rail  if  sufficient  room  cannot  be  obtained  inside. 

Additional  safety  would  also  be  secured  if  the  signalman  could  be  mechanically 
prevented  from  releasing  the  locking  of  the  lever  which  works  the  locking-bar,  after 
trains  have  passed  the  home-signals,  and  he  has  replaced  these  signals  to  danger. 
The  provision  of  an  additional  stop-signal  close  to  the  points,  and  interlocked  with  the 
locking-bar,  would  meet  the  case.  This  signal  should  also  be  so  interlocked  that  it 
must  precede  one  or  other  of  the  existing  home-signals. 

I  have,  &c.. 

The  Secretary,  F.  A,  Mabindik, 

(Railway  Department,)  Board  of  Trade.  Major^  B.JE. 

Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  6th  March. 


LANCASHIRE  AND  YORKSHIRE  AND  LANCASHIRE  UNION  JOINT 

RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  London,  S.W.,  5th  March  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  10th  of  February,  the 
result  of  my  incjuiry  into  the  causes  of  a  collision  which  occurred  at  Eeniscowles  station, 


Digitized  by 


Google 


(    47    ) 

on  the  Lancashire  and  Yorkshire  and  Lancashire  Union  Joint  Railway,  on  the  27th 
of  January. 

In  this  case,  as  the  12.45  p.m.  Lancashire  and  Yorkshire  down  passenger  train  from 
Wigan  to  Blackburn,  consisting  of  tank  engine  and  four  carriages,  of  which  the  rear 
one  was  a  third-class  with  break  compartment,  was  approaching  Feniscowles  station  at 
1.38  p.m.  it  came  into  collision  with  the  tail  of  a  London  and  North- Western  down 
special  goods  train  from  Park  Lane  to  Blackburn,  consisting  of  engine  and  tender, 
16  loaded  waggons,  and-  break-ran,  which  was  running  slowly  ahead  on  the  same  line. 

One  passenger  complained  of  injury. 

None  of  the  vehicles  left  the  rails,  and  the  only  damage  to  the  rolling  stock  was  to 
the  break-van  of  the  goods  train,  in  which  the  rear  head-stock,  stove  pipe,  two  windows, 
and  one  lamp  were  broken. 

Descrvption. 

Feniscowles  station  is  6  miles  51  chains  north  of  Ohorley,  on  the  Lancashire  Union 
line  between  Ohorley  and  Oherry  Tree  jimction  for  Blackburn. 

The  intermediate  signal-boxes  are  at  Heapey,  Brinscall,  and  Withnell  stations 
distant  south  from  Feniscowles,  4  miles  28  chains,  2  miles  61  chains,  and  1  mile 
48  chains  respectively. 

The  line  is  double,  and  one  of  heavy  gradients  and  sharp  curves,  falling  the  whole 
way  from  Withnell  to  Feniscowles. 

On  approaching  the  latter  station  the  line  is  straight,  and  on  a  falling  gradient  of 
1  in  100  to  a  point  about  570  yards  south  of  the  station,  and  is  then  level  through 
the  station,  a  distance  of  660  yards,  being  on  a  60-chain  curve  for  280  yards,  and 
then  straight  for  half  a  mile  beyond  the  station. 

The  point  of  collision  was  210  yards  south  of  the  station  signal-box,  which  is  situated 
at  the  south  end  of  the  up  platform. 

The  down  stop-signal  is  245  yards,  and  the  down  distant-signal  1,069  yards 
south  of  the  signal-box,  from  which,  when  some  sidings  on  the  up  side  of  the  line  are 
full,  as  was  the  case  in  the  present  instance,  the  engine  of  an  approaching  train  is  not 
visible  until  it  arrives  within  a  distance  of  120  yards. 

The  tail  of  a  train  standing  at  the  point  of  collision  is  visible  from  the  engine  of  an 
approaching  train  for  427  yards,  through  the  arch  of  an  overbridge  situated  609  yards 
south  of  the  signal-box. 

This  line  is  not  yet  provided  with  appliances  for  block  telegraph  working,  and  the 
usual  rules  under  such  circumstances  are  in  force,  prescribing  that  no  train  must  be 
allowed  to  follow  any  other  train  within  five  minutes,  that  imtil  an  interval  of  10 
minutes  has  elapsed,  following  trains  must  be  stopped  and  sent  forward  with  a  caution, 
and  that  a  goods  train  must  be  shunted  out  of  the  way  of  a  passenger  train  "  at  least 
10  minutes  before  such  passenger  train  is  due." 

Evidence. 

John  Hullj  Bignalman  five  years,  states  :  On  the  passenger  train  due  to  leave  at  1.35  left  right  time  by 

27th  of  January  I  came  on  duty  at  Brinseall  at  6  a.m.  the  clock.     The  driver  was  cautioned  by  one  of  the 

for  12  hours.     The  Piatt  Lane  coal  train  passed  my  porters  that  the  coal  train  had  just  gone  in  front.     He 

box  at  1.24  p.m.     It  is  due  at  11.50  a.m.,  but  is  not  told  him  so  but  did  not  say  how  long  in  front.     There 

a  daily  train,  running  only  when  required.     It  was  is  a  home-signal  with  an  arm  for  up  and  down  road, 

running  usual  speed.    The  Lancashire  and  Yorkshire  and  a  distant*  signal  in  each  direction.     There  is  no 

down  passenger  train  from  Wigan  to  Blackburn,  via  special  signalman,  but  the  signals  are  worked  by  one 

Horwich  junction,  passed  at  1.32  p.m.     It  is  due  to  of  the  porters  under  my  direction.     I  consider  that  I 

pass  at  1.30  p.m.     It  was  not  going  any  faster  than  am  responsible  for  them.     My  clock  was  set  right  that 

usual.     It  had  stopped  at  Brinseall.     According  to  morning.     I  know  that  under  rule  166  goods  trains 

the  rules  I  must  keep  my  signals  at  danger  until  a  must  be  shunted  for  passeuger  trains,  when  less  than 

train  has  passed  at  least  five  minutes.      Up  to  10  10  minutes  ahead  of  them.     I  did  not  do  so  in  this  case 

minutes  interval  the  driver  must  be  cautioned.      I  because  I  did  not  know   that   the  goods   train  was 

showed  the  driver  the  caution-signal,  a  green  flag,  and  coming  until  I  saw  it  approaching.      It   was   then 

also  indicated  to  him  that  the  coal  train  was  five  between  100  and  200  yards  off,  and  as  it  was  a  heavy 

minutes  in  front  of  him.     I  know  rule  166  lays  down  train,  and  on  an  incline  of  1  in  60  I  knew  I  could  not 

that  goods  trains  are  to  be  shunted  when  less  than  stop  it  untU  it  had  run  past  the  sidings,  and  it  would 

10  minutes  ahead  of  passenger  trains.    I  did  not  do  so  have  had  to  set  back.     It  was  running  25  miles  an 

on  this  occasion  because  I  knew  that  the  goods  train  hour. 

was  not  going  to  stop  before  Blackburn,  and  I  thought  mL          n^                         n 

there  was  plenty  of  time  if  it  had  run  at  its  usual  ^f^^  O-^wiptoTi,  porter  five  years,  states  :  I  was 

speed,  knowinff  that  the  passenger  train  had  to  stop  ^^  **\®  platform  at  Withnell  when  the  goods  train 

atWithneU  to  collect  tickets.     It  was  not  a  very  big  P»«s^f  •  J^  ^^^  ^un^"^  ^ery  steady.     I  cannot  say 

l^jjyj  exactly  how  fast,  but  not  much  faster  than  I  could 

nm,  not  over  12  miles  an  hour  I  should  say.     I  was 

on  the  platform  when  the  passenger  train  started.     I 

Robert  Critchlet/y  station-master  at  Withnell,  states  :  told  the  driver  that  a  ooal  tndn  was  just  in  front  of 

The  coal  train  passed  at  1.30  by  the  station  clock,  him,  that  it  had  just  left.    The  goods  train  left  at 

nmning  slowly,  bat  not  slower  than  usual.     The  1.30,  and  the  passenger  train  at  1.35. 


^   2  uigmzeaDy  Google 


(     48    ) 


Joseph  Goodwin^  station-master  at  Feniscowles^ 
states  :  On  the  27th  January  I  was  in  the  office  when 
the  accident  occuiTed.  Charles  Holland  is  the  porter 
who  usually  looks  after  the  signals.  He  is  not  signal- 
mao,  but  when  he  is  in  the  cabin  I  consider  him 
responsible,  when  he  is  not  in  the  cabin  one  of  the 
other  men  (goods  porters)  looks  after  them.  There 
is  no  rule  that  when  Holland,  the  only  passenger 
porter,  leaves  the  signal-cabin  he  is  to  put  some  one 
else  in  charge.  Sometimes  I  go  myself.  When  I  left 
my  office  it  was  exactly  1.38  by  my  clock,  which  was 
right  time.  I  found  the  goods  train  moving  slowly 
past  the  station,  the  engine  being  just  pasc  the  office. 
It  was  just  moving.  The  signals  were  all  on.  I 
did  not  hear  the  collision,  but  went  out  with  the  inten- 
tion of  shunting  the  goods  train.  I  then  found  that 
the  passenger  train  had  come  into  collision  with  the 
tail  of  this  train  just  by  the  first  down  stop-signal. 
No  vehicle  in  either  train  was  off  the  rails.  There 
was  no  damage  whatever  to  the  passenger  train,  but 
the  two  rear  vehicles  of  the  goods  train  were  uncoupled, 
and  the  rear  van  was  damaged.  Head-stock,  stove 
pipe,  two  windows,  and  lamp  broken.  The  men  with 
the  passenger  train  told  me  that  all  signals  were  off. 
Porter  Woodruff  told  me  that  he  put  the  distant-signal 
up  as  soon  as  he  saw  the  goods  train.  He  said  this 
was  at  the  points  about  100  yards  from  the  station. 
No  passengers  complained  to  me.  There  were  about 
12  passengers,  and  I  hear  that  one  complained  after- 
wards, having  had  a  tooth  knocked  out. 

Charles  Holland^  porter  five  years,  and  two  years 
at  Feniscowles,  states :  1  am  the  passenger  porter  at 
Feniscowles,  and  am  in  charge  of  the  signals  during 
the  day  time, — under  the  directions  of  the  station- 
master  on  the  27th  January.  I  had  gone  to  the  closet 
at  about  1.30.  Porters  Woodruff  and  Leed  were  in 
the  cabin  getting  dinner.  I  did  not  teil  them  to  look 
to  the  signals,  but  I  expected  one  of  them  to  do  so  as 
is  the  custom. 

William  Woodruff,  goods  porter  two  years,  states : 
On  the  27th  January  1  was  in  the  cabin  getting  my 
dinner.  I  had  just  finished  wheu  Holland  went  out. 
He  did  not  say  where  he  was  going,  and  did  not  tell 
me  to  take  charge ;  but  it  is  the  custom  in  such  cases 
for  whoever  is  in  the  cabin  to  put  up  the  signals  if 
necessary.  I  saw  the  goods  train  approaching  very 
steadily,  just  ad  the  engine  had  got  to  *  the  main 
crossing.  The  sidings  were  full  and  I  could  not  have 
seen  it  further  off  from  the  cabin.  Directly  I  saw  it 
I  put  the  down  distant-signal  up.  Within  a  minute 
the  collision  occurred,  so  that  the  passenger  train  must 
have  been  past  this  signal  at  the  time.  I  put  the 
other  signals  up  when  the  collision  occurred. 

Peter  Batt&rsby^  London  and  North-Western  Rail- 
way goods  driver  14  yeai's,  states:  On  the  27th 
January  I  was  driver  of  the  London  and  North- 
Western  Railway  9.30  a.m.  goods  train  from  Park 
Lane  to  Blackburn,  consisting  of  engine  and  tender, 
16  loaded  waggons,  and  break- van.  We  got  delayed 
and  did  not  leave  Chorley  till  within  a  few  minutes  of 
1  o'clock.  My  train  is  not  a  timed  train,  but  a  con- 
ditional train.  It  should,  however,  leave  Chorley  at 
11.30.  I  did  not  make  any  alteration  in  my  running, 
and  came  as  usual  very  steadily  down  the  inclines,  in 


order  to  be  prepared  to  stop  and  shunt  if  required  to 
do  so.  My  ordinary  speed  is  about  20  miles  an  hour, 
but  I  reduce  on  passing  through  the  stations.  My 
steam  was  off  on  approaching  Withnell  and  breaks  on, 
and  I  went  past  the'station  at  not  more  than  10  miles 
an  hour.  When  I  was  approaching  it  I  had  expected 
to  be  stopped  and  shunted.  I  went  steadily  on  to 
Feniscowles.  I  did  not  take  more  time  than  usual  on 
thje  journey.  When  I  was  30  or  40  yards  on  the 
south  of  the  signal-box  I  felt  a  slight  shock  and  on 
looking  round  saw  that  the  passenger  train  had  run 
into  the  tail  of  my  train.  I  was  running  about  10 
miles  an  hour  at  the  time.  The  signals  were  all  right, 
but  I  expected  to  be  stopped  to  shunt.  I  pulled  up 
as  soon  as  I  could.  The  down  distant-signal  at  With- 
nell was  off  for  me,  but  I  could  have  pulled  up  all 
right  if  the  home-signal  had  been  thrown  up  against 
me.  With  the  load  I  had  I  could  easily  have  backed 
my  train. 


John  Clayton^  Lancashire  and  Yorkshire  fireman 
11  years,  states:  On  the  27th  January  I  was  fire- 
man to  the  driver  of  the  12.45  p.m.  train  from  Wi- 
gan  to  Blackburn,  who  is  sick  and  unable  to  attend. 
The  train  consisted  of  tank  engine,  running  engine  first, 
and  four  coaches,  the  rear  one  being  a  third-class 
break.  The  engine.  No.  345,  is  a  4-wheel  coupled 
bogie  engine,  fitted  with  steam  break  working  ono 
block  on  each  of  the  eight  wheels.  The  train  was 
fitted  with  Fay's  break,  worked  from  the  break  com- 
partment. We  left  Withnell  at  1.36,  according  to  my 
watch.  The  porter  came  and  cautioned  us  that  the 
goods  train  was  gone  in  front  of  us,  but  he  did  not  say 
how  long.  We  came  at  from  25  to  30  mOes  an  hour 
down  fh)m  Withnell  with  steam  off.  When  we  came 
in  sight  of  the  down  distant- signal  at  Feniscowles  it 
was  off,  and  still  off  when  we  passed  it.  I  had  also 
seen  the  home-signal  a  little  further  back  and  it  also 
was  off,  and  both  were  off  when  the  collision  occurred. 
My  mate  called  the  station-master's  attention  to  it. 
As  soon  as  we  came  round  the  curve  through  the 
bridge  we  saw  the  goods  train  in  front  of  us,  not  above 
70  or  80  yards.  We  were  then  running  from  25  to  30 
miles  an  hour.  The  driver  applied  the  steam  breaks 
at  once,  and  whistled  for  the  guard's  breaks.  The 
engine  was  reversed.  I  felt  the  guard's  breaks  go  on. 
I  should  think  we  had  reduced  to  12  or  14  miles  an 
hour  when  .we  struck  the  goods  train.  We  were  not 
knocked  down  or  hurt  in  any  way.  No  one  was  on 
the  engine  with  us.  I  should  think  the  place  were  we 
struck  the  train  was  about  100  yards  from  the  bridge. 

Benjamin  Hartley,  Lancashire  and  Yorkshire 
passenger  guard  four  years,  states:  On  the  27th 
January  I  was  guard  to  the  12.45  p.m.  down  pas- 
senger tram  from  Wigan  to  Blackburn.  On  approach- 
ing Feniscowles  1  heard  the  break  whistle  just  as  my 
van  was  under  the  bridge.  We  were  running  our 
ordinary  speed,  and  had  been  doing  so  all  the  way 
down.  We  are  not  timed  to  stop  at  Feniscowles.  I 
applied  my  break  at  once,  and  it  acted  well.  I  was 
not  hurt  by  the  collision.  One  passenger  complained 
of  being  injured.  The  signals  were  oft*  when  we  were 
approaching  the  station,  and  the  home-signal  was  put 
on  after  the  collision.  I  did  not  see  the  distant-signaL 
The  driver  and  fireman  were  quite  sober. 


Conclusion. 

This  collision  might  have  been  prevented  by  proper  attention  being  paid  to  the  rules 
of  the  Company  by  either  the  signalman  at  Brinscall  or  the  station-master  at  Withnell. 

The  former  ought  not  to  have  allowed  the  goods  train  to  start  from  Brinscall  only  six 
minutes  before  the  time  that  the  passenger  train  was  due,  and  the  latter  ought  to  have 
stopped  the  goods  train  at  Withnell  in  order  to  shunt  it  for  the  passenger  train.  The 
excuses  made  by  both  these  men  are  of  little  value,  and  it  cannot  be  too  strongly 
impressed  upon  them  that  the  rules  laid  down  for  their  guidance,  with  which  they 
acknowledge  that  they  were  perfectly  well  acquainted,  are  to  be  strictly  and  literally 
complied  with^  and  are  not  to  be  set  aside  at  their  discretion. 
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The  engine-driyer  of  the  Lancashire  and  Yorkshire  train  is  also  decidedly  to  he 
hlamed  for  running  at  so  high  a  rate  of  speed  down  a  steep  incline  on  a  line  with  many 
curves,  when  he  had  been  duly  cautioned  that  the  goods  train  had  left  Withnell  only 
five  minutes  before  him. 

Judging  from  the  time  taken  to  run  between  WithneU  and  the  site  of  the  accident, 
and  from  the  fact  that,  even  with  the  help  of  a  continuous  break,  he  was  unable  to 
stop  his  train  within  an  available  distance  of  400  yards,  it  is  clear  that  he  was  running 
over  30  miles  an  hour  on  approaching  Feniscowles  station. 

I  am  glad  to  learn  that  the  Company  had  decided  two  months  before  the  date  of  this 
accident  at  once  to  extend  to  this  line  the  block  system,  which,  if  properly  worked, 
would  render  the  occurrence  of  an  accident  of  this  nature  impossible,  and  that  the 
plans  for  the  necessary  re-arrangement  of  the  signals  have  been  prepared. 

Until  this  work  has  been  completed,  and  proper  signalmen  appointed,  it  is  desirable 
that  the  existing  signal  arrangements  should  be  worked  more  systematically,  for,  from 
the  evidence  in  this  case,  it  is  difB.cult  to  determine  who  is  the  person  really  respon- 
sible for  the  state  of  the  signals  at  some  of  the  stations. 

I  have,  &c.. 
The  Secretary,  JP.  A.  Maeindin, 

(Railway  Department,)  Major  B.E. 

Board  of  l^de. 

Printed  copies  of  the  above  Report  were  sent  to  the  Lancashire  and  Yorkshire  and  the  London  and  North- 
western Railway  Companies',  and  the  Lancashire  and  Yorkshire  and  the  Lancashire  Union  Railway 
Companies  Joint  Committee  on  the  26th  March. 


LEEDS  JOINT  STATION. 


Board  of  Trade,  (Railway  Department,) 

13,  Downing  Street,  London,  S.W., 
Sib,  29th  January  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  Order  of  the  8th  instant,  the  result  of  my  inquiry  into  the  circum- 
stances connected  with  the  collision  which  occurred  on  the  5th  instant,  at  Leeds 
new  station,  between  a  North-Eastern  Company's  passenger  train  and  some  empty 
carriages  belonging  to  the  London  and  North- Western  Company. 

In  this  case,  as  the  6.45  p.m.  North-Eastern  Company's  (Sunday)  passenger  train 
(consisting  of  engine,  tender,  and  nine  vehicles,  including  two  break-vans  with  a  guard 
in  each)  from  Thirsk  for  Leeds,  where  it  was  due  at  8.40  p.m.,  was  entering  the  new 
station,  it  was,  owing  to  the  unknown  absence  of  a  set  of  facing-points,  turned  along  a 
goods  line  instead  of  along  the  line  leading  to  the  platform,  and  came  into  collision 
with  some  empty  carriages  belonging  to  the  London  and  North- Western  Company. 

Three  passengers  have  compkined  of  injuries,  not,  it  is  believed,  of  a  serious 
nature. 

The  smoke-box  of  the  engine  was  damaged,  and  also  three  empty  carriages,  two  of 
which  were  knocked  off  the  rails. 

Description. 

The  alterations  which  had  been  for  a  length  of  time  in  progress  at  Leeds  new  station 
had  on  Sunday  the  5th  instant  been  so  far  completed  that  the  new  signal-cabins  (four  in 
number)  had  been  brought  into  use  on  that  day,  the  new  signals,  and — as  far  as  possible 
— ^the  points  having  been  connected  with  the  levers  in  the  cabins ;  the  facing-points  (No.  3) 
at  the  junction  of  the  incoming  main  and  goods  lines  had  been  so  connected  with  the 
canal  cabin ;  and  to  admit  a  train  on  to  E  line  (leading  to  the  main  platform)  by  means 
of  No  9  signal,  the  signalman  had  to  set  No.  35  points  for  the  goods  line,  it  having 
been  supposed  and  intended  that  another  set  of  facing-points  (No.  39), •not  yet  con- 
nected with  the  cabin,  but  spiked,  would  turn  the  train  from  the  goods  line  on  to 
E  line.  Instead,  however,  of  No.  39  points  having  been  put  in  upon  the  goods  line, 
thev  had,  through  an  oversight,  been  placed  upon  the  next  adjoining  line  to  the  north, 
still  leading  to  line  E,  but  not  on  the  path  of  the  incoming  train  after  it  had  been 
turned  through  points  No.  35.  Before  darkness  set  in,  the  divisional  engineer  and 
other  superior  officers  of  the  Company  had  walked  over  the  ground  to  see  that  the 
arrangements  had  been  properly  completed,  and  they  noticed  particularly  (forgetting 
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that  No.  35  points  would,  owing  to  the  interlocking  arrangements,  have  to  be  shifted 
from  their  normal  position)  that  the  road  for  an  incoming  train  to  line  E  appeared  to 
he  correct,  as  indeed  it  was  until  the  necessary  movement  by  the  signalman  of  No.  35 
points,  prior  to  lowering  signal  No.  9,  altered  the  state  of  the  case.  It  having  been 
Sunday,  the  train  which  met  with  the  collision  was  the  first  which  had  entered  the 
station  after  the  new  cabins  had  been  brought  into  use.  The  collision  occurred 
about  100  yards  inside  the  supposed  position  of  the  points,  and  perhaps  300  yards 
from  where  the  train  would  have  stopped  at  the  platform. 

Evidence. 


1.  William  Roberts^  in  charge  of  the  signalling 
arrangements  at  Leeds  new  station  for  the  firm  cS 
McKenzie  and  Holland. — The  new  points  and  signals 
at  Leeds  new  station  were  brought  into  use  for  the 
first  time  on  the  5th,  and  I  had  been  all  daj  on  duty 
superintending  the  necessary  work.  Facing-points 
No.  39,  forming  the  junction  between  C  and  E  roads, 
were  a  new  set  of  points,  upon  which  a  gang  of  men 
were  at  work  the  whole  day.  I  observed  the  work  in 
progress,  but  did  not  notice  that  the  points  were  being 
put  in  upon  D  road  instead  of  upon  E,  and  I  did  not 
find  out  that  the  mif^take  had  been  made  until  after 
the  collision,  no  train  or  engine  having  entered  the 
station  on  this  line  since  the  breaking  up  of  the  roads 
had  been  commenced  at  about  7  o'clock  in  the  morn- 
ing. The  points  in  question  were  not  at  that  time 
cpnnected  with  the  canal  cabin,  but  were  intended 
to  have  been  spiked  over  for  E  road.  Points  35 
had  been  connected  with  the  cabin  during  the  day. 
No.  9  signal  was  the  one  which  the  driver  received  for 
coming  in,  all  signal  connections  having  been  made. 
I  had  seen  that  the  signab  and  such  points  as  were 
worked  from  the  cabin  were  properly  coupled.  From 
the  points  No.  39  to  the  place  of  collision  was 
about  100  yards. 

2.  James  Atkinson^  superintendent  of  permanent 
way  under  the  divisional  engineer  of  the  southern 
district,  and  in  charge  of  the  mterations  at  Leeds  new 
station. — I  commenced  making  the  necessary  changes 
in  the  different  lines  on  the  morning  of  the  5th,  at 
about  7  o'clock,  with  about  70  men.  I  myself  superin- 
tended the  putting  in  of  No.  39  points,  and  bv  an 
oversight  put  them  in  on  D  road  instead  ot  en 
E  road,  just  opposite  where  they  should  have  been. 
Mr.  Copperthwaite,  the  divisional  engineer,  was  present 
during  the  whole  day,  and  we  left  work  at  aboat 


5  o'clock,  everybody  believing  the  connections  htd 
been  properly  made,  and  no  one  discovering  the 
mistake  till  alter  the  collision.  I  have  been  furnished 
with  a  proper  plan  showing  the  position  in  which 
the  points  should  have  been. 

3.  Arthur  DeanSy  driver  12  years. — I  was  driving 
the  6.45  p.m.  passenger  from  Thirsk  for  Leeds.  The 
train  consisted  of  engine  and  tender  (running  engine 
first),  and  nine  vehicles,  including  two  vans  with  a 
guard  in  each.  No  continuous  break,  but  a  break  on 
the  engine  as  well  aa  on  the  tender.  We  kept  time 
to  Holbeck^  but  were  detained  at  the  Midland  junction. 
On  approaching  the  canal  cabin  I  got  the  second 
signal  from  the  right,  which  I  expected  would  have 
taken  me  to  £  road.  I  was  running  at  a  speed  of 
four  or  five  miles  along,  as  I  thought,  road  E  when 
I  saw  a  few  yards  in  front  of  me  some  empty  carriages. 
Steam  was  shut  ofi^  at  the  time,  and  I  was  able  just 
to  apply  the  engine-break  before  we  struck.  My 
mate  had  no  time  to  apply  the  tender  break  We 
knocked  the  carriages  forward  a  few  yards.  There 
was  no  one  about  at  the  time.  We  were  neither  of 
us  hurt,  nor  did  we  jump  ofi*.  We  were  alone  on  the 
engine.     The  collision  occurred  at  8.41  p.m. 

4.  George  Blinkhom,  signalman  six  years. — I  came 
on  duty  at  5  p.m.  for  the  first  time  in  the  new  canal 
cabin.  I  was  acquainted  with  the  new  signals,  and 
I  intended  to  turn  the  North-Eastem  train  from  Thlrbk 
upon  the  E  line  by  lowering  No.  9  signa],  for  which 
purpose  I  had  to  pull  several  point-levers,  but  was 
not  aware  which  were  connected  and  which  were 
being  worked  from  the  ground.  I  did  not  know  that 
anything  was  wrong  With  the  train,  which  passed  the 
cabin  at  six  or  seven  miles  an  hour,  till  somebody  came 
to  inform  me  of  the  collision. 


Conclusion. 

This  collision  between  the  6.45  p.m.  passenger  train  from  Thirsk  and  some  empty 
carriages  was  entirely  due  to  an  oversight,  which  had  been  made  on  the  morning  of  the 
day,  in  the  position  of  a  set  of  facing-points  that  should  have  been  placed  on  the  line 
along  which  the  passenger  train  was  running,  so  as  to  have  turned  it  on  to  the  line 
leading  to  the  main  platform;  but  from  a  mistake  of  the  superintendent  of  the 
permanent-way,  a  man  of  great  experience,  (which  mistake  had  not  been  discovered 
by  any  of  the  superior  officers  of  the  Company  who  had  been  on  the  ground  during 
the  whole  day,)  these  points  had  been  put  in  on  the  line  next  north  of  that  on  which 
the  train  was  running,  and  their  absence  consequently  allowed  it  to  continue  its  course 
along  the  goods  line  until  it  came  into  collision  with  some  empty  coaches ;  the,  driver 
not  perceiving  where  he  was  running  until  too  late  to  stop  in  time  to  avoid  the 
collision. 

It  is  only  right  to  mention,  that  in  carrying  out  the  very  extensive  and  complicated 
alterations  in  changing  from  old  to  new  arrangements,  both  now  at  Leeds  new  station 
and  recently  at  York,  the  present  is  the  only  accident  which  has  occurred. 

I  have,  &c., 

The  Secretary,  0.  S.  Hutchinson, 

(Bailway  Department,)  Board  of  Trade.  Major- General,  R.E. 

Printed  copies  of  the  above  Report  were  sent  to  the  North-Eastern  and  the  London  and  North- Western 

Railway  Companies  on  the  22nd  February. 
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LONDON  AND  NORTH-WESTERN  RAILWAY. 

Railway  Department,  Board  of  Trade, 
SiK,  13,  Downing  Street,  London,  S.W.,  31st  January  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  17th  instant,  the  result 
of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the  10th  instant  at 
New  Street  station,  Birmingham,  on  the  London  and  North- Western  Railway. 

In  this  case,  as  the  4.16  p.m.  up  passenger  train  from  Liverpool,  6.6  p.m.  from 
Stafford,  consisting  of  engine  and  tender,  six  carriages,  and  hreak-van,  was  entering 
New  Street  station,  on  the  London  departure  line,  it  struck  an  engine  which  was 
standing  on  this  line,  and  caused  it  to  move  forward  into  collision  with  the  tail  of  the 
7.10  p.m.  passenger  train  from  Birmingham  to  Walsall,  which  was  standing  a  little 
further  south  on  the  same  line,  preparing  to  start. 

Two  passengers  are  returned  as  being  injured,  one  of  whom  was  in  the  Walsall 
train,  and  the  other  one,  standing  on  the  platform,  was  struck  by  an  open  door  in  this 
train. 

The  buffer  castings  on  the  engine  of  the  4.15  p.m.  train  were  broken,  but  there  was 
no  other  damage  either  to  rolling  stock  or  permanent  way,  and  no  vehicle  left  the 
rails.    Three  vehicles  in  the  train  were  fitted  with  Clark  and  Webb's  chain-break. 

Description. 

Through  New  Street  station  there  is  an  up  platform  line  and  an  up  through  line,  in 
addition  to  bay  lines. 

The  up  London  departure  platform  is  281  yards  in  length,  and  the  points  connecting 
the  two  up  lines  are  48  yards  north  of  the  down  or  north  end  of  this  platform. 

The  Birmingham  north  signal-box  is  42  yards  further  north,  and  44  yards  beyond 
is  the  south  end  of  a  tunnel,  which  is  880  yards  in  length. 

The  only  up  signal  worked  from  this  signal-box  is  a  lamp  in  the  tunnel  about  360 
yards  from  the  box,  and  there  is  also  a  bell  signal,  worked  by  passing  trains,  365  yards 
within  the  tunnel,  which  is  for  the  purpose  of  indicating  to  drivers  their  position  when 
approaching  the  station. 

The  up  line  is  worked  on  the  absolute  block  system  up  to  the  north  box,  and  the 
entry  of  trains  into  the  station  is  controlled  by  an  electric  gong  code  from. a  signal- 
box  placed  at  the  north  end  of  the  platform. 

Sheepcote  Lane  signal-box  is  1,300  yards  north,  and  Monument  Lane  signal-box  is 
1,867  yards  north  of  Birmingham  north  box. 

The  line  falls  towards  the  station  through  the  whole  length  of  the  tunnel,  880  yards, 
on  a  gradient  of  1  in  76,  but  from  the  north  box  it  is  level. 

The  engine  which  was  first  struck  was  standing  close  to  the  points  of  a  cross-over 
road  between  the  two  up  lines,  198  yards  from  the  north  end  of  the  platform ;  and  the 
tail  of  the  Walsall  train  was  only  two  or  three  yards  further  south,  the  engine  of  this 
train  being  nearly  opposite  to  the  south  end  of  the  platform. 

The  following  rule  is  in,.force : — 

"  Trains  entering  New  Street  station,  Birmingham. 

"  All  trains  emei^ng  from  either  the  north  or  south  timnels  should  be  completely 
under  control,  so  that  they  can  be  stopped  at  any  part  of  the  platform. 

"  Guards  must  attend  carefully  to  the  break,  and  work  it  in  such  a  manner  as  to 
assist  the  driver  to  the  utmost.  They  must  be  very  cautious  about  taking  the  break 
oflF  before  the  train  is  quite  at  a  stand.^' 

Evidence. 

George  Dtarhamy  passenger  driver  2}  years,  states :  white,  which  signified  that  all  was  right  to  run  into 

— On  the  10th  instant  I  was  driver  of  the  6.6  p.m.  the   station.     Oar   directions   are    to  approach    the 

up  passenger  train    from  Stafford  to  Birmingham,  station,  at  either  end,  at  such  a  speed  as  to  be  able 

where  we  were  due  to  axrive  at  7.5  p.m.     We  left  to  stop  at  any  part  of  the  station.     I  had  passed 

Dudley   Port  at  6.53,  abqut  six  minutes   late,  and  Monument  Lane  at  about  eight  or  ten  miles  an  hour, 

found  the  signals  right  for  us   all  the  way,  though  not  quite  so  fast  as  usual,  as  I  had  been  slackened  at 

I    had    to    slacken    at     Harbome    junction.      The  Harborne  junction.    I  came  out  of  the  tunnel  nt  not 

home-signals  at  Monnm^it  Lane  and  Sheepcote  Lane  more  than  five  miles  an  hour,  and  1  was  prepared  to 

were  off,  and  the  signal  in  the  tunnel  was  showing  stop  at  the  usual  place  at  the  platform.     When  I  got 
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to  the  points  leading  to  the  London  departure  plat- 
form line,  I  found  that  I  was  not  pulling  up  as  fast 
as  I  ought  to,  and  I  therefore  pulled  the  cord  to  applj 
the  patent  break,  and  reversed  my  engine,  getting 
steam  against  her.  I  had  shut  off  stenm  at  Harbome 
junction.  My  tender  break  was  on  tight  aU  the  way 
down  through  the  tunnel.  The  wheels  were  skidding. 
I  didn't  ease  my  tender  break  at  all.  I  never  felt 
any  check  whatever  from  the  patent  break  after  I  had 
applied  it.  The  guard  told  me  afterwards  that  he 
had  applied  it  before  I  did.  We  didn't  stop  in  time 
to  avoid  running  into  a  light  engine  which  was 
standing  at  the  departure  platform  behind  a  local  train, 
the  7.10  p.m.  to  Walsall  and  Derby.  We  drove  the 
engine  slightly  ahead,  and  it  struck  the  other  train. 
The  buffer  castings  on  my  engine  were  broken.  My 
train  consisted  of  engine  and  tender,  six  coaches,  and 
break-van  in  rear.  My  engine  is  a  4-wheel-coupled 
engine,  driving  and  trailing  wheels  coupled,  with  a 
6-wheeled  tender,  having  one  wooden  break  block  on 
each  wheel.  There  were  three  carriages  in  the  train 
connected  with  patent  break,  two  at  the  rear  of  the 
train,  and  one  at  the  front.  I  didn't  look  at  the  break 
blocks  after  we  stopped.  I  got  no  hand-signals  on 
approaching  the  platform,  but  I  was  aware  that  the 
engine  and  the  local  train  would  be  standing  where 
they  were  in  their  usual  place,  and  that  I  ought  to 
stop  behind  them.  We  had  no  difficulty  in  stopping 
at  Wolverhampton  or  at  Dudley  Port.  I  didn't  use 
the  patent  break  at  these  places,  but  I  tried  the  cord 
at  Stafford  and  it  was  working  properly.  The  bell 
signal  in  the  tunnel  was  in  proper  order.  It  was 
a  frosty  night,  but  the  rails  in  the  station  were 
greasy. 

Henry  Farren,  passenger  guard  seven  years,  states  : 
— On  the  10th  instant  I  was  guard  of  the  6.6  p.m.  up 
passenger  train  from  Stafford  to  Birmingham,  that  is 
the  4.15  p.m.  from  Liverpool.  We  weie  due  to  arrive 
at  Birmingham  at  7.6  p.m.  We  were  six  minutes 
late  in  leaving  Dudley  Port.  We  came  past  Monu- 
ment Lane  and  Sheepcote  Lane  the  same  speed  as 
usual;  no  faster  I  am  certain.  After  coming  out 
of  the  south  end  of  the  tunnel  the  speed  seemed  to 
increase  rather  than  decrease.  My  hand-bi-eak  had 
been  on  at  the  other  end  of  the  tunnel,  and  it  was 


acting  all  right.  When  I  found  we  were  not  pulling 
up  as  fast  as  we  ought,  I  applied  the  patent  break. 
It  didn't  seem  to  make  any  difference.  I  heard  a 
porter  on  the  platform  saying  that  we  were  going 
into  the  engine,  just  as  I  was  preparing  to  get  out. 
I  felt  no  shock  whatever,  but  on  getting  out  found 
that  we  had  struck  a  light  engine  which  was  standing 
behind  a  local  train.  We  were  not  going  above  three 
miles  an  hour  at  the  time.  No  one  made  any  com- 
plaint to  me  of  being  hurt.  The  only  damage  to  my 
train  was  the  breaking  of  the  buffer  castings  on  the 
engine.  It  was  a  frosty  night  but  foggy,  and  the 
rails  were  very  greasy.  The  driver  was  quite  sober, 
and  there  was  no  one  on  the  engine  but  himself  and 
his  fireman.  The  break  cord  had  acted  all  right  at 
Stafford.  It  had  not  been'  used  on  the  way.  I  didn't 
look  at  the  breaks  afterwards. 

William  Murray^  chief  station  inspector,  states :— • 
I  was  standing  on  No.  3  platform  at  New  Street  at 
7.8  p.m.  on  the  10th  instant.  The  local  train  for 
Walsall  and  Derby,  due  out  at  7.10  p.m.,  was  standing 
at  the  south  end  of  the  platform,  in  its  usual  place. 
About  two  yards  behind  it  was  a  light  engine,  waiting, 
in  its  usual  place,  to  be  attached  to  the  7.16  up  train 
for  London.  The  6.6  p.m.  train  from  Stafford  arrived 
at  7-8  p.m.,  three  minutes  late,  and  ran  up  to  the 
platform,  apparently  at  its  usual  speed.  I  was  stand- 
ing close  to  the  light  engine.  The  Stafford  train, 
which  I  had  seen  approaching  for  nearly  200  yards, 
didn't  seem  to  check  its  speed  at  all,  but  struck  the 
light  engine  while  going  from  five  to  six  miles  an 
hour.  It  drove  it  forward  on  to  the  Walsall  train. 
The  carriages  in  this  train  were  driven  forward  ;  but 
the  engine  was  not  moved.  I  didn't  see  anyone 
knocked  down,  nor  did  anyone  complain.  People 
were  standing  alongside  the  train,  but  not  very  many. 
I  didn't  examine  the  breaks  on  the  Stafford  train,  and 
can't  say  whether  they  were  on  or  not  The  driver 
told  me  he  couldn't  account  for  the  accident.  It  is 
not  usual  to  have  to  use  the  patent  break  to  stop  here. 
The  light  engine  was  standing  in  its  usual  place. 
When  the  Stafford  train  arrive?  the  engine  is  taken 
oft*  through  the  cross-over  road,  and  this  engine  is 
attached  to  take  tlio  train  on. 


Conclusion. 

From  the  foregoing  evidence,  and  the  result  of  an  examination  of  the  site»  it  appears 
that  this  slight  collision  was  due  to  the  driver  of  the  4.15  p.m.  up  passenger  train  not 
being  sufficiently  careful  to  obey  the  rule,  that  all  trains  entering  New  Street  station, 
Birmingham,  are  to  be  brought  under  such  complete  control  that  they  may  be  stopped 
at  any  part  of  the  platform.  It  would  seem  that  the  rails  outside  the  tunnel  were 
more  greasy  than  those  inside  it,  and  that  the  wheels  of  the  tender,  being  skidded, 
commenced  to  slide  more  rapidly  on  emerging  from  the  timnel.  Under  these  circum- 
stances it  is  probable  that  if  the  tender  break  had  been  slightly  eased,  it  would  have 
had  a  greater  effect  on  the  train,  and  the  driver  ought  certainly  to  have  realized 
sooner  than  he  did  that  he  would  not  be  able  to  stop  short  of  the  Walsall  train,  which 
he  knew  to  be  standing  at  the  platform  in  front  of  him,  and  ought,  therefore,  sooner 
to  have  applied  his  patent  break. 

The  evidence  is  not  very  clear  as  to  the  exact  spot  where  this  break  was  first 
applied,  nor  was  any  examination  made  after  the  accident  to  ascertain  the  state  of  the 
break,  or  position  of  break-blocks ;  but  the  point  where  the  driver  states  that  he  pulled 
the  break  cord  was  at  least  130  yards  from  the  point  of  collision ;  and  it  is  difficult 
to  imagine  that,  if  the  break  had  been  in  proper  order,  it  could  have  failed  to  stop  the 
train  in  this  distance,  considering  the  slow  speed  at  which  it  was  running. 

There  can  be  no  doubt  that  a  train  fitted  throughout  with  proper  continuous  breaks 
would  have  been  stopped  in  time  to  avoid  the  collision. 

I  have,  &o. 

The  Secretary,  F.  A.  Mabindin, 

(Railway  Department,)  Board  of  Trade.  Major^  B.E. 

Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  22nd  February. 
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LONDON  AND  NORTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 

13,  Downing  Street,  London,  S.W., 
Sir,  15th  February  1879. 

In  compliance  with  the  instructions  contained  in  the  Order  of  the  29th  ultimo, 
I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the  result 
of  my  inquiry  into  the  circumstances  which  attended  the  collision  that  occurred  on 
the  24th  ultimo,  at  the  Shropshire  Union  junction,  on  the  London  and  North- Western 
Railway. 

The  mail  train  from  Shrewsbury,  which  is  due  to  arrive  at  Stafford  at  11.4  p.m., 
ran  into  a  light  engine  at  the  jundiion  at  11.5  p.m. 

Three  passengers  in  the  mail  train  and  the  engine-drivers  of  the  passenger  train 
and  of  tlie  light  engine  were  slightly  hurt.  The  two  engines  and  a  parcels  van  were 
damaged. 

The  mail  train  consisted  of  an  engine  and  tender,  a  parcel  van,  a  break-van.  No.  46, 
with  a  guard,  a  post  office  van,  a  passenger  coach  with  a  patent  break  connected  with 
van  No.  46,  which  could  be  worked  by  the  engine-driver,  a  composite  carriage, 
another  break-van  with  a  guard,  and  a  parcel  van.  The  vehicles  were  coupled 
together  in  the  order  in  which  they  are  given.  The  light  engine  was  standing  close 
to  the  junction  points  and  about  30  yards  from  the  signal-cabin. 

The  Shropshire  Union  junction  is  situated  at  the  north  end  of  Stafford  station. 
It  is  protected  with  liome  and  distant  signals,  which  are  good  signals.  They  are 
worked  from  a  raised  cabin  and  are  interlocked  with  the  points.  The  signalman 
cannot  always  see  an  engine  which  may  be  standing  between  his  cabin  and  the 
junction  points,  in  consequence  of  a  bridge  over  the  railway  at  the  north  side  of  his 
cabin,  and  the  view  of  an  engine-driver  who  may  be  approaching  this  junction  from 
Shrewsbury  is  also  very  limited,  in  consequence  of  the  line  from  Shrewsbury  being 
constructed  with  a  sharp  curve  as  it  approaches  the  junction. 

The  evidence  is  as  follows  : — 

Evidence. 

William  Hadley  said  :  I  am  an  enginemaa  in  the  and  have  never  met  with  a  mishap  before.     It  was  the 

London   and   North- Western  Company's  service.      I  fii-st  time  I  had  worked  that  train.     My  mate  had  got 

anived  at  Stafford  on  Friday  night,  24th  January,  with  off  the  engine  and  was  going  lo  see  why  the  pointsman 

the  train  due  at  that  station  at  10  20  p.m.     The  train  did  not  let  us  bRck. 
terminates  at  Stafford,  and  after  the  passengers  had 

alighted,  and  the  parcels  had  been  removed  from  the  John  Sherunn  said :    I  was  fireman  to  the  engine 

guard's  van,  I  was  requested  to  draw   down  to  tlie  of  the  train  due  at  Stafford  at  10.20  p.m.  on  Friday, 

Salop  bridge  for  the  purpose  of  shunting  the  empty  24th  ultimo.     After  the  carriages  had  been  placed  in 

carriages  from  the  down  line  to  the  up  bay  siding,  the  siding  on  the  up  side,  our  engine  stood  a  little 

Afcer  arriving  at  the  Salop  bridge,  the  shunter  who  north  of  the  over-bridge  at  the  S  tlop  junction.     After 

accompanied   me   unhooked   the    carriages   from   the  standing  for  three  or  four  minutes  1  called  out  from 

tender,  and  desired  me  to  give  them  a  good  push  in,  the  engine  to  the  pointsman  and  asked  him  if  he  wat 

which  I  did.     The  carriages  ran  into  the  siding,  leaving  right  for  us.     I  called  twice,  but  got  no  reply,  but  1 

my  engine  standing  upon  the  main  Hue,  a  little  on  the  heard  the  window  opened  and  closed  again.     I  then 

north  side  of  the  bridge.     After  standing  for  about  alighted  from  the  engine,  and  was  proceeding  towards 

three  or  four  minutes  the  Shrewsbury  mail  train  came  the  signal-box  to  ask  the   signalman   why  we  were 

up  and  ran  mto  my  engine.     I  saw  the  Shrewsbury  being  detained,  when  I  saw  the  mail  coming  from  the 

mail  coming,  and  put  on  steam,  with  a  view  of  getting  Salop  line,  and  immediately  a  collision  occurred.     1 

out  of  the  way,  and  whs  on  the  move  when  the  cot  called  to  my  driver,  and  he  got  his  engine  just  on  the 

lision  occurred.     I  had  one  white  light  exhibited  on  move  before  the  collision  occurred.     As  a  rule,  om 

the  buffer  of  my  engine.     The  usual  practice  in  shunt-  engine  has  gone  in  the  siding  with  the  carriages,  but 

ing  the  train  in  question  is  for  the  engine  to  go  into  on  this  occasion  we  did  not,  the  shunter  unhooking 

the  siding  with  the  carriages,  and  after  the  carriages  the   carriages  from  the  tender.     Before  leaving  the 

have  come  to  a  stand,  to  hook  off  and  come  out  of  the  engine  I  heard  my  driver  whistle  once   to  call   the 

siding  again.     I  did  not  know  the  shunter,  and  did  signalman's  attention.     I  do  not  know  why  the  engine 

not  know  why  the  usual  practice  was  deviated  from  was  not  run  into  the  siding  with  the  train,  as  is  usoaL 
on  this  occasion.     I  work  according  to  the  shunter's 

orders.     I  did  not  I'/ave  the  engine.     Before  the  col-  William  Taylor  said  :    I    nm   signalman   in   the 

Ibion  occurred,  and  after  pushing  back  the  carriages,  Salop  junction  signal-box  at  Stafford,  and  have  been 

I  sounded  my  whistle  once  to  call  the  attention  of  the  in  the  Comyany's  service  about  five  years,  and  in  my 

signalman,  so  that  he  should  close  the  points  and  let  me  present  position  about  eighteen  months.     On  Friday 

up  the  main-lineand  across  to  the  engine-sheds,  but  can-  night,  24th  ultimo,  I  was  on  duty  when  the  carriages 

not  say  if  he  heard  me.     1  did  not  think  at  the  time  that  of  the  train  due  at  Stafford  at  10.20  p.m.  had  to  be 

the   passenger  train    was   due.     I   remained   on   the  shunted  from  the   do.vn  side  to  the  up  bay  siding, 

engine  and  was  hurt  in  thf3  side.     I  was  just  moving  The  train  drew  down  as  usual,  and  crossed  over  from 

when  the  passenger  train  ran  into   my  engine  at  a  the  down  to  the  up  mn in-line,  and  after  drawing  ahead 

speed  of  about   15  miles  an  hour.     I  have  been  34  to  clear  the  siding  points  the  train  was  set  back  into 

years  in  the  Company's  service,  and  24  years  a  driver,  the  siding,  the  carriages  and  engines  too,  as  I  supposed. 
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I  saw  a  light  upon  the  last  vehicle  going  in  the  siding, 
from  which  I  concluded  that  the  whole  of  the  train, 
carriages,  and  engine  were  dear  in  the  siding.  Before 
the  carriages  were  placed  in  the  siding,  I  got  the  signal 
"  train  entering  section  "  for  the  mail,  and  having 
reversed  my  points  after  the  train  got  into  the  siding, 

I  took  off  my  distant  and  home  signals,  not  knowing 
that  the  engine  had  been  detached  from  the  carriages, 
and  was  at  that  moment  standing  a  little  north  of  the 
over-bridge  and  entirely  out  of  my  sight.  I  never 
heard  any  one  call  ont,  nor  was  there  any  whistle ; 
but  a  few  moments  before  the  collision  occurred  I 
heard  the  light  en^ne  moving,  and  then  for  the  first 
time  became  aware  that  the  engine  was  in  the  posi- 
tion stated.  I  have  not  known  a  case  for  eight  or 
nine  months  where  the  engine  has  not  accompanied 
the  carriages  in  the  siding  until  the  night  in  question. 

John  Parrock  said :  I  was  driver  of  the  Shrews- 
bury mail  on  Friday  night,  24th  ultimo,  due  at  Stafford 
at  11.4.  On  approaching  Stafford  I  noticed  that  the 
distant-signal  was  on,  and  sounded  my  whistle  when 
the  signal  was  ti^ken  off,  and  observing  the  junction- 
signals  off  I  proceeded   at  a  speed  of  about    10  or 

II  miles  an  hour,  when  my  engine  came  in  col- 
lision with  the  light  engine,  which  was  a  little 
south  of  the  over-bridge.  I  did  not  observe  anything 
in  the  way,  and  had  no  opportunity  of  pulling  up  the 
train.  I  was  a  little  hurt  in  the  back.  I  was  in 
possession  of  the  break-cord,  which  gave  me  control 
over  one  carriage-break.  This  carriage  was  the  third 
vehicle  from  my  tender.  I  had  no  time  to  do  any- 
thing. My  mate  was  putting  on  the  tender-break  at 
the  time.  I  have  been  a  driver  16  years;  20  years 
in  the  Company's  service.  Nothing  was  thrown  off  the 
rails.     My  engine  was  damaged.     I  was  a  little  hurt. 

John  Harrington  said :  I  am  porter  at  Stafford 
station.  I  was  on  duty  on  Friday  night,  24th  ultimo, 
and  was  instructed  by  shunter  Burton  to  accompany 
the  empty  carriages  down  to  the  Salop  junction  for 
the  purpose  of  shunting  them  into  the  up  bay  siding. 
After  crossing  over  and  getting  clear  of  the  siding 
points  I  unhooked  the  engine  from  the  carriages  and 


told  the  driver  to  hit  them  up.  I  rode  in  the  break- 
van,  which  was  next  to  the  tender,  and  I  stopped  the 
carriages  by  applying  the  break.  After  they  had 
passed  into  the  siding  and  clear  of  the  adjoining  siding, 
T  left  the  carrii^es  and  returned  to  the  porter's  room. 
I  was  not  aware  that  anything  wrong  had  occurred 
until  five  or  six  minutes  afterwards.  It  was  not  my 
special  duty  to  attend  to  the  shunting  of  the  carriages 
of  this  train,  but  I  did  so  on  this  occasion  at  the 
request  of  Burton,  an4  I  have  on  many  occasions 
attended  to  similar  duty  for  other  trains.  On  some 
occasions  the  engine  has  been  detached  as  in  the  case 
referred  to,  and  on  other  occasions  the  engine  has 
accompanied  the  carriages  in  the  siding.  There  were 
two  white  lights  upon  the  van,  which  was  the  last 
vehicle  to  go  into  the  siding,  showing  white  lights  to 
the  north,  and  red  lights  to  the  south.  I  have  been 
2\  years  in  Company's  service.  I  have  been  10  months 
at  Stafford  and  the  rest  of  the  time  at  Huyton  Quarry, 
LiverpooL 

John  Burton^  shunter  at  Stafford  station,  says :  I 
have  been  in  the  Company's  service  about  five  years, 
and  in  my  present  position  about  twelve  months.  I 
was  on  duty  on  Friday,  24th  ultimo.  It  was  my  duty 
to  accompany  the  empty  carriages  down  to  the  Salop 
junction,  and  to  dispose  of  them  in  the  up  bay  siding, 
but  having  occasion  to  go  to  the  w.  c.  I  requested 
porter  Harrington  to  take  the  duty  for  me,  and  he 
did  so.  The  usual  practice  is  in  disposing  of  the  car- 
riages for  the  engine  to  remain  attached  and  to  accom- 
pany the  carriages  into  the  siding,  and  during  the 
last  eight  months  I  have  not  known  a  single  instance 
where  the  engine  has  been  detached  from  the  carriages 
before  they  have  come  to  a  state  of  rest  in  the  siding. 
I  came  on  duty  at  6  p.m.  I  sent  the  porter  up  with 
the  train  at  10.50.  My  last  work  was  at  10.20  pjn., 
putting  the  9.65  into  the  up  siding  at  south  side 
of  station. 

Edtoard  Brooke^  district  inspector. — ^I  find  by  the 
station  book  that  the  5.15  p.m.  from  Carlisle  which 
is  the  train  referred  to  by  shunter  Burton,  arrived 
at  Stafford  at  10.10  p.m. 


Concltision. 

It  would  appear  that  the  engine-driver  of  the  light  engine  had  been  standing  with 
his  engine  about  three  or  four  minutes  on  the  main  up  line  from  Shrewsbury  to 
StaflEbrd,  when  it  was  run  into  by  the  mail  train,  which  is  reported  to  have  been 
running  at  a  speed  of  10  to  16  mUes  per  hour.  The  engine-driver  of  the  light  engine 
got  his  engine  into  backward  motion  just  before  it  was  run  into,  and  thus  lessened 
the  shock  of  the  collision.  This  driver  had  brought  a  train  of  empty  carriages  from 
the  down  side  of  Stafford  station,  and  had  pushed  them  back  into  the  bay  or  dock 
line  at  the  up  side  of  the  station.  He  should  have  taken  his  engine  into  the  bay, 
with  the  coaches,  such  being  the  instructions  and  the  usual  practice,  but  he  has  to 
act  under  the  instructions  of  the  yard  shunter,  who  on  the  present  occasion  detached 
the  coaches  from  the  engine  while  the  train  was  on  the  main  up  line,  and  then 
directed  the  engine-driver  to  hit  the  coaches  back  into  the  bay,  which  he  accordingly 
did. 

The  signalman  failed  to  observe  that  the  engine  had  been  detached.  He  thought 
it  had  gone  as  usual  into  the  bay  with  the  train,  and  he  lowered  the  signals  for  the 
mail  train  to  approach,  while  the  light  engine  was  standing  close  to  his  cabin,  but 
hidden  from  his  sight  by  the  over-bridge. 

Although  the  engine-driver  of  the  light  engine  stated  that  he  whistled,  and  that 
he  and  his  fireman  halloaed  to  the  signalman  to  let  their  engine  get  away,  they  do 
not  appear  to  have  done  so  effectually,  and  the  collision  occurred  just  as  the  fireman 
was  making  his  way  to  the  signal-cabin  to  speak  to  the  signalman.  This  is  the  first 
accident  this  driver  has  had  during  his  24  years  service. 

The  engine-driver  of  the  passenger  train  might  have  seen  the  light  engine  in 
sufficient  time  to  apply  the  breaks,  but  he  was  running  up  to  the  junction  in  perfect 
confidence  with  "  all  right "  signals,  and  if  he  had  seen  the  light  engine  he  could 
not  have  known  that  it  was  on  the  line  on  which  he  was  running  until  he  was  quite 
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close  to  it,  owing  to  the  curve  in  the  railway  and  the  darkness  of  the  night.  He 
stated  that  when  he  ohserved  his  danger  he  was  so  close  to  the  light  engine  that  he 
had  no  time  to  pull  the  cord  attached  to  the  break  of  the  coach,  which  was  the  third 
vehicle  of  his  train.  His  fireman  was  applying  the  tender-break  at  the  time,  so  as 
to  stop  at  the  station. 

The  collision  was  caused  by  the  signalman  at  the  Shropshire  Union  junction 
omitting  to  notice  that  the  light  engine  was  standing  on  the  main  line  close  to  his 
cabin  when  he  lowered  the  signals  for  the  passenger  train. 

The  collision  would  probably  not  have  occurred  if  the  regular  shunter  at  Staflford 
had  not  neglected  his  dutv  and  sent  a  young  porter  to  shunt  the  empty  passenger 
train  from  the  down  side  oi  the  line  into  the  bay  at  the  up  side,  instead  of  doing  the 
work  himself. 

The  shunter  excuses  himself  for  deputing  this  duty  to  the  porter  by  saying  that  he 
had  to  go  to  the  w.  c. ;  but  as  his  last  work  was  putting  away  a  passenger  train  at 
10.20  p.m.,  and  that  the  collision  did  not  occur  tiU  11.5  p.m.,  there  was  more  than 
ample  time  for  him  to  attend  to  both  requirements. 

To  avoid  accidents  of  this  kind  it  is  desirable  that  when  engines  are  standing  on 
passenger  lines  out  of  sight,  (where  the  signalman  who  is  charged  with  their  protection 
may  forget  them,)  that  the  fireman  or  shunter,  or  other  person  engaged  with  the  engine, 
should  remain  close  to  the  signalman  until  he  obtains  the  signalman's  leave  to  return 
to  the  engine  and  direct  the  driver  to  move  it  out  of  the  way. 

I  have,  &c., 

The  Secretary,  F.  H.  Eich, 

(Railway  Department,)  Board  of  Trade.  Colonel^  TJ.JBL 

Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  8th  March. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sitt,  13,  Downing  Street,  19th  February  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  tlio  12th  instant,  the  result 
of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the  6th  instant,  at 
Ordsall  Lane,  near  Manchester,  on  the  London  and  North- Western  Railway. 

In  this  case,  as  the  6.20  p.m.  up  passenger  train  from  Bolton  to  Manchester, 
consisting  of  tank-engine  and  six  carriages,  the  front  and  rear  ones  being  third-class 
with  break-compartments,  was  approaching  Ordsall  Lane  station,  at  about  6.55  p.m., 
it  came  into  collision,  at  the  f ouling-point  of  the  junction  of  the  up  platform  and  up 
main  lines,  with  the  tail  of  a  train  of  empty  waggons  which  liad  been  standing  on  the 
up  main  line,  in  order  to  allow  the  Bolton  train  to  run  into  the  station  on  the  up 
platform  line,  and  which  by  a  mistake  had  commenced  to  set  back. 

Six  passengers  are  returned  as  having  been  injured. 

The  rear  vehicle  of  the  goods  train,  an  empty  cattle  truck,  was  destroyed,  an  empty 
horse-box  at  about  the  centre  of  this  train  was  thrown  off  the  rails,  and  slightly 
damaged,  and  the  engine  of  this  train,  which  was  running  coal-bunker  first,  was  also 
damaged,  the  buffers,  part  of  the  framing,  and  one  lamp  being  broken. 

Description. 

Through  Ordsall  Lane  station  there  are  three  lines  of  rails,  an  up  main  through 
line,  and  up  and  down  platform  lines.  The  down  platform  is  270  yards,  and  the  up 
platform  210  yards  in  length.  The  junctions  of  the  up  main  and  up  platfUrm  lines 
at  the  two  ends  of  the  station  are  about  48  yards  outside,  and  the  fouling  points 
nearly  opposite  to  the  ends  of  the  up  platform. 

No.  3  signal-box,  which  contains  47  levers  correctly  interlocked,  and  Works  the 
signals  and  points  at  the  west  or  down  end  of  the  station,  is  about  40  yards  west  of  the 
facing-points  of  the  junction  of  the  two  up  lines,  and  the  up  home-signal  post  is  65  yards 
further  west.  Between  the  home-signal  and  the  signal-box  is  one  connection  with  the 
up  line  from  some  cattle  docks,  and  close  to  the  facing-points  is  a  second  connection 
with  these  docks. 

The  up  distant-signal  is  about    800  yards  outside  tlie    home-signal.     The  line  is 
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straight  and  nearly  level.  Station  yard  working  is  in  force  from  Victoria  station, 
Manchester,  through  Ordsall  Lane  station  yard,  which  extends  for  a  considerable 
distance  westward  from  the  station. 


Evidence. 


William  J.  Hunter^  goods  guard  eight-and-a-half 
years,   states:  On  the  6th  instant  I  was   guard  in 
charge  of  the  12.20  p.m.  goods  train  from  Liverpool, 
and  to  return  from  Ordsall  Lane  at  7.15  p.m.     I  was 
shunting  off  some  cattle  Avaggons,  and  we  drew  out  of 
the  Old  Dock,  on  the  up  side  of  the  line,  at  the  west 
end  of  Ordsall  station,  on  to  the  middle  line  through 
the  station,  and  as  soon  as-  the  tail  of  the  train  was 
clear  of  the  fouling-point  I  signalled  to  the  driver  to 
stop.     We  were  to  stop  there  until  an  up  passenger 
train  had  passed.  Foreman  Worrall  stood  down  against 
the  hridge,  showing  a   red  light  until  the  passenger 
train  had  passed.     I  stood  in  the  6-foot  way  about 
six  or  seven  waggons'  lengths  east  of  the  fouling-point. 
There  were  about  30  waggons  altogether  of  all  sorts. 
One  up  passenger  train  passed,  and  then  I  made  three 
shunts.     The  foreman  then  told  me  to  draw  up  on  to 
the  middle  line  clear  for  another  pBSsenger  train,  And 
I  did  so.     There  were  six  or  eight  waggons  less  at 
this  time.     There  were  12  or  14  empty  cattle  waggons 
at  the  rear  of  the  train.     I  got  up  on  to  the  down 
platform  out  of  the  6-foot,  as  there  was  a  down  train 
passing.     Foreman    Worrall    stood  near  the   bridge 
opposite  the  pointsman's  box,  and  he  was  to  signal  to 
me  when  all  was  ready  for  us  to  set  back.     While  I 
was  standing  on  the  down  platform  a  light  engine 
came  up  along  the  up-platform   line.     At  the  same 
time  a  down  goods  train  was  passing  on  the  down- 
platform  line.     As  soon  as  the  goods  train  had  passed 
I  saw   the  foreman  showing  a  white  light,  which  I 
thought  was  for  me ;  so  I  gave  my  driver  a  signal  to 
set  back,  and  he  commenced  to  do  so.     1  thought  the 
passenger  train  had  passed.     I  took  the  light  engine 
for  it.     My  train  had  set  back  about  three  waggons' 
lengths,  when  the  passenger  train  came  up  and  struck 
it  just  about  the  ^oint«.     If  the  foreman  had  shown  a 
red    light  against    me,    as    in   previous   shunts,   the 
accident  would  not  have  happened.     I  believe  that  he 
was  showing  a  white  light  to  call  the  passenger  train 
on,  but  I  saw  it  quite  distinctly.     I  was  about  40  or 
50  yards  from  him.     I  knew  that  the  passenger  train 
was  to  stop  at  the  station.     When  I  saw  the  white 
light   shown  by  Worrall  the  down  goods  train  had 
gone  right  away.     The  foreman  told  me  to  stand  on 
the  middle  line  till  the  passenger  train  had  passed, 
and  said  he  would  give  me  a  signal  as  soon  as  he  was 
ready  for  us  to  set  back.     The  collision  happened  a1 
about  6.50.     It  was  dark,  and  I  could  not  see  Worrall 
The  rear  waggon  was  broken  to  pieces,  and  one  horse- 
box  about  the  middle  of  the  train  was  thrown  oft  the 
rails.     The  buffers  of  the  engine  were  broken  ;  it  was 
tender  first. 

Henry  Worrall,  foreman  shunter,  states :  On  the 
6th  instant  I  was  on  duty  in  the  Old  Dock  at  Ordsall 
Lane.  I  told  Hunter  to  draw  his  train  out  on  to  the 
middle  line,  to  stand  clear  for  a  passenger  train  to  pass 
on  the  up  platform  line.  I  showed  him  a  red  light  to  stop 
him,  as  soon  as  he  was  clear  of  the  fouling-point  with  the 
platform  line.  I  did  not  give  him  any  special  instruc- 
tions or  come  to  any  special  understanding  about  when 
he  was  to  set  back,  but  it  was  well  understood  that  he 
was  not  to  come  back  until  he  received  a  signal  from 
me  or  frt)m  the  signal-box.  Both  the  home- signals 
were  at  "  danger."  The  signalman  told  me  to  fetch  in  a 
light  engine  which  was  standing  at  the  home-signal. 
I  hand-signalled  it  on  with  a  green  light,  and  then 
the  signalman  told  me  to  fetch  forward  the  passenger 
train,  which  was  approaching  slowly,  and  had  almost 
come  to  a  stand.  1  brought  it  in  with  a  green  light 
too.     I  was  standing  about  30  yards  from  the  points. 


The  train  came  in  very  slowly,  not  more  than  a  walking 
pace.  I  had  my  back  to  the  station,  and  did  not  know 
that  anything  was  wrong  until  I  heard  a  crash  behind 
me,  and,  on  looking  round,  saw  that  the  engine  of  the 
passenger  train  had  struck  the  tail  of  the  goods  train, 
which  had  commenced  to  set  back.  It  is  part  of  my 
duty  to  assist  the  signalman  to  hand-signal  trains  in 
when  the  slot  is  on  from  No.  2  box  and  the  home- 
signals  cannot  be  lowered.  I  cannot  tell  what  Hunter 
means  by  saying  that  while  he  was  standing  on  the 
middle  line  for  a  previous  passenger  train  to  pass  I 
had  shown  him  a  red  light.  No  previous  train  had 
passed  at  all  since  the  shunting  commenced.  He  knew 
perfectly  well  that  he  had  to  stand  till  the  Bolton  train 
had  pa^ed.  He  cannot  possibly  have  seen  me  waving 
white  light,  for  I  had  my  back  to  him,  and  it  was  a 
green  light. 

Alfred  Ashton,  signalman  three  years,  states :  On 
the  6th  instant  I  came  on  duty  in  No.  3  box,  Ordsall 
Lane,  at  2  p.m.,  for  eight  hours.  The  shunting  of  the 
7.15  p.m.  down  goods  train  was  going  on.  The  goods 
train  was  pent  on  to  the  middle  line  to  stand  for  the 
Bolton  passenger  train  to  pass.  Foreman  Worrall  was 
standing  within  about  10  yards  of  my  box.  I  got 
the  light  engine  from  No.  5  box,  and  it  came  to  a 
stand  at  the  home-signal,  which  was  at "  danger." 
While  it  was  standing  there  I  got  the  Bolton  passenger 
train.  My  distant-signal  was  at  '*  danger."  As  soon  as 
I  got  the  passenger  train  I  told  the  foreman  porter 
to  make  the  shunt  he  was  engaged  on  the  last,  and 
then  to  draw  clear  on  to  the  middle  line.  When  it 
was  clear  on  to  the  middle  line  I  wanted  to  send  on 
the  light  engine,  but  could  not  take  off  my  home- 
signal,  as  the  slot  was  on.  I  told  the  foreman  to 
hand-signal  it  in,  and  he  did  so  with  a  green  light. 
While  it  was  going  up  to  the  platform  line  the  passen- 
ger train  arrived  at  the  home-signal.  It  did  not  quite 
stop.  I  told  the  foreman  to  bring  it  in  with  a  hand- 
signal.  He  showed  a  green  light.  I  am  certain  of 
this.  His  back  was  towards  me,  and  he  was  facing 
the  passenger  train.  I  do  not  think  it  possible  that 
Hunter  can  have  seen  him  show  a  white  light.  There 
is  no  block  working.  It  is  station  yard  working, 
except  for  through  expresses.  The  passenger  train 
was  due  at  6.53  ;  it  arrived  at  6.55.  I  did  not  know 
anything  about  its  running  till  I  heard  from  No.  5. 
No.  o  passes  on  the  signal  as  soon  as  he  receives  it, 
so  that  I  get  plenty  of  warning. 

James  Ivers,  passenger  driver  three  jears,  states : 
On  the  6th  instant  I  was  driver  of  the  6.20  p.m.  up 
passenger  train  from  Bolton,  consisting  of  tank-engine 
and  six  coaches,  the  front  and  rear  ones  being  third- 
class  breaks.  I  left  Cross  Lane  about  right  time. 
The  signals  were  right  till  I  arrived  in  sight  of  No.  3 
box  up  distant-signal,  which  was  at  "  danger."  1 
whistled  for  the  signal.  I  came  slowly  past  it,  and  on 
pulling  up  towards  the  home-signal  saw  that  it  was 
also  at  ^'  danger."  Just  as  I  was  preparing  to  stop  I 
was  hand-signalled  in  with  a  green  light.  I  put  on 
steam  to  come  in,  and  was  running  at  about  six  or 
seven  miles  an  hour  when  I  saw  the  tail  of  the  goods 
train  in  front  of  me.  I  was  only  about  six  yards  off  it, 
and  I  had  no  time  to  do  anything.  I  remained  on  the 
engine  and  was  not  knocked  down.  I  was  running 
coal-bunker  first.  The  coal-bunker  and  part  of  framing 
were  slightly  damaged,  and  one  lamp  broken.  No 
vehicles  in  my  train  were  off  the  rails.  Several  pas- 
sengers were  hurt. 
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Conchmon. 

This  collision  was  due  to  a  mistake  of  the  goods  guard  in  charge  of  a  train  of 
empty  cattle-trucks,  which  was  beiag  shunted  in  and  out  of  the  cattle  docks  west  of 
Ordsall  Lane  station. 

This  man  had  been  instructed  to  shunt  his  train  on  to  the  up  main  line,  and  to 
wait  there  until  the  up  passenger  train  from  Bolton  had  entered  the  station  on  the 
up  platform  line,  when  he  would  be  called  back  by  hand-signal  from  the  foreman 
shunter  who  was  standing  behind  the  train  near  to  No.  3  sign^-box. 

It  appears  that,  owing  to  the  slot  from  No.  2  signal-box  at  the  east  end  of  the  station 
not  having  been  taken  oflF,  the  signalman  in  No.  3  box  was  unable  to  lower  his  home- 
signal,  and  that,  therefore,  he  directed  the  foreman  shunter  to  hand-signal  into 
the  station,  on  the  up  platform  line,  first  a  light  engine,  and  then  the  Bolton  passenger 
train,  both  of  which  had  been  stopped,  or  nearly  so,  at  the  up  home-signal.  While  this 
was  being  done,  in  the  case  of  the  passenger  train,  the  guard  of  the  goods  train  states 
that  he  saw  a  white  light,  which  he  took  for  the  signal  for  him  to  set  back,  and  as  he  had 
mistaken  the  light  engine  for  the  passenger  train  for  which  he  was  told  to  wait,  he  called 
his  driver  back,  and  the  tail  of  his  train  met  the  engine  of  the  passenger  train  at  the 
facing-points  of  the  junction  of  the  two  up  lines,  fortunately  while  both  trains  were 
moving  very  slowly.  The  evidence  shows  clearly  that  the  foreman  shunter  had  his  back 
turned  to  this  guard,  who  was  on  the  down  platform  about  50  yajrds  from  him,  and 
also  that  he  showed  a  green  light,  and  not  a  white  one,  to  the  light  engine  and  to  the 
passenger  train,  and  it  is  therefore  probable  that  the  guard  is  mistaken  in  thinking 
that  he  saw  a  white  light,  while,  even  if,  on  account  of  the  lamp  shade  being  turned 
incompletely  round,  he  did  happen  to  catch  a  glimpse  of  a  white  light,  it  was  very 
careless  of  him  to  have  paid  so  little  attention  as  to  take  the  light  engine  for  the 
passenger  train,  for  which  he  knew  he  had  to  wait. 

It  is  much  to  be  regretted  that  the  accommodation  at  the  cattle  docks  at  Ordsall 
Lane  is  so  limited  as  to  necessitate  so  much  shunting  on  and  off  the  main  lines  at 
such  a  busy  place,  but  the  danger,  which  must  accompany  the  consequent  hand- 
signalling,  would  be  lessened  if  the  slot  were  taken  off  the  home-signal  at  No.  3 
signal-box,  and  a  separate  arm  provided  as  an  up  distant-signal  from  No.  2  signal-box, 
as  this  would  enable  the  signalman  in  the  former  box  to  admit  trains  into  the  station 
without  having  recourse  to  hand-signals  at  all  for  passenger  trains. 

I  have,  &c., 

The  Secretary,  P.  A.  MifRiNDiN, 

(Railway  Department, )  Board  of  Trade.  Major,  B.E. 

Printed  copies  of  the  above  Report  wei-e  sent  to  the  Company  od  the  5th  March. 


LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 

Railway  Department,  Board  of  Trade, 
Sir,  13,  Downing  Street,  Whitehall,  London,  S.W.,  12th  April  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  order  of  the  1st  ultimo,  the  result 
of  my  inquiry  int^  the  circumstances  connected  with  the  serious  collision  which 
occurred  on  the  27th  February,  between  a  passenger  train  and  a  pilot-engine,  both 
belonging  to  the  Sonth-Eastern  Railway  Company,  at  the  Forest  Hill  station  of  the 
London,  Brighton,  and  South  Coast  Railway. 

Thirty-four  passengers  have  complained  of  having  been  injured  on  this  occasion, 
and  five  of  the  South-Eastern  Railway  Company's  servants  were  hurt,  some  of  them 
seriously. 

The  two  engines  and  four  of  the  seven  vehicles  which  were  in  the  passenger  train 
were  much  damaged.  The  details  of  the  damage  and  a  list  of  the  persons  injured 
are  given  in  the  Appendix. 

Description. 

Forest  Hill  station  is  situated  about  three  miles  south  of  the  London,  Brighton, 
and  South  Coast  Railway  Company's  station  at  New  Cross,  from  whence  there  is  a 
long  rising  incline  of  1  in  100,  which  terminates  jxxst  before  Forest  HUl  station  is 
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reached.  The  line  between  London  Bridge  and  Red  Hill  belongs  partly  to  the 
London*  Brighton,  and  South  Coast  Railway  Company,  and  partly  to  the  South- 
Eastern  Railway  Company,  and  it  is  worked  over  by  the  trains  belonging  to  both 
railway  companies. 

In  consequence  of  the  long  incline  of  1  in  100,  rising  from  New  Cross  station,  it 
is  customary  to  assist  goods  trains  up  this  incline,  by  means  of  a  pilot-engine  behind 
but  not  attached  to  the  goods  trains.  On  this  occasion  the  South-Eastern  Company's 
11.20  p.m.  down  goods  train  from  the  Bricklayers'  Arms  station  to  Dover,  was 
assisted  up  the  incline  by  a  pilot-engine.  The  pilot-engine  usually  stops  when  the 
goods  train  has  reached  Forest  Hill  station,  and  it  then  returns  to  the  Bricklayers' 
Arms  station,  or  is  placed  in  the  sidings  at  Eorest  Hill. 

There  are  four  lines  of  railway  at  Eorest  Hill  station ;  the  two  centre  lines  are  the 
main  down  and  up  lines,  and  the  two  outer  lines  are  the  local  down  and  up  lines. 

The  traflic  is  worked  upon  the  absolute  block  system,  there  being  block  telegraph 
signal-boxes  at  New  Cross  and  Brockley  stations,  No.  9  bridge,  and  Eorest  Hill ; 
the  signal-box  at  Eorest  Hill  is  an  elevated  box,  and  is  situated  on  the  western  side 
of  the  railway,  about  86  yards  south  of  the  south  end  of  the  down  main  line  platform. 

The  trailing  points  on  the  down  main  line  of  the  cross-over  road  from  the  down 
to  the  up  main  line,  by  which  the  pilot-engine,  after  it  reached  Eorest  Hill,  would 
cross  over  and  return  to  the  Bricklayers'  Arms  station,  are  situated  about  49  yards 
south  of  this  signal-box,  and  the  trailing  points  connecting  the  down  main  line  with 
the  sidings  lying  on  the  eastern  side  of  the  railway,  are  204  yards  south  of  the 
signal-box. 

The  signalmen  who  are  employed  in  the  several  signal-boxes  between  New  Cross 
and  Eorest  Hill  in  working  the  block  system  are  required  to  record  any  cases  in 
which  the  pilot-engine  which  is  employed  behind  the  goods  trains,  in  assisting  them 
up  the  incline  from  New  Cross  to  Eorest  Hill,  fails  to  carry  tail  lights. 

The  collision  is  stated  to  have  occurred  nearly  opposite  to  the  up  home  or  rear 
signals  at  Eorest  Hill  station,  or  154  yards  south  of  the  signal-box,  and  tail  lights  on 
an  engine  standing  at  this  spot  can  be  seen  from  an  engine  running  on  the  down 
main  line  while  it  is  passing  the  Eorest  Hill  down  platform,  at  a  distance  of  about 
280  yards. 

The  greater  portion  of  the  evidence  had  been  taken  down  by  the  officers  of  the  two 
companies  concerned,  within  a  day  or  two  of  the  occurrence  ;  it  was  read  over  to  the 
men  when  they  came  before  me,  corrected  where  required,  and  the  alterations  and 
additional  evidence  subsequently  taken  are  printed  in  italics. 

Evidence. 

fValter  Thomas  JVest^  signalman  on  duty  at  Forest  behind.  That  does  not  often  happen.  The  up  mail 
Hill  last  night,  27th  February,  states:  I  have  been  train  passed  my  box  at  11.59  p.m,  •  The  next  train 
in  railway  service  27  years,  11  years  on  the  Great  signalled  was  the  11.40  p.m.  down  passenger  train 
Northern  Railway,  and  17  years  on  the  Brighton  line,  from  London  Bridge,  given  on  from  No.  9  bridge  box 
I  have  been  signalman  the  whole  of  my  time  on  the  at  12.0  midnight,  given  on  by  me  to  Sydenham 
Brighton  Railway.  I  have  been  a  signalman  in  the  at  12.2,  cleared  back  to  No.  9  bridge  at  12.4,  and 
Forest  Hill  signal-box  over  nine  years,  I  commenced  cleared  from  Sydenham  at  12.7  a.m.  That  train  was 
duty  at  Forest  Hill  at  10.0  p.m ;  at  11.46,  I  received  running  on  the  down  local  line.  The  next  train  sig- 
a  signal  from  No.  9  bridge  for  the  11.20  p.m.  down  nailed  was  the  11.53  p.m.  from  the  Crystal  Pakce, 
South-Eastern  goods  train  from  Bricklayers'  Arms,  given  on  from  Sydenham  at  12.4,  given  on  by  me  to 
The  train  passed  my  box  at  11.50  p.m.,  and  as  the  No.  9  bridge  at  12.7  a.m. ;  this  train  passed  my  box 
engine  and  front  part  of  the  train  passed  I  was  looking  just  about  the  time  the  collision  took  place;  and 
out  of  the  windows  at  the  north  end  of  the  box,  the  Mr.  Smith,  station  master,  immediately  affar  came  to 
sash  being  open  ;  but  before  the  whole  of  the  train  my  box,  and  told  me  to  block  both  up  and  down  lines, 
had  passed  I  went  to  pull  off  my  up  main  and  local  consequently  I  did  not  give  "  line  clear "  back  to 
line  signals,  the  up  mail  train  being  due,  and  a  train  Sydenham  until  1.36  a.m.,  but  the  train  was  cleared 
from  the  Crystal  Palace  being  nearly  due.  Having  bjusk  as  having  passed  No.  9  bridge  at  12.12  s.m.  The 
pulled  off  my  signals,  I  looked  out  to  see  if  the  down  next  train  signalled  out  was  the  11.53  p.m.  South- 
goods  train  had  passed  complete.  I  saw  the  tail  lamps  Eastern  train  from  London  Bridge,  given  on  from 
of  the  train  when  the  last  vehicle  had  passed  my  box  No.  9  bridge  box  at  12.5  a.m.,  given  on  by  me  to 
about  20  or  30  yards,  and  I  then  gave  the  ''clear"  Sydenham  at  12.7  a.m.,  when  the  engine  of  the  train 
signal  back  to  No.  9  bridge  box,  at  11.51  p.m.  I  was  at  the  south  end  of  the  down  platfotm.  After 
could  not  see  any  engine  at  the  rear,  and  1  am  positive  the  train  passed  my  box  I  saw  the  tail  lights  com- 
there  were  only  the  lights  on  the  last  brake  visible,  plete,  and  I  then  gave  the  clear  signal  back  to  No.  9 
After  the  goods  train  had  passed  I  stood  at  my  signal  bridge,  which  is  booked  at  12.7.  On  the  question 
lever  and  looked  towards  Sydenham  for  the  purpose  being  put  to  West  by  Mr.  Sears,  as  to  whether  this 
of  seeing  if  the  goods  train  had  brought  a  pilot  behind,  train  had  one  or  two  tail  lamps  on.  West  wished  to 
but  I  could  not  see  one;  to  make  certain  1  went  to  the  qualify  his  previous  statement  as  to  the  tail  lamps 
window  and  looked  out,  cU  the  south  or  Sydenham  being  complete,  as  he  could  not  be  positive  as  to 
endj  the  sash  being  open,  but  still  I  could  not  see  any  whether  the  train  had  two  lamps  alight  or  one,  but 
signs  of  a  pilot-engine,  and  finally  1  concluded  that  West  is  positive  he  saw  one.  J  was  told  by  Mr.  Smith 
the  goods  train  had  come  down  without  an  engine  the  station  master,  after  the  collision,  that  this  train 
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had  one  tail  lamp  only  alight.     Iminediatelj  ailter  I 
had  given  '*  clem* "  to  No.  9  bridge,  and  the  down 
Dover   train   had  passed  my  box,  I  heard  a  noise, 
which   sounded   to  me  something  like  a  fog-signal 
going  oS,  or  not  so  loud,  but  I  had  no  idea  that  it 
was  a  collision  after  I  heard  the  noise.     I  also  heard  an 
engine  whistle  ;  there  were  three  whistleSy  similar  to 
what  is  given  for  the  breaks  to  be  ptU  on  ;  and  I  noticed 
the  train  still  going  forward,  and  I  saw  it  come  to  a 
stand,  as  far  as  I  can  say,  close  to  the  foot  bridge  over 
the  line.    As  I  was  looking  out  of  the  box  to  see  what 
was  the  matter,  Mr.  Smith,  the  station  master,  came 
down  the  line  from  the  station,  and  I  said  to  him,  "  I 
'^  think  there  is  something  the  matter  with  that  train, 
"  Sir,"  and  he  replied,  "  I  think  there  is,  I  will  go 
and  see."    1  did  not  hear  any  whistling  from   t£e 
pilot  engine  after  the  goods  train  had  passed,  until  the 
collision  took  place.     It  is  usual  for  a  pilot-engine  to 
assist  this  goods  train  to  Forest  Hill,  but  exceptions 
have  occurred  when  it  has  not  come.    IdoiCt  recollect 
any  instances  since  the  beginning  (f  this  year  when 
this  goods  train  has  not  been  accompanied  by  a  pilot- 
engine.    After,  the  train  had  come  to  a  stand  near 
the  bridge  before  mentioned,  I  could  see  a  red  light, 
which  I  concluded  to  be  the  tail  light  of  the  passenger 
train.    I  will  not  be  positive  there  were  not  two.     I 
cannot  say  how  long  it  was  after  the  collision  before 
an  engine  was  sent  down  to  bring  the  train  back  to 
the  station.     About  a  minute^  it  might  be  a  little 
more^  cfter  I  heard  the  noise,  the  fireman  of  the  pilot" 
engine  came  back  opposite   to  the  sigjial  box,  and 
called  out  "  77uU  I  had  done  a  very  pretty  thing  in 
^<  having  nearly  killed  his  mate  and  damaged  their 
^^  engine,'  and  I  asked  him  what  he  meant,  he  said 
"  Our  engine  was  standing  there,'*  and  leaked  "  What 
engine  f"     He  replied,  either  "  The  pilot  '*  or  the 
"  Pilot  of  the  goods,"  or  words  to  that  effect,  and  he 
aMed,  "  fVe  Juid  our  red  lights  on,'*     This  was  said 
all  in  one  breath,     I  said,  "  You  had  notr     He  re- 
joined that  "  They  had''     I  replied,  "  / will  swear 
you  had  not,"     I  think  he  answered  "  We  had,"  and 
I  then  told  him  the  matter  would  be  inquired  into 
elsewhere,      I  believe  that  Mr,  Smith,  the  station 
master,  was  not  there  when  this  conversation  com- 
menced, but  he  was  there  before  it  terminated,     I 
forgot  to  mention  to  Mr,  Williams  that  about  5.10  a,m, 
the  fireman  of  the  South-Eastern  down  passenger 
train  engine  came  irUo  the  signal-box,  and  he  said 
that  ^'  He  saw  no  red  light,  and  my  driver  says  the 
same,"     There  was  nothing  further.     When  a  pilot 
engine  accompanies  a  down  goods  train,  sometimes 
the  pilot-engine  whistles  to  indicate  that  it  wants  to 
pross  to  the  up  main  line,  sometimes  it   does  not 
whistle,     I  show  a  green  light  towards  the  pilot-engine 
by  night  as  a  signal  for  it  to  cross  after  I  have  blocked 
the  road  back  to  Sydenham  for  the  up  main   line. 
The  pilot-engine  more  frequently  whistles  for  per* 
mission  to  cross,  than  it  omits  to  whistle.    It  was  a 
very  dark  night,  and  rather  misty,  but  I  could  see 
the  back  lights  of  the  up  rear  signals,  and  cUso  the 
back  lights  of  the  up  distant-signals,  and  also  the  back 
lights  of  the  Sydenham  down  distant-sigyials,     I  saw 
all  these  lights  when  I  was   looking  for  the  pilot 
engine,    I  had  not  received  any  signal  from  No,  9 
bridge  for  any  other  down  train  on  the  down  main 
line,  about  the  time  when  the  collision  occurred.     The 
next  down  train  signalled,  at  12.36  a.m,,  was  for  the 
Portsmouth  doum  goods  train, 

Walter  WiUiafn^  Held,  surveyor,  states :  I  was  at 
the  Sydenham  end  of  the  shelter  of  the  up  platform 
at  Forest  Hill  station  on  the  night  of  the  collision, 
I  got  to  the  station  at  six  minutes  to  12  o'clock,  and 
I  left  the  station  for  New  Cross  by  the  up  train, 
about  12.6  a,m,  I  was  very  anxious  about  my 
train,  as  I  had  to  catch  a  South- Eastern  train  at 
New  Cross  for  Blackheath,  and  in  consequence  I  was 
looking  out  in  the  direction  of  Sydetiham  for  lights, 
together  with  Mr,  Smith,  the  station-master,  and  I 
saw  no  lights,  I  did  not  see  a  goods  train  pass 
towards  ^denham  during  the  time  I  was  there,  but 


I  saw  an  express  train  going  towards  London  about 
12  o'clock,  and  I  asked  what  train  it  was,  and  was 
told  that  it  was  the  Brighton  express ;  soon  after  that 
another  express  passed,  and  I  was  told  that  it  was  the 
down  Dorking  express.  I  remarked  to  Mr,  Smith 
that  it  was  very  late  Jor  an  express  train  to  leave 
London,  cmd  he  told  me  that  it  only  ran  one  day  in 
the  week,  on  Thursdays, — /  think  he  said  Thursdays, 
J  watched  this  down  express  train  past  the  platform, 
until  I  heard  a  report  of  a  collision,  and  saw  sparks 
fiy  from  the  funnel  or  some  other  part  of  the  engine, 
and  then  1  heard  a  prolonged  whistle  for  the  first 
time.  I  had  not  heard  any  short  whistles  before  that. 
I  did  not  notice  any  Ught,  white  or  red  or  green, 
though  looking  for  them,  ahead  of  the  engine  of  the 
down  Dorking  express  train  just  before  I  heard  the 
noise  of  the  collision,  but  immediately  afterwards  I 
saw  the  light  of  the  engine  of  the  up  train  which  I 
was  waiting  for,  I  think  it  was  red,  1  did  not  notice 
any  tail  lights  on  the  Dorking  express  train.  I  attend 
here  to-day  at  the  request  of  Mr.  Smith,  the  station- 
master,  to  state  what  I  had  observed  while  standing 
on  the  up  platform  on  the  night  of  the  collision,  A 
train  to  Penge  or  the  Crystal  Palace  left  the  station 
about  12  o'clock ;  that  was  a  stopping  train,  and  not 
running  on  the  same  line  as  the  down  Dorking  express. 
I  did  not  watch  that  train  particularly,  laid  not  see 
tJie  tail  lights  on  that  train,  I  did  not  see  any  signal 
lights  when  looking  down  the  line  for  my  train.  I 
called  Mr,  Smith's  attention  to  the  collision.  He 
remarked  that  it  was  some  train  shutUing.  I  teas  not 
aware  that  there  had  been  any  collision  before  I  left 
the  station  in  my  train. 

James  Fuller,  train  signal  derk  at  Forest  Hill,  who 
was  on  duty  on  the  night  of  the  collision,  states :  I 
have  been  in  the  service  about  9  or  10  months,  and 
have  been  a  train  signal  clerk  the  whole  time.  /  went 
into  the  signal-box  that  night  at  6  p,m.  I  have  been 
working  in  that  box  about  five  montlts.  The  South- 
Eastem  11.20  pjn.  goods  train  from  Bricklayers'  Arms 
was  signalled  out  from  No.  9  bridge  at  11.46,  given 
on  to  Sydenham  at  11.50  pjn.,  cleared  back  to  No.  9 
bridge  11.51  p.m.,t;leared  from  Sydenham  at  1 1.53  p.m. 
I  saw  the  train  pass,  and  I  noticed  the  tail  lights  on 
the  goods  train,  but  I  did  not  see  the  pilot-engine. 
I  remarked  to  the  signalman  *^  that  ever  since  I  have 
^^  been  at  this  box  this  is  the  first  time  they  have 
<*  come  down  without  a  pilot  behind."  The  signal- 
man said  ^'  Yes,  it  is  funny  they  have  come  down 
without  a  pilot,"  and  he  looked  out  of  the  window, 
and  I  looked  as  well,  but  could  not  see  anything  of 
the  pilot-engine.  After  the  good;^  train  had  passed, 
the  signalman  went  to  the  window  and  looked  out,  and 
when  be  came  back  he  gave  the  ^'  clear "  signal  to 
No.  9  bridge  for  the  goods  train.  I  am  not  positive 
as  to  whe^er  the  conversation  about  there  being  no 
pilot  on  took  place  before  he  gave  "  clear  "  or  after, 
but  it  was  when  the  goods  train  was  about  six  or 
eight  trucks'  lengths  past  the  box,  it  may  be  more. 
I  noticed  the  train  was  going  forward^  and  1  could 
see  the  tail  lights.  The  next  train  signalled  was  the 
Brighton  mail  on  main  line  up,  given  on  from  Syden- 
ham at  11.57  p.m.,  cleared  back  at  11.59,  given  on  to 
No.  9  bridge  at  11.59,  cleared  back  from  No.  9  bridge 
at  12.0.  The  next  train  signalled  out  was  the 
11.40  p.m.  from  London  Bridge  local  train,  given  on 
from  No.  9  bridge  at  12.0,  given  on  to  Sydenham  at 
12.2,  cleared  back  to  No.  9  bridge  at  12.4,  and  cleared 
from  Sydenham  at  12.7.  Also  at  the  same  time,  the 
11.53  p.m.  train  from  the  Crystal  Palace  was  given 
on  from  Sydenham  at  12.4,  given  on  to  No.  9  bridge 
at  12.7,  but  not  cleared  back  to  Sydenham  until 
1.36  a.m.,  as  the  signalman  did  not  give  the  ^^  clear  " 
signal  back.  The  11.53  p.m.  South-Eastem  train 
from  London  Bridge  was  given  on  from  No.  9  bridge 
at  12.5,  given  on  to  Sydenham  at  12.7,  cleared  back 
to  No.  9  bridge  at  12.7.  I  fii'st  put  down  this  train 
as  given  on  to  Sydenham  at  12.6,  but  when  I  looked 
up  at  the  dock  I  saw  12.7  was  the  nearest  time.  The 
<^  clear  "  was  not  given  from  Sydenham  till  3.0  a,m. 
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in  consequence  of  the  block.  When  the  South- 
Eastem  11.53  p.m.  down  passenger  train  was  signalled 
on  to  Sydenham  it  wns  passing  the  box,  and  the 
"  dear  "  signal  was  given  back  to  No.  9  bridge  when 
the  signalman  could  see 'the  tail  lights.  I  did  not 
notice  the  tail  lights  on  the  passenger  train.  1  heard 
the  collision,  and  it  sounded  to  me  like  a  cannon  going 
off,  but  I  did  not  hear  the  engine  whistle.  The  whole 
of  the  signals  in  the  book  are  in  my  handwriting.  I 
did  not  work  the  instruments  either  way.  I  watched 
the  signalman  working  tho  instruments,  and  the 
entries  are  made  according  to  his  working.  The  signal- 
man generally  calls  out  to  me  main  down  "clear," 
or  main  up  "  clear,"  as  the  case  may  be.  After  the 
collision  the  fireman  came  to  the  box  and  said  "  You 
^  have  half  killed  my  mate  and  knocked  the  engine 
"  about ;  we  had  two  red  lights  on.'*  The  signalman 
replied  "  You  did  not  have  any  red  lights  on  ;"  this 
was  repeated  two  or  three  times.  Tlie  signalman' was 
looking  about  a  good  while  to  make  sure  there  was 
no  pilot-engine  before  the  "  clear "  was  given  and 
after.  The  signalman  did  not  appear  to  bo  satisfied, 
and  kept  going  to  the  window  and  looked  down  to 
see  if  he  could  see  the  pilot-engine.  I  noticed  when 
the  passenger  train  had  come  to  a  stand  after  the 
collision  that  there  was  only  one  tail  light  on  the 
passenger  train.  /  did  not  hear  any  whistle  from 
either  of  the  engines,  either  immediately  before  the 
collision  or  after  it.  It  was  a  rather  dark  night  and 
misty,  I  looked  out  of  the  window  for  the  pilot 
engine,  but  I  did  not  notice  the  back  lights  of  any  of 
the  signals.  I  dorCt  know  whether  the  up  local  train 
{the  up  Crystal  Palace  train)  left  the  station  before 
the  collision  occurred  or  afterwards, 

W,  Smithy  nine  years  station  master  at  Forest 
Hill,  and  24  years  in  the  Company's  service,  states  : 
I  did  not  see  the  South-Eastern  goods  train  pass 
down.  I  was  in  my  house  at  the  time.  I  came 
on  to  the  platform  some  two  or  three  minutes 
before  12  o'clock  to  attend  to  the  last  up  train  from 
the  Crystal  Palace,  due  at  Forest  Hill  at  11.59  p.m., 
as  the  train  was  a  little  late.  I  was  standing  on  the 
platform  watching  for  its  coming,  and  looking  down 
towards  Sydenham.  I  saw  no  lights  on  the  road ;  if 
there  had  been  any  I  could  have  seen  them  from  any 
part  of  the  platfonn.  After  I  had  been  st-unding  there 
some  little  time  the  11.53  p.m.  down  South-Eastern 
train  pa««sed,  and  I  noticed  the  otf  side  tail  light  was 
out,  and  directly  after  that  I  heard  a  bang,  and  I 
thought  the  engine  had  burst  a  tube.  I  got  my  hand 
lamp  and  made  my  way  to  the  box,  and  West,  the 
signalman,  was  looking  out  of  the  box,  and  he  said, 
"  I  think  there  is  something  the  matter  with  that 
train."  I  said  "  Yes,  I  believe  there  is ;  I  vdll  go  and 
see  ;'*  and  with  that  the  fireman  of  the  pilot  engine 
came  across  and  called  up  to  West,  and  said,  ^^  You 
have  done  something  for  us  to-night."  West  said 
**  What  do  you  mean  ? "  The  fireman  then  said, 
**  That  train  ran  into  our  engine.  We  had  our  lights 
**  all  right."  I  said,  "  You  had  no  tail  lamps  on  your 
engine."  T  asked  him  were  his  engine  was,  and  he 
said,  **  I  do  not  know,  and  I  do  not  know  where  my 
mate  is."  I  then  told  West  to  block  all  roads,  and  I 
went  down  to  the  train  arid  met  a  lot  of  passengers 
running  over  the  line ;  so  I  got  them  into  the  siding, 
and  told  West  to  keep  the  12.0  midnight  Crystal 
Palace  train  until  I  ordered  it  on,  and  as  soon  as  I  got 
the  passengers  clear  I  got  this  train  through;  but 
previous  to  that  I  had  sent  for  the  platelayers  and 
medical  men,  not  knowing  what  injury  or  damage  was 
done.  I  then  telegraphed  New  Cross  to  make  up  a 
special  train  and  send  it  on  at  once,  and  then  I  got 
the  12.20  down  as  far  as  the  scene  of  the  accident, 
and  got  the  passengers  into  that  train  and  sent  them 
on  to  Sydenham,  to  prevent  their  walking  back  up  the 
line.  When  the  special  train  arrived,  it  picked  up 
the  passengers  at  Sydenham.  I  was  engaged  in  con- 
versation with  a  gentleman,  Mr.  Field,  nearly  the 
whole  time  from  my  coming  on  to  the  platform  until 
I  heard  the  noise  of  the  collision.     I  am  positive 


when^he  South-Eastern  train  passed  this  station  it 
only  had  one  tail  lamp  alight.  I  did  not  afterwards 
notice  how  many  it  had  on,  but  it  was  furnished  with 
two  when  put  back  into  the  siding,  and  they  were 
burning  all  right.  Mr,  Field  left  by  the  train  due  at 
Forest  Hill  at  11.59.  The  collision  took  place  about 
six  or  seven  minutes  past  12  o'clock,  and  it  occurred 
before  thai  train  had  passed  the  Forest  Hill  signal* 
box,  I  wertt  071  from  the  signal  box  to  where  the 
passenger  train  had  stopped  after  the  collision  had 
taken  place  directly  afterwards — one  minute  after^ 
wards,  I  had  no  conversation  with  the  driver  of  the 
pilot-engine,  nor  with  the  driver  of  the  passenger 
train,  I  heard  a  tremulous  whistle  after  the  collision 
had  taken  place,  but  none  before,  I  heard  the  con^ 
versation  between  the  signalman  and  the  fireman  of 
the  pilot-engine,  I  believe  I  passed  the  up  local 
train  as  I  was  going  towards  the  signal-box, 

Mark  Watson,  driver  of  South-Eastern  Company's 
pilot  engine  No.  63,  has  been  14  years  in  the  Com- 
pany's service,  ^vq  years  of  that  time  a  driver,  states : 
I  commenced  duty  at  5.0  p.m.  on  Thursday,  FebruaJy 
27th,  at  London  Bridge,  taking  the  engine  fix>m 
George  Weston.  I  was  the  London  Bridge  pilot  till 
8.0  p.m.  I  went  from  London  Bridge  behind  the 
parliamentary  to  Cannon  Street,  and  then  took  the 
train  from  there  to  Charing  Cross.  1  then  stood  as 
Charing  Cross  pilot  till  9.35  p.m. ;  then  went  light 
from  Charing  Cross  to  Bricklayers'  Arms,  arriving 
there  at  10.25  p.m.  The  next  thing  I  did  was  to  coal 
and  water  the  engine,  and  then  I  stood  in  the  siding 
until  we  piloted  out  the  11.20  p.m.  goods  train.  I 
came  out  of  the  siding  three  or  four  minutes  before 
the  starting  time.  1  assisted  in  the  rear  of  the 
11.20  p.m.  goods  train  from  Bricklayers'  Arms  to 
Forest  Hill  last  night  (27th  February).  We  left 
Bricklayera'  Arms  about  11.20  or  11.22,  had  a  clear 
run  off  the  Bricklayers'  Arms  branch,  but  was  brought 
nearly  to  a  dead  stand  at  the  signals,  north  end  of 
New  Cross  station,  and  we  were  again  checked  when 
approaching  Brockley  by  signals,  afWr  which  we  had 
a  clear  run  to  Forest  Hill.  I  gradually  eased  off  from 
the  train  at  the  north  end  of  the  platform  at  Forest 
Hill,  and  shut  off  before  I  got  to  the  signal-box.  I 
finally  parted  from  the  train  about  opposite  the  signal- 
box,  at  the  south  end  of  the  station,  about  11.50/i.m. 
About  five  minutes  before  I  left  Bricklayers'  Arms 
I  went  round  the  engine  to  oil  the  bearings,  and  I 
saw  it  had  two  tail  lamps  on,  showing  red  lights,  and 
burning  all  right.  I  did  not  see  these  lamps  after, 
and  I  have  not  seen  them  since.  I  think  we  stood  on 
the  main  down  line  at  Forest  Hill  about  10  minutes, 
and  during  that  time  I  saw  my  mate  go  round  the 
engine,  as  I  suppose,  for  the  purpose  of  examining  the 
lights.  We  had  a  red  light  on  the  tender,  which  was 
in  front  going  up  the  bank.  My  mate  said,  <^  I  must 
^  change  the  red  head  light,  because  there  is  an  up 
"  train  coming."  I  said,  •'  Yes,  you  must  not  leave 
the  red  one  on  at  that  end."  During  the  time  I  was 
standing  on  the  down  main  line  with  my  engine  I 
did  not  sound  the  whistle  ;  it  is  not  usual  to  do  so. 
/  have  been  driving  the  pilot-engine,  not  every  day^ 
for  a  period  of  five  years.  While  standing  on  the 
main  down  line  my  engine  was  opposite  to  the  up 
rear  stop  signals,  south  end  of  the  station.  I  saw  the 
head  lights  of  the  down  Dorking  passenger  train, 
1 1.45  p.m.  from  Charing  Cross,  as  it  approached  round 
the  curve,  and  I  think  the  train  was  about  the  centre 
of  the  platform  when  I  first  saw  the  lights.  I  imme* 
diately  pulled  over  the  lever  to  reverse  the  engine, 
put  on  steam  to  move  towards  Sydenham,  and  sounded 
the  whistle,  and  I  had  moved,  I  should  think,  about 
20  yards  when  the  collision  took  place.  After  the 
collision  1  shut  off  steam,  but  the  force  of  the  engine 
and  train  hehind  pushed  us  along  about  50  or  60  yards 
before  we  came  to  a  stand,  and  the  coals  on  the  tender 
were  pitched  forward,  nearly  filling  up  the  foot-plate. 
I  could  not  get  out  until  assistance  ai-rived,  and  it  was 
15  minutes  before  anyone  came ;  the  fireman  of  the 
next  engine  assisted  me  out.    My  mate  had  gone  to 
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examine  the  smoke-box  end  of  the  engine,  and  jost  as 
I  saw  the  train  approadiing,  he  culed  ont,  ^^For 
**  God's  sake  pnt  on  steam ;  there  is  a  main  line  train 
^'  coming."  I  did  not  see  him  again  for  20  minutes. 
The  weather  was  hazy  at  New  Cross  and  Brocklej, 
but  clear  at  Forest  Hill,  and  where  we  were  standing 
1  could  see  the  signal-box  clearly,  and  noticed  the 
man  working  the  levers.  The  enginCj  afier  the 
collision  had  taken  place,  stopped  between  the  doum 
distant-signal  for  Sydenham  and  the  up  distant-signal 
for  Forest  Hill — nearer  to  the  dawn  distant-signal  for 
Sydenham  than  to  the  other.  I  think  the  passenger 
train  was  travelling j  as  near  as  lean  say,  at  30  ndles 
an  hour.  I  heard  a  whistle,  I  suppose  from  the 
passenger  train  engine,  a  moment  hgore  the  collision 
took  place.  I  was  standing  on  the  foot-plaie  of  the 
engine  when  the  collision  occurred.  The  coeds  were 
thrown  up  to  my  waist.  I  was  hurt  in  the  left  hand, 
leg,  and  hip.  The  moment  I  saw  the  lights  of  the 
passenger  train  I  whistled,  when  it  was  at  the  plat- 
form.  The  passenger  train  engine  had  whistled 
before  that  train  came  in  sight — the  usual  whistle 
when  running  through  a  station.  That  is  my  gauge 
glass.  It  was  in  a  socket  on  the  foot-plate,  and  I 
missed  it  before  I  was  released  from  the  coed.  I  had 
not  noticed  that  my  mate  had  the  gauge  lamp  with 
him  when  he  went  round  the  engine.  1  donH  know 
whether  the  glass  in  it  was  broken  before  the  collision 
occurred  or  not. 

Charles  Tombs,  fireman  to  M.  Watson,  driver  of 
South-Eastern  pilot-engine  No.  6S,  has  been  in  the 
Company's  service  about  five  years,  two  years  of 
which  as  fireman,  corroborates  the  driver's  statement 
as  far  as  running  to  Forest  Hill,  and  states :  On 
arriving  there  I  said  to  my  mate,  "  I  must  change  our 
red  head  light,  or  it  will  show  towards  the  up  line," 
and  I  changed  it  to  a  white  light.  About  two  minutes 
befoi'e  the  collision  took  place  I  went  to  the  funnel 
end  of  the  engine,  round  the  frame,  to  look  to  my  two 
red  lights,  which  were  still  burning  all  right.     As 

I  saw  the  passenger  train  approaching,  I  called  out 
to  my  mate,  **  For  God's  sake  put  on  steam,  there  is 
a  train  coming,  we  shall  be  smashed,"  and  as  I  was 
stepping  down  from  the  engine  on  the  off-side  the 
collision  took  place,  by  the  force  of  which  I  was 
shaken,  and  fell  down.  I  got  up  and  ran  across  the 
up  line.  I  did  not  notice  an  up  train  coming,  but 
the  engine  of  an  up  local  train  caught  me  on  the  side, 
and  knocked  me  up  against  the  pale-fencing.  I  laid 
there  for  seven  or  eight  minutes,  and  could  not  speak ; 
but  on  recovering  myself  I  made  for  the  signal-box 
as  fast  as  I  could,  and  called  out  to  the  signalman, 
when  I  was  on  the  ground,  '<  You  have  done  a  nice 
thing  for  us  to-night"  He  said,  "  Done  what  ?"  I  said, 
"  You  have  let  Siat  train  run  into  our  engine."  He 
replied,  '<You  never  had  an  engine."  As  I  was 
walking  back  to  my  mate  I  found  two  engines  and 
the  train  together.  I  called  out  to  my  mate,  ^'  Mark, 
are  you  dead  or  alive  ?"  and  went  round  the  other 
side  of  the  engine  and  saw  my  mate.  I  should  think 
we  were  standing  on  the  down  main  line  about  10  or 

II  minutes,  but  we  had  not  stood  there  two  minutes 
before  I  changed  the  head  light  on  the  tender ;  after 
I  had  changed  the  head  light  on  the  tender  and  before 
going  to  the  funnel  end  of  the  engine,  I  went  on 
the  foot-plate  and  shut  off  the  feeds.  The  two  lamps 
that  were  on  the  engine  at  the  rear,  going  up  the 
bank,  were  square  pattern,  round  bull's-eye,  called  a 
'Hrumpet-faced "  lamp.  I  did  not  see  these  lamps 
after  the  collision,  nor  have  I  seen  them  since ;  me 
and  my  mate  looked  for  them  at  Forest  Hill.  The 
lamp  that  I  changed  to  a  white  light  on  the  tender 
remained  after  the  collision  took  place,  and  was  again 
changed  to  a  red  light,  fFhen  I  went  to  the  funnel 
end  of  the  engine  I  had  not  the  gauge  lamp  with  me. 
It  was  broken  before  the  collision  occurred ;  the  red 
glass  was  cracked.  Sometimes  my  mate  heu  whistled 
when  standing  at  Forest  Hill,  and  sometimes  he  has 
not.  I  think  we  stopped  ^we  or  six  minutes  after  the 
up  main  line  train  passed.    We  are  due  off  duty  when 

K  188. 


performing  the  same  work  a  little  after  1  o^ctock. 
This  was  the  last  work  that  we  had  to  do  that  night. 
I  was  hurt  in  the  left  arm  and  on  the  right  hip. 
I  was  off  duty  for  two  days.  The  tail  lamps  were  on 
the  lamp  irons  at  the  funnel  end  of  the  engine,  and 
both  were  burning,  showing  red  lights.  I  was  not  on 
the  ground  when  the  collision  took  place. 

James  Ralph,  ganger  of  platelayers,  Forest  Hill, 
produced  two  lamps  found  about  14  yards  south  of 
the  up  rear  signal  at  that  station ;  one  was  picked  up 
on  the  down  side  of  the  line  near  the  wall,  and  the 
other  was  picked  up  on  the  up  side  of  the  line  near 
the  fence ;  the  gauge  lamp  was  also  found  laying  in 
the  six-foot  between  the  up  Croydon  and  the  up  main 
line,  near  the  spot  where  he  found  the  engine  lamps. 
/  could  not  say  when  these  were  found,  but  it  might 
be  after  2  o'clock  a.m.  After  the  collision  had  taken 
place,  I  noticed  the  train  engine  had  two  head  lamps 
and  one  tail  lamp  on.  The  driver  of  the  pilot-engine 
asked  me  for  the  lamps,  but  I  did  not  tell  lum  I  had 
got  them. 

George  Brown,  driver  of  11.45  p.m.  train  from 
Charing  Cross  to  Dorking,  engine  No.  113,  has  been 
in  the  service  of  the  South-Eastern  Company  about 
14  years,  been  a  driver  about  three  years,  previous  to 
which  a  fireman,  states  :  On  the  27th  February  1  left 
London  Bridge  at  the  right  time,  and  the  signals 
were  all  right  for  my  train  as  far  as  Forest  Hill 
inclusive.  1  travelled  up  New  Cross  bank  at  a  speed 
of  about  25  miles  per  hour,  and  I  was  going  a  little 
faster  when  passing  Forest  Hill  station  platform. 
After  passing  Forest  Hill  signal-box,  the  first  thing 
that  attracted  my  attention  was  the  sound  of  a  whistle 
from  an  engine  in  front,  which  I  found  afterwards 
came  from  the  pilot-engine ;  the  collision  took  place 
almost  immediately.  I  was  looking  on  tbe  local  road, 
thinking  it  was  an  engine  whistling  there,  until 
I  caught  sight  of  the  funnel  of  the  pilot  engine. 
I  did  not  notice  any  light  on  it.  When  I  first  heard 
the  whistle  I  was  behind  the  weather-board,  and 
after  I  heard  it  I  looked  outside  of  the  weather-board 
on  the  left-hand  side  of  the  engine.  I  pulled  over  the 
reversing-lever,  but  it  flew  back  out  of  my  hand  again, 
and  I  think  the  collision  took  place  when  I  was  in  the 
act  of  doing  this.  I  had  not  time  to  shut  off  steam 
before  the  collision  occurred,  when  I  was  knocked 
down  by  the  force  of  it.  Just  as  I  had  mounted  the 
bank  and  was  passing  through  the  station  I  pulled 
the  lever  back  a  notch,  which  eased  the  blast,  and  the 
engine  worked  shorter.  On  recovering  myself,  as  the 
engine  was  coming  to  a  standstill,  1  got  up  and  shut 
off  the  steam,  which  would  only,  be  partially  on  when 
passing  Forest  Hill  station,  the  train  being  a  light  one, 
only  about  six  carriages  and  a  van.  From  the  sudden- 
ness of  the  collision  I  could  not  see  whether  the  lighta 
were  on  the  pilot-engine  or  not.  When  the  train 
came  to  a  stand,  I  sat  down  on  the  box  on  my  foot- 
plate to  recover  from  the  shock,  after  which  I  got 
down  to  look  after  my  fireman,  and  found  him  re- 
leasing the  driver  of  the  pilot-engine  from  the  coal 
which  had  surrounded  him  on  his  foot-plate.  The 
driver  of  the  pilot-engine  said,  I  expect  my  mate  is 
underneath,  and  he  said  something,  that  he  was  in 
front  of  the  engine,  and  as  I  understood  him,  doing 
something  to  the  lamps.  1  was  asked  by  some  one 
from  the  engine  of  a  train  on  the  local  line  if  I  was 
hurt ;  the  train  on  the  local  line  was  at  a  standstill. 
I  believe  the  man  asked  me  my  name.  I  do  not 
remember  being  asked  about  the  signals.  Some 
gentleman  came  to  me,  with  a  considerable  amount  of 
whiskers,  and  an  overcoat  on,  aud  said,  our  signals 
were  all  right,  were  they  not  driver  ?  And  I  said, 
Yes.  He  then  went  away  again.  /  was  looking  out 
for  the  signals  ahead  when  passing  through  Forest 
Hill  Station,  and  I  think  if  there  had  been  tail  lights 
on  the  pilot-engine,  standing  opposite  the  up  stop 
signals,  that  I  must  have  seen  them  in  running  over 
the  distance  between  the  platform  and  the  spot  where 
the  collision  occurred.     The  whistling  occurred  from 
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a  quarter  to  half  a  minute  before  the  collision  occurred, 
I  was  travelling  about  30  miles  an  hour  at  the  time. 
My  engine  was  not  thrown  off  the  rails,  and  I  donH 
know  of  any  vehicle  in  my  train  being  off.  I  saw  the 
Sydenham  down  distant-signal  at  all  right  as  I  was 
just  passing  the  platform  light.  It  was  a  darh  night, 
but  I  could  see  the  signals  all  right.  I  was  hurt  in 
the  body  and  side,  and  had  a  cut  over  the  eye.  I  have 
not  yet  been  enabled  to  return  to  worh. 

Albert  Barnard,  fireman,  about  five  years  in  the 
service  of  the  South-Eastem  Company,  and  nearly 
two  years  as  regular  fireman,  states :  /  came  en  duty 
at  2.30  p.m.     I  was  working  as  fireman  on  engine 
No.    113,   driver   Brown,   27th   February,  with  the 
11.45  p.m.  train  from   Charing   Cross  to  Dorking, 
which   runs   only  on   Thursday.      We   left  London 
Bridge  about  a  minute  or  two  late ;  we  had,  I  believe, 
six  coaches  and  a  break  on  the  train ;  we  were  not 
stopped  or  checked  by  signal  at  any  station  between 
London  Bridge  and  Forest  HiU  inclusive.     I  should 
think  we  came  up  New  Cross  bank  about  30  miles 
per  hour,  it  might  be  a  mile  or  two  more.     When 
I  got  to  Forest  Hill  I  had  just  done  my  firing,  and 
was  looking  out  for  the  Sydenham  distant-sign^  but 
did  not  see  it  at  all;  and  bringing  my  eyes  down, 
I  could  see  there  was  something  in  front  of  me  just 
as  we  struck  the  engine.    I  just  saw  the  funnel  and 
dome  of  the  engine  by  my  white  head  light.     I  did 
not  see  any  light  on  the  pilot  engine.     /  was  riding 
on  the  right  side  of  the  engine.     I  was  close  on  the 
engine  before  I  saw  it,  it  might  have  been  two  or 
three  yards  away.     /  think  we  were  still  running 
about  30  miles  an  hour.     The  collision  took  place 
immediately.     I  had  no  time  to  put  on  my  brake. 
I  heard  a  whistle  just  before  I  saw  the  pilot-engine, 
and  which  came  from  the  direction  of  the  pilot.    I  was 
knocked  down  on  the  foot-plate  by  the  force  of  the 
collision.     I  was  shaken  and  bruised  on  one  side,  and 
also  bruised  on  my  nose.    I  got  up  as  soon  as  possible 
and  put  my  break  on,  and  I  should  think  it  was  300 
or  400  yards  before  the  engine  came  to  a  stand.     As 
soon  as  we  came  to  a  stand,  I  asked  my  mate  if  he 
was  hurt,  and  he  complained  of  his  arm  being  hurt  a 
good  bit.     I  looked  after  a  little  lamp  we  have  on  the 
foot-plate,  which  I  use  for  oiling,  and  looked  at  my 
mate  to  see  if  he  was  cut  about  the  face,  and  I  saw  he 
had  a  cut  on  the  eye.     My  mate  found  the  little  lamp 
on  the  engine,     I  then  went  to  look  for  the  other 
driver,  and  he  was  standing  on  the  foot-plate  of  his 
engine  surrounded  by  coals.     I  assisted  him  out,  and 
having  got  him  out,  I  inquired  where  his  mate  was, 
and  he  said,  he  was  round  in  front  of  the  smoke-box, 
as  I  understood  him,  before  the  collision  took  place  ; 
he  did  not  tell  me  what  the  fireman  was  doing  round 
the  smoke-box  end  of  his  engine  ;  he  told  me  he  ex- 
pected his  fireman  must  have  been  killed,  being  at 
that  end  of  the   engine.       The  smoke-box  of  that 
engine  was  next  to  my  engine.     His  mate  came  to 
us  after  I  had  got  the  driver  out  of  the  coal,  a  few 
minutes  after  this  conversation.    1  cannot  say  whether 
there  were  lights  on  the  engine  or  not,  but  I  should 
think  from  my  position  I  could  not  have  seen  them 
if  they  had  been  there.    I  was  looking  for  the  distant- 
signal  at  Sydenham,  but  did  not  see  it  at  all  before  or 
after  the  collision.     My  eye  was  just  brought  down 
low  enough  to  observe  the  ftmnel  of  the  pilot  engine, 
and  I  do  not  think  I  should  have  seen  that  if  it  had 
not  been  for  the  white  head  light  on   my  engine. 
/  was  keeping  a  look  out  from  Forest  HiU  station, 
from  the  south  end  of  the  platform,  for  the  Sydenham 
distant-signed,  but  did  not  see  it  at  all, 

Henry  Bowles,  guard,  21  years  in  the  service  of 
the  South-Eastern  Railway,  states :  I  was  gu^rd  of 
the  11.46/?,«i.  down  passenger  train  from  Charing 
Cross  to  Dorking  on  the  21  th  February.  My  train 
consisted  of  engine  and  tender,  six  carriages,  and  a 
break-van  at  the  tail  of  the  train,  in  which  I  rode. 
We  left  at  the  proper  time,  and  travelled  all  right  as 
far  as  Forest  Hill,  and  the  first  indication  that  I  got 


that  anything  was  wrong,  was  in  hearing  an  engine 
whistle,  a  vibrating  whistle  at  first,  and  then  as  if  the 
whistle  had  been  left  open.  I  immediately  began  to 
apply  my  break.  I  cemnot  say  whether  the  whistle 
was  from  the  engine  of  my  awn  train  or  not.  We 
might  be  running,  at  the  time  at  Jrom  25  to  30  miles 
an  how,  I  was  looking  out  along  the  top  of  the  train 
before  the  whistle  commenced.  I  believe  we  were 
going  along  the  platform  when  it  commenced.  When 
I  was  looking  out  ahead,  there  was  nothing  that 
attracted  my  attention.  I  think  the  length  of  my 
train  and  the  steam  from  the  engine  of  my  train  would 
have  prevented  me  from  seeing  the  tail  lights,  if  there 
had  been  any,  on  the  piiot*engine  standing  opposite 
the  up  home-signals.  I  was  standing  on  the  right 
side  of  the  break-van.  I  saw  nothing  whatever  before 
the  collision  occurred.  I  could  not  say  whether  isaw 
the  Sydenham  down  distant-signal  before  or  after  the 
collision  had  taken  place.  I  saw  it  and  it  was  off. 
There  was  not  any  whistle  that  I  know  cf  from  the 
engine  of  my  train  for  the  breaks  before  the  collision 
took  place,  and  only  a  very  trying  diminution  of 
speed  had  taken  place.  IdoiCt  know  at  what  time  it 
occurred.  There  was  no  part  of  my  train  off  the 
rails  when  we  stopped,  i  was  hurt  at  the  back  of 
my  ear  and  in  my  leg,  and  have  not  yet  been  enabled 
to  return  to  my  work, 

Joseph  Adams,  signalman  10  years  and  5  months, 
and  nearly  13  years  in  the  service  of  the  London, 
Brighton,  and  South  Coast  Railway  Company,  states  : 
That  I  was  on  duty  in  the  sigruU-box  at  Brockley  on 
the  night  of  the  27th  February,  and  came  on  duty  at 
9.45  p.m.  I  had  the  South-Eastem  Company's  goods 
train  given  on  to  me  from  New  Cross  at  11.37,  and 
gave  it  on  to  No.  9  bridge  at  11.41,  cleared  it  back  to 
New  Cross  at  1 1.42,  and  got  clear  for  it  from  No.  9 
bridge  box  at  11.46.  /  noticed  that  train  pass;  it 
had  two  tail  lights  on  the  back  of  the  pilot-engine, 
and  two  lights  on  the  break-van ;  all  were  red  lights, 
they  were  not  showing  very  brightly,  it  was  rather 
foggy.    I  am  quite  sure  their  lights  were  all  burning, 

Francis  Townsend,  engine-driver  S^  years,  and 
22^  years  in  the  service  of  the  London,  Brighton,  and 
South  Coast  Railway  Company,  states :  That  on  the 
2!7th  February  I  had  been  working  the  11.40  p.m. 
down  passenger  train  from  London  Bridge  to  Epsom, 
and  returned  as  a  light  engine  from  Epsom  to  New 
Cross.  I  was  stopped  at  Brockley  by  signal,  and  I 
got  off  the  engine  and  went  to  the  signal-box,  and 
a^ked  the  signalman  whcct  they  had  been  up  to  at 
Forest  Hill.  He  said  they  had  been  up  to  something 
there,  and  I  said  yes,  the  South-Eastem  passenger 
train  had  run  into  a  South-Eastem  pilot-engine  there. 
He  asked  if  anyone  was  hurt,  and  I  replied  that  I 
believed  there  were  two  or  three  passengers  hurt.  I 
said  I  heard  at  Sydenham  that  the  pilot-engine  had 
no  tail  lights  on,  and  I  asked  him  if  he  had  noticed 
them  as  the  pilot  engine  went  by.  He  did  not  answer 
directly,  but  then  said  he  was  not  certain,  and  nothing 
further  passed.  I  was  off  the  engine  at  the  time  on 
the  down  side  of  the  line,  and  my  engine  was  at  the 
stop  signal,  about  50  yards  from  the  signal-box.  I 
left  the  engine  in  charge  oj  my  fireman. 

Charles  Nisbitt,  train  signal  clerk  at  Brockley,  15 
years  of  age,  six  months  clerk  and  two  years  in  the 
Company s  service,  states  :  I  was  on  duty  on  the  night 
of  the  27  th  February,  and  came  on  duty  at  half -past 
5  o'clock.  I  saw  the  \\.20  p.m.  South-Eastem  down 
goods  train  pass.  I  was  looking  out  oj  the  window  at 
the  time ;  there  was  a  pilot-engine  with  it  at  the  tail 
of  the  train.  It  had  some  tail  lights  burning,  two 
were  on  the  engine,  and  I  saw  one  on  the  van  at  the 
rear  of  the  train.  I  heard  a  conversation  between 
driver  Townsend  and  signalman  Adams.  Driver 
Townsend  asked  Adams  whether  the  pilot-engine  had 
any  tail  lights  burning,  and  AdamS  answered  *^  I  don't 
know,'*  **  /  am  not  sure."  Adams  told  me  ^terwards 
that  the  piht^engine  had  tail  lights  on.     What  I  have 
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Stated  before  was  from  my  own  observatiofiy  and  not 
from  what  Adams  told  me,  Townsend  asked  whether 
there  were  any  tail  lights  on^  as  he  had  heard  that 
the  man  at  Forest  Hill  had  said  there  were  none. 
Adams  asked  me  if  I  had  seen  the  tail  lights,  and  I 
said  that  I  had  seen  them. 

David  Dixon,  engine-driver  33  years,  and  36  years 
with  London,  Brighton,  and  South  Coast  Railway 
Company,  states :  I  was  in  charge  of  the  12.20  mid- 
night train  from  London  Bridge  to  West  Croydon  on 
the  27th  Febraary.  On  arriving  at  Forest  Hill  I 
was  informed  there  had  been  a  collision  between  the 
South-Eastern  Company's  passenger  train  and  a  pilot- 
engine.  After  stopping  at  Forest  Hill  I  was  ordered 
on  to  the  place  where  the  South-Eastem  Company's 
train  was  standing,  to  take  up  the  passengers,  and 
when  I  was  at  the  spot  I  spoke  to  the  driver  of  the 
South-Eastem  Company's  train.  I  asked  him  if  the 
signals  were  all  right  for  him,  and  he  said  the  signals 
were  right,  he  was  positive.  I  asked  him  if  he  could 
see  the  engine,  he  said  no,  the  first  thing  that  attracted 
his  attention  was  the  pilot  engiae  whistling.  I  said 
what  is  your  name,  and  he  said  "  Brown ;"  my  object 
in  asking  his  name  was  to  ascertain  if  I  knew  him, 
as  I  could  not  recognise  him  then,  it  being  dark. 

Charles  Allison,  fireman  to  driver  Dixon  working 
the  London,  Brighton,  and  South  Coast  Company's 
12.20  midnight  train,  London  Bridge  to  West  Croy- 
don, on  the  27th  February,  states:  On  arriving  at 
Forest  Hill  we  heard  there  had  been  a  collision,  and 
our  train  was  afterwards  ordered  on  to  the  scene  of 
the  collision  to  take  up  the  passengers  from  the  South- 
Eastern  train.  While  standing  there  opposite  the 
two  engines  on  the  main  line,  I  saw  the  driver  of  the 
South-Eastem  passenger  train  and  the  guard.  I 
asked  the  driver  if  he  was  injured  at  all  or  any  of 
their  chaps,  and  he  said  that  he  was  injured  and  also 
his  mate.  My  mate  asked  the  driver  how  it  occurred 
(meaning  the  accident),  and  he  said  that  he  did  not 
know  how  it  was.  My  mate  asked  him  if  he  had  the 
signals  all  right,  and  he  said  he  had,  and  then  he 
asked  him  if  he  saw  the  pilot-engine,  and  he  said  no, 
his  attention  was  called  to  him  by  his  whistling  ;  the 
pilot  engine  tried  to  get  out  of  his  way,  but  it  could 
not  do  so  for  slipping.  When  my  mate  asked  him  if 
he  saw  the  pilot-engine  lights,  he  said  I  saw  no  lights ; 
these  are  the  exact  words  he  said. 

George  Mc  Clary,  14  years  in  the  service  of  the 
Londofi,  Brighton,  and  SotUh  Coast  Railway,  and  six 
months  an  engine-driver,  driver  of  engine  No.  211, 
states :  I  was  shunting  in  the  goods  yard  on  the 
down  side  of  the  line  at  New  Cross  on  Thursday 
night,  27th  Febraary,  when  the  11.20  p.m.  South- 
Eastern  goods  train  from  Bricklayers'  Arms  to  Dover 
passed  down.  My  engine  was  in  motion  at  the  time, 
and  diunter  Allen  was  riding  on  the  step ;  he  said 
**  That  is  the  way  to  save  oil.'  I  said  Yes,  they  have 
got  no  lights  on  (meaning  the  South-Eastem  pilot 
engine  had  no  lights  on).  I  could  see  the  two  lights 
on  the  last  break  of  the  train.  I  am  not  quite  positive 
whether  Allen  was  on  the  step  of  the  engine  or  was 
walking  close  by  the  side,  he  was  either  on  the  step 
or  his  mate  was  there.  We  were  pulling  out  very 
steadily.  I  am  positive  there  were  no  lights  on  the 
South-Eastem  pilot-engine  when  he  went  past  New 
Cross.  I  did  not  observe  any  lamp  on  the  engine  ;  I 
could  not  see  whether  there  was  one  or  not. 

Harry  VerraU,  14  months  a  fireman  to  driver 
McClary,  engine  No.  211,  states :  I  was  on  the  engine 
at  the  time  the  11.20  p.m.  down  goods  train,  Brick- 
layers' Arms  to  Dover,  passed  by  New  Cross.  Shunter 
Allen  was  riding  on  the  step  of  our  engine,  it  being 
in  motion  at  the  time.  He  (Allen)  remarked  '^  That 
is  the  way  to  save  oil,"  and  I  looked  and  saw  the 
South-Eastem  pilot-engine  behind.  The  goods  train 
had  no  tail  lights  on.  I  noticed  one  light  on  the  rear 
of  the  break  at  the  near  side,  but  I  did  not  notice  one 
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on  the  off  side.  I  am  sure  Allen  was  on  the  step  of 
the  engine  when  he  made  that  remark,  and  my  mate 
replied  to  Alien,  that  there  were  no  lights  on  the 
engine.  I  did  not  see  Shunter  Phillips  at  the  time, 
but  he  was  working  with  us  in  the  shunting 
operations.  /  did  not  see  any  lamps  on  the  pilot' 
engine, 

William  Allen  y  goods  guard,  in  the  service  of  the 
London,  Brighton,  and  South  Coast  Railway  at  New 
Cross,  states :  I  was  on  duty  on  the  down  side  of  the 
line  between  the  Wharf  Road,  New  Cross  Road,  and 
the  down  local,  just  by  the  down  stop  signals,  when 
the  South-Eastern  Company's  11,20  p.m.  down  goods 
train  from  Bricklayers'  Arms  passed  on  the  27th 
instant.  I  noticed  the  rear  break-van  had  two  red 
lights,  but  there  were  not  any  lights  on  the  pilot- 
engine  behind  the  train.  I  said  to  the  driver  of 
engine  No.  211,  ''That  down  pilot  has  not  any  lights 
behind ; "  the  driver  replied,  "  That's  how  they  save 
oil  on  the  South-Eastern."  I  am  quite  positive  there 
were  not  any  tail  lights  on  the  rear  of  the  pilot-engine, 
I  could  not  see  whether  the  lamps  were  there;  it 
was  too  dark.  /  could  not  see  whether  the  pilot 
engine  had  any  head  light,  or  not,  on  in  front.  There 
was  only  one  line  oj  rails  between  the  Wharf  Road, 
where  I  was  standing,  and  the  main  down  line  on 
which  the  goods  train  was  running.  The  pilot-engine 
was  close  up  with  the  break'van  of  the  goods  train. 

George  Phillips,  goods  guard  in  the  service  of  the 
London,  Brighton,  and  South  Coast  Railway  Com^ 
pany  at  New  Cross,  states :  I  was  on  the  down  side 
shunting  at  New  Cross  on  Thursday  night,  27th 
February.  I  saw  the  South-Eastern  Company's 
1 1.20  p.m.  goods  train  pass  New  Cross  about  1 1.40  p.m. 
I  noticed  the  pilot-engine  at  the  rear  of  the  train.  I 
observed  the  lamps  (two)  alight  on  the  break-van, 
but  there  were  not  any  hghts  on  the  pilot-engine.  I 
did  not  mention  it  to  any  one,  or  take  any  steps  in 
the  matter.  This  train  did  not  go  through  the  station 
very  fast ;  it  was  not  stopped.  I  did  not  see  the  next 
train  pass  down.  I  was  afterwards  sent  in  charge  of 
a  train  from  New  Cross,  empty,  to  Forest  Hill,  to 
take  on  passengers  to  Red  HUl.  On  arriving  at 
Forest  BUII,  I  asked  Mr.  Smith,  the  station  master, 
the  cause  of  the  collision.  He  said,  the  pilot  was 
standing  on  the  main  line  down  without  lights  on. 
I  answered,  I  saw  it  come  through  New  Cross  without 
tail  lights.  /  did  not  notice  any  head  light  on  the 
pilot-engine.  I  am  quite  certain  the  pilot-engine  had 
not  lights  on  when  it  passed  New  Cross.  I  did  not 
see  any  lamps  ;  I  could  not  as  it  was  so  dark.  I  was 
on  the  step  on  the  engine  No.  211,  driver  McClary, 
who  said,  when  the  South-Eastern  train  passed  down, 
that  is  the  way  they  save  oil  on  the  South-Eastem. 
Allen  was  at  the  time  8  or  10  yards  from  the  engine. 
/  donH  know  that  it  was  my  duty  to  report  the  absence 
of  tail  lights  on  the  pilot-engine. 

George  Beard,  11  years  a  signalman,  on  duty  at 
No.  9  bridge  signal-box  last  night  (27th  February) 
states:  Wlien  the  South-Eastern  11.20  p.m.  goods 
train  from  Bricklayers'  Arms  passed  my  box,  I  saw 
the  tail  lights  on  the  last  break-van.  I  noticed  there 
was  a  pilot-engine  behind  the  train,  but  I  could  not 
see  that  there  were  any  tail  lights  on  it,  because  they 
are  lower  down  than  the  breiJc  lights.  I  am  positive 
there  were  tail  lights  on  the  break,  but  I  am  not 
positive  there  were  no  tail  lights  on  the  pilot-engine. 
If  I  did  not  see  the  tail  lights  before  they  passed 
under  the  bridge,  I  cannot  see  them  again  for  nearly 
a  quarter  of  a  mile,  and  it  was  rather  hazy  last  night. 
After  the  train  passed  under  the  bridge,  I  was 
engaged  pulling  my  signals  off  for  the  up  local  line, 
and  I  did  not  look  further  to  see  if  the  pilot  had  tail 
lights  on.  When  the  goods  train  passed  my  box,  I 
could  see  tail  lights  on  the  break ;  but  those  on  the 
pilot-engine  being  lower,  I  could  not  see  where  I 
stood.  When  the  11.53  p.m.  South-Eastem  train 
passed  my  box,  I  noticed  that  it  had  two  tail  lights 
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burning  ;  of  this  I  am  not  in  any  doubt.    If  I  had  following  day  ;  and  as  I  was  waiting  there  for  the  up 

failed  to  observe  any  tail  lights  on  the  pilot-engine^  train,  I  sBkW  the  Soath-Eastem  passenger  train  ran 

it  would  be  my  duty  to  enter  a  remark  in  the  signal-  through.     When  on  the  up  platform,  I  looked  towards 

Ifox,  Sydenham  to  watch  the  arrival  of  the  train,  1 1.22  p.m. 

from  Victoria,  due  at  Forest  Hill  at  11.59.    I  did  not 

Edmund  Peely  guard,  but  was  acting  as  platform  see  any  red  lights.     The  night  was  clear.    I  noticed 

inspector  at  Forest  Hill  on  the  night  of  the  27th  the  South-Eastern  passenger  train  pass,  and  it  had 

February,  six  years  in  the  Company's  service,  states :  two  tail  lights  on,  one  on  each  side  of  the  upper  part 

I  did  not  see  the  South-Eastem  goods  train  pass  down,  of  the  break ;  both  were  burning.   After  the  train  had 

being  at  the  time  in  the  collector's  room.    I  came  on  passed,  I  heard  a  slight  noise,  which  sounded  like  a 

the  down    platform    as  the    11.40   p.m.   train  from  gauge  glass  or  tube  haying  bursted.    I  left  duty,  and 

London   Bridge  was   coming    into    the    station.      I  came  home  by  the  up  Crystal  Palace  train,  and  was 

attended  that  train,  and  came  across  to  the  up  plat-  not  aware  there  had  been  a  collision  until  the  following 

form  to  give  Mr.  Smith,  the  station-master,  a  letter,  day.     If  there  had  been  any  red  tail  lights  on  the 

He  was  at  the  south  end  of  the  shed  over  the  platform,  pilot-engine  I  shotM  have  seen  them.    I  could  see 

in  conversation  with  a  passenger.      Mr.  Smith  in-  the  red  light  of  the  11.22  up  train, 
structed  me  what  time  I  was  to  come  on  duty  the 

Conclusion. 

From  the  preceding  statements,  it  appears  that  the  South-Eastem  Company's 
11.20  p.m.  down  goods  train  from  Bricklayers*  Arms  station  to  Dover,  was  assisted 
on  the  night  of  the  27th  February  up  the  bank  from  New  Cross  to  Forest  Hill  station, 
by  a  South-Eastem  Company's  pilot-engine.  No.  63,  running  on  the  down  main 
line  with  the  tender  in  front,  at  the  rear  of  the  goods  train ;  and  while  the  goods  train 
continued  to  run  forward,  the  pilot-engine  slackened  speed,  and  finally  stopped  just 
opposite  to  the  Forest  Hill  station  up  home  or  rear  signals,  154  yards  south  of  the 
Forest  Hill  signal-box,  and  105  yards  south  of  the  trailing  points  of  the  cross-over 
road  by  which  it  would  have  to  cross  to  the  up  main  line,  in  ordw  to  return  to  the 
Bricklayers'  Arms  station,  where  on  arriving  it  would  have  finished  its  night's  work. 

It  appears  that  the  pilot-engine  was  not  seen  by  the  signalman  (West),  nor  by  the 
train  signal  clerk  (Fuller),  in  the  Forest  Hill  signal-box,  although  it  is  distinctly 
stated  that  both  looked  out  for  the  pilot-engine;  both  saw  the  tail  lights  on  the 
break- van  of  the  goods  train,  and  remarks  passed  between  them  as  to  the  unusual 
absence  of  the  pilot-engine.  This  goods  train  passed  the  signal-box  at  11.50  p.m.,  and 
"  line  clear  "  was  given  back  for  this  goods  train  to  the  signalman  at  No.  9  bridge  box 
at  11.51  p.m.,  while  the  pilot-engine  was  standing  on  the  down  main  line,  opposite 
to  the  up  home-signals. 

The  Brighton  up  mail  train  due  to  pass  Forest  Hill  station  at  11.55  p.m.,  was 
signalled  forward  from  Sydenham  at  11.57  p.m.,  and  this  train,  travelling  on  the  up 
main  line,  passed  Forest  Hill  station  at  11.59  p.m. 

The  next  train  signalled  was  the  11.40  p.m.  down  passenger  train  from  London 
Bridge,  which  was  running  on  the  down  local  line,  was  cleared  from  Forest  Hill 
signal-box  back  to  No.  9  bridge  signal-box  as  having  passed  at  12.4  a.m. 

This  down  train  was  followed  by  an  up  train,  11.63  p.m.  from  the  Crystal  Palace, 
signalled  on  from  Sydenham  at  12.4  a.m.,  and  forward  to  No.  9  bridge  signal-box 
from  Forest  HiU  at  12.7  a.m. 

The  next  train  signalled  was  the  11.53  p.m.  South-Eastem  Company's  down 
passenger  train  from  London  Bridge  (11.45  p.m.  from  Charing  Cross)  which  only  runs 
on  Thursdays,  which  was  signalled  on  from  No.  9  bridge  signal-box  at  12.5  a.m.,  and 
was  given  on  by  the  signalman.  West,  to  Sydenham  at  12.7  a.m.,  when  the  engine  of 
this  train  was  at  the  south  end  of  the  down  platform ;  the  station  signals  being  all  off 
for  this  train  to  run  through  Forest  Hill  station  without  stopping.  This  train 
consisted  of  an  engine  and  tender,  six  coaches,  and  one  break-van,  with  a  guard 
riding  in  it,  and  it  appears  to  have  been  running  at  the  rate  of  30  miles  an  hour 
when  the  driver's  attention  was  attracted  to  the  sound  of  a  whistle  from  an  engine  in 
front,  which  he  afterwards  foimd  came  from  the  pilot-engine,  and  the  collision  took 
place  almost  immediately.  The  driver  states  that  he  was  looking  on  the  local  road, 
thinking  it  was  an  engine  whistling  there,  until  he  caught  si^ht  of  the  funnel  of  the 
pilot-engine,  and  he  did  not  notice  any  lights  on  the  pilot-engme. 

When  he  first  heard  the  whistle  he  was  behind  the  weather  board,  and  after  he 
heard  it  he  looked  outside  of  the  weather  board,  on  the  left-hand  side  of  the  engine ; 
he  pulled  over  the  reversing  lever,  but  it  flew  back  out  of  his  hand  again,  and  he 
thinks  the  collision  took  place  while  he  was  in  the  act  of  doing  this ;  he  had  not  time 
to  shut  off  the  steam  before  the  collision  occurred,  when  he  was  knocked  down  by  the 
force  of  it,  and  was  seriously  hurt.  Neither  the  driver  of  this  train,  nor  his  fireman, 
saw  any  tail  lights  on  the  pilot-engine,  the  driver  stating  very  distinctly,  in  reply  to 
jny  questions,  that  he  T^fi(3  looking  out  for  the  signals  ahead  when  passing  through 
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Forest  Hill  station,  and  he  thought  if  there  had  been  tail  lights  on  the  pilot-engme 
standing  opposite  to  the  up  stop  signals  he  must  hare  seen  them  in  running  over  the 
^stance  (280  yards)  between  the  pmtform  and  the  spot  where  the  collision  occurred. 

The  line  is  on  a  curve  to  the  left  at  this  part,  and  the  Sydenham^  down  distant- 
signal,  for  which  the  driver  was  keeping  a  look-out,  would  be  seen  a  little  to  the  left 
of  the  spot  where  the  pilot-engine  stood.  The  driver  saw  the  Sydenham  down 
distant-signal ;  his  fireman  did  not,  but  he  was  riding  on  the  wrong  side  of  the  engine 
(the  right  side)  for  seeing  that  light. 

The  Eorest  Hill  station-master  and  a  passenger  were  standing  on  the  up  platform, 
the  latter  looking  out  and  waiting  for  an  up  train ;  both  declare  that,  no  red  lights 
were  to  be  seen  where  the  pilot-engine  was  standing  immediately  before  the  collision 
took  place. 

Similar  testimony  was  given  as  to  the  absence  of  taQ  lights  on  the  pilot-engine  by 
the  driver  and  fireman  of  the  Brighton  Company's  shunting  engine,  and  two  guards 
of  a  goods  train  who  were  engaged  with  them  at  New  Cross  station,  who  all  noticed 
the  pUot-engine  at  the  rear  of  the  South-Eastern  Company's  goods  train  as  it  passed 
that  station,  and  who  remarked  on  the  manner  in  which  "  oil  was  saved  **  on  the 
South-Eastem  Railway. 

The  signalman  on  duty  at  Brockley  station,  howevrer,  stated  that  the  pilot-engine 
had  tail  lights  on,  when  the  train  passed ;  but  his  testimony  was  contradicted,  or  rather 
weakened,  by  another  servant  of  the  Brighton  Company  asserting  that  this  signalman 
had  made  a  different  statement  when  first  questioned  on  the  subject ;  the  train  signal 
clerk  at  Brockley  confirmed  the  evidence  as  to  the  Brockley  signalman  having  varied 
in  his  statement,  but  he  also  said  that  there  were  tail  lights  on  the  pilot-engine  as  it 
passed  Brockley.  A  large  amount  of  testimony  was  forthcoming,  although  the  men 
were  not  brought  before  me,  as  to  the  fact  of  the  pilot-engine  having  had  tail  lights 
on  and  burning,  when  the  goods  train  left  the  Bricklayers'  Arms  station,  including 
that  of  the  driver  of  the  pilot-engine,  and  yet  such  evidence  would  not  prove  that 
these  lights  were  burning  at  the  time  the  collision  took  place  at  Eorest  Hill. 

I  should  state  that  the  effiect  of  the  collision  was  to  drive  the  pilot-engine  (which 

had  previously  been  put  into  slow  motion  by  the  driver  when  he  saw  the  11.53  p.m. 

passenger  train  approaching)  ahead,  and  it  stopped  with  the  passenger  train  rather 

more  than  460  yards  from  the  spot  where  the  pilot-engine  had  been  standing.    When 

the  engines  and  train  were  brought  to  a  standstill  no  vehicle  was  found  off  the  rails, 

but  the  wheel  of  some  vehicle  had  apparently  been  off  the  rails  inside  the  right  rail, 

and  had  broken  two  chairs,  had  struck  a  check  rail,  and  had  apparently  got  on  to  the 

rail  again  at  the  trailing  points  of  the  through  crossing  road  from  the  sidings  lying 

on  the  eastern  side  of  the  line  to  the  down  main  line.     The  driver  of  the  pilot-engine 

was  found  on  the  foot-plate  of  the  engine,  embedded  in  coals.     His  fireman  was  not 

with  the  engine  when  it  stopped,  and  lus  statement  of  what  had  occurred  is  as  follows : 

"  About  two  minutes  before  the  collision  took  place,  I  went  to  the  funnel  end  of  the 

**  engine  to  look  to  my  two  red  lights,  which  were  still  burning  all  right.     As  I  saw 

**  the  passenger  train  approaching,  I  called  out  to  my  mate  *  For  God's  sake  put  on 

"  steam,  there  is  a  train  coming ;  we  shall  be  smashed ;'  and  as  I  was  stepping  down 

"  from  the  engine  on  the  off  side,  the  collision  took  place,  by  the  force  of  which  I 

•*  was  shaken  and  fell  down.   I  got  up  and  ran  across  the  up  line ;  I  did  not  notice  an 

"  up  train  coming,  but  the  engine  of  an  up  local  train  caught  me  on  the  side  and 

"  knocked  me  up  against  the  pale  fencing.     I  laid  there  for  seven  or  eight  minutes, 

"  and  could  not  speak,  but  on  recovering  myself  I  made  for  the  signal  box  as  fast  as 

"  I  could,  and  called  out  to  the  signalman,  when  I  was  on  the  ground,  *  You  have 

"  done  a  nice  thing  for  us  to  night,'  he  said,  *Done  what?'  I  said,  ^  You  have  let  that 

"  train  run  into  our  engine ;'  he  replied,  ^  You  never  had  an  engine.'  "     He  also  informed 

me  "  that  the  tail  lamps  were  on  the  lamp  irons,  at  the  funnel  end  of  the  engine, 

"  and  that  both  were  burning,  showing  red  lights,  and  when  I  went  to  the  funnel  end 

"  of  the  engine  I  had  not  the  gauge  lamp  with  me.     It  was  brokbn  before  the 

"  collision  occurred,  the  red  glass  was  broken." 

This  is,  taken  altogether,  a  somewhat  remarkable  statement.  Two  lamps,  evidently 
those  belonging  to  the  pilot-engine,  were  found  nearly  opposite  to  the  spot  at  which 
the  collision  occurred,  one  near  the  wall  at  the  eastern  side  of  the  railway,  and  the 
other  at  the  western  side  of  the  railway  near  the  pale  fence.  The  gauge  lamp  was 
found  near  the  same  spot,  in  the  six  feet  space,  between  the  two  up  lines.  The 
two  tail  lamps  are  stated  to  have  been  on  the  lamp  irons  at  the  funnel  end  of  the 
pilot  engine,  and  they  are  said  to  have  been  found  on  the  ground  after  2  a.m.  The 
red  glasses  were   cracked,  and  they  were  otherwise  slightly  damaged.    I   cannot 
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understand  how  the  effect  of  the  collision  should  ha>ye  drawn  these  two  lamps  from 
the  lamp  irons,  and  thrown  one  a  considerable  distance  to  the  right  and  the  other 
just  as  far  to  the  left,  and  the  gauge  lamp  from  a  socket  on  the  foot-plate. 

The  pale  fence  against  which  this  man  states  that  he  was  knocked,  and  where  he 
laid  seven  or  eight  minutes,  is  about  five  or  six  yards  from  the  up  local  line,  and  the 
wires  from  the  signal-box  to  the  signals  stood  quite  close  to  the  up  local  up  line  and 
are  fixed  high  enough  to  have  thrown  him  down.  I  do  not  comprehend  how  a  man 
could  have  been  knocked  by  a  passenger  train  five  or  six  yards  across  a  cluster  of 
wires  against  a  pale  fencing  without  being  very  seriously  hurt. 

The  signalman  (West)  says  that  the  fireman  "came  back  opposite  to  his  box, 
about  a  minute^  it  might  be  a  little  more,  after  he  heard  the  noise  '*  (of  the  collision), 
and  the  conversation  took  place  to  which  I  have  already  referred. 

The  Brighton  up  mail  train  passed  at  11.59,  and  the  driver  of  the  pilot-engine 
admits  that  he  took  no  steps,  by  whistling  or  otherwise,  to  attract  the  attention  of  the 
signalman  to  the  fact  of  the  pilot-engine  being  there  and  waiting  for  permission  to 
return  to  the  Bricklayers*  Arms,  or  to  be  shunted  into  the  sidings.  He  and  his 
fireman  differ  as  to  the  practice  which  prevails  as  regards  whistling,  but  the  signalman 
states  that  they  more  frequently  whistle  than  omit  to  do  so.  The  collision  occurred 
about  12.7  or  12.8  a.m.,  and  there  was  therefore  abundant  time  for  the  pilot-engine 
to  have  crossed  to  the  up  main  Une  after  the  up  main  line  train  had  passed,  and  to 
have  gone  on  its  way  to  the  Bricklayers*  Arms  station  before  the  collision  took  place, 
if  the  driver  had  only  made  known  to  the  signalman  that  he  was  standing  there,  and 
waiting  to  return  or  to  be  put  into  the  sidings. 

As  the  result  of  a  careful  consideration  of  the  whole  of  the  evidence  placed  before 
me,  and  from  an  examination  of  the  Forest  Hill  station,  I  have  arrived  at  the  conclu- 
sion that  the  driver  of  the  11.63  p.m.  down  passenger  train  could  not  have  failed  to 
see  tail  lights  on  the  pilot-engiae,  if  he  had  been,  as  he  states  that  he  was,  keeping  a 
look-out  for  the  down  signals,  if  these  tail  lights  had  been  burning ;  and  I  infer  from 
this  man's  statement,  combined  with  the  evidence  given  by  the  signalman,  signal  clerk, 
station-master,  and  the  passenger,  Mr.  Pield,  that  the  pilot-engine  had  not,  when  it 
stopped  at  Forest  Hill  station,  any  tail  lights  burning.  I  think  it  probable  that  the 
fireman  went  to  the  funnel  end  of  the  engine,  taking  the  gauge  lamp  with  him,  for 
the  purpose  of  trimming  and  lighting  those  tail  lamps,  and  that  he  had  removed  them 
from  the  lamp  irons  for  the  purpose  of  doing  this  shortly  before  the  collision  happened. 
On  these  grounds  I  do  not  consider  that  the  signalman.  West,  was  to  blsune  for 
having  given  back  ^^  line  clear  *'  to  No.  9  bridge  box  after  the  goods  train  had  passed^ 
at  11.61  p.m. 

No  collision  need  have  resulted  from  the  absence  of  these  tail  lights,  if  the  driver 
of  the  pilot-engine  had  whistled  for  the  points  of  the  cross-over  road  to  be  opened  by 
the  signalman,  as  soon  as  the  Brighton  up  mail  train  had  passed  the  signal-box,  and 
hence,  in  my  opinion,  this  collision  was  entirely  due  to  the  acts  of  omission  of  the 
servants  of  the  South-Eastem  Railway  Company  in  charge  of  the  pilot-engine. 

To  avoid  a  repetition  of  the  same  kind  of  collision  in  future,  it  appears  to  me 
desirable  that  the  pilot-engine  should  be  stopped,  and  stand  just  south  of  the  points 
of  the  cross-over  road,  49  yards  south  of  the  Forest  Hill  signal-box,  and  the  driver 
should,  in  all  cases,  make  known  the  fact  of  his  standing  there,  to  the  signalman  in 
the  signal-box,  by  soimding  the  engine  whistle. 

This  collision  was  reported  to  the  Board  of  Trade,  by  the  South-Eastem  Railway 
Company,  on  the  day  after  it  occurred,  as  being  a  slight  one,  and  caused  through  a 
mistake  of  a  signalman;  that  only  two  or  three  passengers  complained,  and  that 
beyond  the  shock,  there  appeared  to  be  no  serious  injury ;  whereas  it  occurred  between 
a  passenger  train  travelling  at  30  miles  an  hour  and  a  pilot-engine  only  just  in  motion, 
and  it  is  impossible  to  read  the  statement  of  the  damage  done  to  the  two  engines  and 
to  four  out  of  seven  vehicles  of  which  the  passenger  train  was  composed,  together 
with  the  list  of  persons  injured,  36  in  number,  given  in  the  Appendix,  without  arriving 
at  the  conclusion  that  it  must  have  been  a  fearful  collision,  and  the  most  remarkable 
fact  connected  with  it  is,  that  it  was  not  attended  with  any  fatal  results. 

I  had  occasion  to  request  that  I  might  be  supplied  with  a  list  of  the  persons 
injured,  and  a  statement  of  the  damage  done  to  the  rolling  stock  in  this  collision,  which 
I  had  previously  asked  for  at  the  time  when  my  inquiry  was  held ;  and  when  this  list 
and  statement  were  first  sent  to  me,  the  list  of  the  persons  injured  did  not  include 
any  of  the  Company's  servants,  and  the  statement  of  the  damage  to  the  rolling  stock 
omitted  aU  reference  to  the  two  engines  which  came  into  colUsion  with  each  other, 
and  mainly  bore  the  shock.     I  returned  both  documents  to  be  made  complete,  and  on 
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again  receiving  them  I  find  that  only  two  out  of  the  five  servants  of  the  Company 
who  informed  me  that  they  were  hurt  on  this  occasion,  viz.,  the  driver  and  fireman 
of  the  passenger  train  engine,  are  mentioned,  and  the  names  of  the  driver  and  fireman 
of  the  pilot-engine,  and  the  guard  of  the  passenger  train,  are  omitted  from  this  list. 
The  dnver  and  guard  of  the  passenger  train  told  me,  22  days  after  the  collision  had 
taken  place,  that  they  had  not  then  been  enabled  to  return  to  their  work  on  account 
of  the  mjury  they  had  received. 

The  Board  of  Trade  do  not  inquire  into  all  accidents  and  collisions  which  are 
reported  to  them  to  have  occurred  by  the  railway  companies  concerned.  It  is  there- 
fore of  importance  that  correct  information  on  these  occasions  should,  as  far  as 
possible,  be  forwarded  to  the  Board  of  Trade,  to  enable  a  correct  opinion  to  be  formed 
as  to  the  necessity  that  exists,  or  otherwise,  as  regards  inquiring  into  the  circumstances 
which  have  led  to  such  particular  accident  or  collision, 

I  have,  &c., 

The  Secretary,  W.  ToliiAND, 

(Railway  Department,)  Colonel. 

Board  of  Trade. 
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South-Eastem  Eailwaj, 
Manager  and  Secretary's  Office, 
London  Bridge  Station,  S.E«y 
April  6th,  1879. 
I  AM  in  receipt  of  jour  letter,  dated  jester  la  j, 
and  have  added  the  names  of  the  engine-ckiver  ci  nd 
fireman  to  the  list  of  persons  injured. 

I  also  send  jou  a  statement  showing  the  dam%ge  to 
the  engines  and  tenders,  as  desired. 

I  am,  &c.. 
Colonel  YoUand,  John  Shaw, 

13,  Downing  St.,  S.W.  Manager  and  Secj. 


PABncuLABs  of  Dajcagb  to  Ekoinbs. 

Pilot  Engine,  No.  .63. 

Outside  and  inside  frames  bent  and  broken. 

Buffer  plank  and  buffers  broken  and  draghook  bent. 

Life  guards  broken. 

Front  plate  of  smoke-box  broken. 

Cjlinders  broken. 

Steam  chest  cover  broken. 

Hide  spindles  bent  and  the  glands  broken. 

Motion  bar  hanger  plate  bent. 

Boiler  shifted  f "  forward. 

Tube  plate  bent  smoke-box  end. 

Wing  plates  bent. 

New  angle  irons  required  leading  end  of  frames. 

Passenger  Train  Engine,  No.  113. 

Frames  and  angle  iron  bent. 
Buffer  plank  and  buffer  broken. 
Steam  chest  cover  broken. 
Hide  spindles  bent  and  the  glands  broken. 
Boiler  shifted  a  little,  and  the  angle  iron,  smoke' 
box  end,  sprung. 

The  following  Cabriagbs  were  Damaged  in  the 
Collision  at  Fobbst  Hill  on  the  27th  February 
1879.    , 


No. 

Claos. 

Description  of  Damage. 

875 

First 

Panels  broken,  buffer  blocks  da- 
maged, buffer  rods  and  step  irons 
bent,  and  bearing  springs  injured. 

LNo. 

Class. 

Description  of  Damage. 

1613 

863 
1586 

814 
1148 

First 

First 
Second 

Third 

99 

Off  the  line.  Two  headstocks,  two 
soles,  end  bars,  buffer  packings, 
bufier  casting,  step  boards  broken, 
buffer  rods  and  axle  guards  bent, 
bottom  sides,  end  bars,  end 
framing,  and  panelling  broken, 
and  iron  work  much  damaged. 

Body  pillars,  end  framing,  panels, 
one  step  board,  four  buffer  blocks, 
and  three  quarter  glasses  broken, 
axle  guards,  buffer  rods,  and  step 
irons  bent,  and  iron  work  injured, 
and  body  shifted  on  underframe. 

Body  yery  much  damaged,  two 
headstocks,  bu£^r  packings, 
corner  pillars,  standing  pillars, 
door  pillars,  and  three  quarter 
glasses  broken,  axle  guards  and 
buffer  rods  bent,  and  other  iron- 
work damaged. 

Axle  guards  injured. 

Side  springs  damaged  and  two 
doorway  plates  broken. 

List  of  Ikjurbd  Passengers  in  the  Collision  at 
Fobbst  Hill,  February  27th,  1879. 


John  Hulbert. 
H.  S.  Hubbard. 
Henry  Gower. 
Mrs.  Grower. 
George  Barber. 
J.  S.  Gainsford. 
John  Glenn. 
W.  Edmunds. 
F.  C.  Pawle. 
W.  Hanscomb. 
Mrs.  Hanscomb. 
E.  WilKams. 
E.  F.  Grafton. 
Sergt.  White. 
Mrs.  White. 
George  Frisch. 
Fredk.  Ford. 

Driver,  Brown. 


P.  T.  Edridge. 
A  G.  RusselL 
H.  E.  Omerod. 
Mrs.  J.  Bayliss. 
Mrs.  Jno.  Bayliss. 
William  Buxton. 
Miss  Ancubach. 
W.  C.  Kingston. 
W.  Maidment. 
H.  R.  Harris. 
Miss  L.  Pitcher. 
Miss  B.  Pitcher. 
Miss  E.  Hingston. 
W.  G.  Stevenson. 
C.  A.  Smith. 
A.  G.  Bandall. 
H.  Lawford. 

Fireman,  Barnard. 


Printed  copies  of  the  above  Beport  were  sent  to  the  London,  Brighton,  and  South  Coast  and  the  South-Eastem 

Railway  Compimies. 
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LONDON,  CHATHAM,  AND  DOVER  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  Whitehall,  London,  S.W.,  7th  February  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  27th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  accident  which  occurred  on  the 
26th  idtimo  to  a  passenger  train  at  the  Ludgate  Hill  station  of  the  London,  Chatham, 
and  Dover  Railway. 

One  passenger  complained,  at  the  time,  of  having  been  shaken,  but  it  is  thought 
that,  as  the  train  was  only  travelling  slowly  when  the  accident  occurred,  he  was  not 
seriously  hurt. 

A  thml-class  break-carriage  next  to  the  engine  had  an  end  panel  damaged,  and  a 
head-stock  broken,  and  the  buffers  bent.  A  second-class  carriage  had  a  side  spring 
and  a  step-board  broken ;  while  but  very  little  damage  was  done  to  the  engine  of  the 
train,  which  got  off  the  rails  at  a  pair  of  facing-points,  ran  across  the  north  end  of 
the  main -line  platform,  knocked  down  an  inspector's  box,  and  narrowly  escaped 
running  against  the  uprights  supporting  the  high  signal-box,  and  it  damaged  the  side 
walls  of  the  staircase  leading  to  the  platform  from  below,  and  did  considerable  damage 
to  the  permanent-way. 

Description. 

There  are  four  lines  of  railway  at  the  Ludgate  Hill  station,  numbered  from  1  to  4. 
Nos.  1  and  2  run  on  the  western  and  eastern  sides  of  what  is  called  the  Metropolitan 
platform,  or  the  Western  Island  platform  of  two  which  are  at  the  station,  and 
Nos.  3  and  4  lines  run  on  the  western  and  eastern  sides  of  the  main  line  platform, 
which  is  to  the  east  of  the  Metropolitan  platform. 

About  46  yards  north  of  the  signal-box  at  the  north  end  of  the  station,  at  the  south 
end  of  the  under-bridge  which  crosses  Ludgate  Hill,  there  is  a  pair  of  facing-points 
on  No.  4  or  the  eastmost  line  of  rails,  for  a  through  crossing  line  to  No.  2  line  of  rails 
on  the  eastern  side  of  the  Metropolitan  platform,  and  30  yards  further  south  there 
is  a  second  pair  of  focing-points  on  this  through  crossing  line,  for  connecting  it  with 
No.  3  line  of  rails.  The  accident  commenced  at  the  facing-points  on  No.  4  line  of 
rails.  These  facing-points  are  worked  from  the  signal-box,  and  they  are  provided  with 
a  locking-bar  plac^  in  front  of  them,  to  prevent  the  signalman  from  moving  them 
while  a  train  is  in  the  act  of  passing  over  them.  But  there  is  no  facing-point  lock,  by 
which  the  tongues  of  the  points  are  securely  fastened,  close  to  the  stock-rails,  on 
either  side. 

I  am  not  aware  how  it  happened  that  this  pair  of  facing-points  was  not  properly 
secured  with  a  facing-point  lock  when  this  part  of  the  station  was  opened  for  traffic 
in  1874 ;  but  I  noticed  when  trying  them  last  week  that  there  was  a  considerable 
amount  of  spring  in  these  points,  so  that  if  a  small  stone,  or  bit  of  iron,  or  dirt  got  in 
between  the  tongue  and  the  stock-rail,  the  lever  in  the  signal-box  might  probably  be 
got  into  its  proper  notch  when  these  points  were  not  quite  close  to  the  stock-rail. 

JEhidence. 

Alfred  Youngs  eDgine-driver  five  years,  and  over  12  had  got  off  the  rails.     My  mate's  break  had  been  on 

years  in  the Conipany's'service,  states:  I  was.driymg  the  for  the  purpose  of  stopping  at  the  station*   and  I 

12.5  a.m.  down  passenger  train  from  Holborn  Viaduct  reversed  the  engine,  but  did  not  turn  on  the  steam,  and 

station  to  the  Crystal   Palace  on   the  25th  instant,  the  engine  got  entirely  off  the  road,  ran  across  the 

My  train  consisted  of  a  tank-engine,  running  with  the  west  wall  of  the  staircase   at  the  north  end  of  the 

chimney  in    front,  and  10  carriages,   including    two  platform,  and  the  leading  wheels  of  the  engine  dropped 

break-carriages.  I  was  travelling  on  No.  4  road,  until  down  into  the  staircase,  knocked  down  the  inspector's 

I  reached  the  &cing-points  north  of  Ludgate  Hill  hut,  and  the  buffers  of  the  engine  fouled  No.  4  i-oad 

station,  whence  there  is  a  through  crossing  to  No.  2  on  the  opposite  or  east  side  oithe  main-line  platform, 

road,  at  the  rate  of  about  four  or  five  miles  an  hoar  and  the  engine  stopped  there.     We  had  left  Holborn 

when  I  reached  the  facing-points.    I  felt  a  little  shake  Viaduct  at  12.7  a.m.,  about  two  minutes  late,  and  this 

or  jolt  as  I  was  passing  over  those  points, — ^there  is  happened  about  1 2.8  a.m. 
always  a  little  shake  in  passing  over  them,  more  or 

less,— «nd  when  we  got  t)  the  second  pair  of  facing-  William  Standing,  fireman  to  A.  Young,  15  months 

points,when  our  speed  had  been  reduced  for  the  purpose  a  fireman,  and  nearly  four  years  in  the  Company's 

of  stopping  at  the  Metropolitan  platfprm^  the  jolting  service,  states :  I  confirm  the  driver's  statement,  which 

or  shaking  had  increased,  and  I  thought  the  engine  has  been  read  over  to  me. 
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Robert  Padfield,  signalman  20  years,  and  18  jears  WUUam  MUlSf  Engineer  in  Chief  to  the  London, 
in  the  signal-box  at  the  north  end  of  Ludgate  Hill  Chatham,  and  Dover  Railway  Company,  states :  I 
station,  states :  I  was  on  duty  on  the  night  of  the  examined  the  road  about  noon  on  the  26th  instant,  at 
24th  and  25th  instant,  and  about  12.6  a.m.  1  received  which  time  No.  4  road  was  again  in  working  order, 
a  telegraphic  signal  for  the  12.5  a.m.  down  passenger  I  noticed  that  the  left-hand  tongue  of  the  facing-points 
train  from  Holborn  Viaduct  to  the  Crystal  Palace  on  No.  4  road  had  clearly  been  struck  by  some  wheel, 
from  the  Holborn  station  box.  I  accepted  that  and  the  left  wheel  had  run  for  some  distance  on  the 
signal,  passed  it  on  to  the  signalman  at  the  south  top  of  the  tongue  and  on  the  succeeding  rail,  and  had 
signal-box,  and  then  put  the  road  right  for  the  train  then  dropped  off  outside  the  rail.  The  right-hand 
to  cross  from  No.  4  to  No.  2  roa^  the  north  pair  wheel,  after  travelling  between  the  stock-rail  and  the 
of  facing-points  being  shifted  by  No.  11  lever,  and  right  tongue  of  the  facing-points,  had  bent  the  rail 
the  second  pair  of  facinff-points  being  shifted  by  inwards,  the  rail  succeeding  to  the  right  point  rail ; 
lever  No.  3.  As  the  engine  was  passing  over  the  the  two  wheels  then  continued  to  run,  one  outside  the 
&cing-points  which  are  shifted  by  No.  11  lever  I  left  rail  of  the  through  crossing  road,  and  the  other 
had  my  hand  on  it,  and  I  felt  the  lever  jerked,  inside  the  right  rail  of  the  through  crossing  road, 
I  thought  the  engine  had  struck  the  points.  I  was  and  they  appeared  to  have  continued  to  run  in  that 
watching  the  train  all  the  time,  and  saw  the  engine  position  until  they  reached  the  nest  of  crossings  close 
jump  as  it  was  coming  towards  me.  I  was  in  the  to  No.  2  road,  where  the  leading  wheels  of  the  engine 
signal-box  at  the  time.  The  train  was  coming  in  a  diverged  sharply  off  to  the  left,  and  ran  across  the 
little  faster  than  usual.  I  did  not  see  the  engine  platform  and  staircase  as  described  by  the  engine- 
get  right  off  the  rails.  After  the  accident  had  driver,  narrowly  escaping  running  against  the  uprights 
happened  I  took  my  lamp  and  went  down  to  the  of  the  signal-box.  There  is  no  doubt  that  the  facing- 
points,  and  I  saw  that  the  left  tongue  of  the  facing-  points  must  have  been  slightly  open,  or  the  tongue 
points  had  been  struck  by  some  wheel,  but  that  could  not  have  been  hit  I  had  tried  them,  and  they 
tongue  was  then  lying  as  close  as  could  be  to  the  closed  properly.  I  cannot  say  what  caused  them  to 
stock-rail.  I  could  not  try  the  points,  as  the  engine  remain  open.  They  were  not  fitted  with  a  &cing- 
had  got  among  the  rods.  The  coach  next  to  the  point  lock,  although  there  was  a  locking-bar  in  front 
engine  was  either  partly  or  wholly  off  the  rails,  I  of  them,  and  in  working  order.  We  are  preparing 
am  not  certain  which.  Nos.  4,  3,  and  2  'roads  were  a  new  signal-box,  and  then  all  the  facing-points  at 
all  blocked,  and  No.  4  roadway  was  cleared  about  the  station  will  be  provided  with  facing*point  locks 
7*40  a.m.  for  the  down  boat  train.  and  locking-bars. 

Conchmon. 

From  the  preceding  statements  it  appears  that  as  the  12.6  a.m.  down  passenger 
train  from  Holborn  Viaduct  station  to  the  Crystal  Palace  on  the  26th  ultimo,  which 
consisted  of  a  tank-engine,  running  with  the  chimney  in  front,  and  10  carriages,  including 
two  break-carriages,  was  traveling  south,  along  No.  4  road,  at  the  estimated  rate  of 
four  or  five  miles  an  hour,  a  left  wheel  of  the  engine,  probably  the  left  leading  wheel, 
struck  the  left  tongue  of  the  facing-points  at  the  commencement  of  the  through 
crossing  road,  aud  heavily  marked  it,  mounted,  and  ran  along  the  left  point  rail  and 
the  rail  next  south  of  it,  and  then  dropped  oflF  outside  that  mil,  continued  to  run  for  a 
short  distance  off  the  rails,  and  then  swerved  round  to  the  left  and  passed  diagonally 
across  the  staircase  at  the  north  end  of  the  main-line  platform,  broke  down  tiie  side 
wall  of  the  staircase,  and  knocked  down  an  inspector's  box,  and  finally  stopped  with 
the  buffers  foul  of  No.  4  road,  which  it  had  quitted  at  the  facing-points  before  referred 
to.  Two  carriages  are  stated  to  have  also  left  the  rails,  and  Nos.  2,  3,  and  4  lines  were 
all  blocked. 

The  accident  was  evidently  occasioned  by  those  facing-points  not  being  in  their 
proper  position,  with  the  left  tongue  close  to  the  left  stock-rail,  at  the  moment  when 
the  wheel  of  the  engine  struck  the  left  point  rail,  but  the  points  evidently  at  once 
closed  to  the  stock-rail  immediately  after  the  engine  had  passed  over  them,  as  the 
carriages  at  the  after  part  of  the  train  did  not  leave  the  rails  of  the  through  crossing 
road.  The  accident  probably  would  not  have  occurred  if  those  facing-points  had  been 
provided  with  a  facing-point  lock. 

The  Company's  engineer,  Mr.  Mills,  stated  that  they  were  preparing  a  new  signal- 
box  to  supersede  the  present  one  at  the  north  end  of  the  station,  and  when  that  is 
brought  into  use  all  the  facing-points  at  the  station  will  be  provided  with  facing-point 
locks  and  locking-bars. 

I  have,  &c., 

The  Secretary,  ^  W.  Tolland, 

(Railway  Department,)  Board  of  Trade.  Colonel. 

Printed  copies  of  the  above  Beport  were  sent  to  the  Company  on  the  22nd  February. 
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LONDON,  CHATHAM,  AND  DOTER  EAILWAT. 

Board  of  Trade  (Bailway  Department), 
13,  Downing  Street,  London,  S.W., 
Sib,  14th  February  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  28th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred  on 
that  date,  between  two  down  passenger  trains,  at  the  Snow  Hill  station  of  the  London, 
Chatham,  and  Dover  Railway. 

I  was  informed  that  six  passengers  in  the  trains  had  complained  of  having  been 
shaken  on  this  occasion,  but  the  collision  is  stated  not  to  have  been  of  a  serious 
character. 

A  coupling-shackle  and  side-chain  were  broken  in  No.  80  second-class  carriage  in 
the  leading  train,  and  three  draw-bars  of  two  first  and  one  second  class  carriage  in  the 
following  train  were  broken. 

Description. 

Snow  Hill  station  is  situated  just  above  the  junction  of  the  lines  from  Farringdon 
Street  and  Aldersgate  Street  stations.  It  is  on  a  steep  incline  on  the  line  between 
Ludgate  Hill  and  Farringdon  Street  stations. 

The  Snow  "Hill  junction  signal-box  is  in  the  fork  between  the  lines  to  Farringdon 
Street  and  Aldersgate  Street,  and  about  75  yards  from  the  lower  end  of  the  Snow 
Hill  up  platform  on  one  side,  and  15  yards  from  the  mouth  of  the  tunnel  on  the  line 
from  Aldersgate  on  the  other  side.  The  up  platform  at  the  station  (as  far  as  the 
line  from  Aldersgate  Street  is  concerned)  is  protected  by  an  up  stop  semaphore-signal, 
placed  about  20  yards  nearer  to  the  platform  than  the  signal-box,  and  by  a  disc- 
signal further  back,  on  the  groimd,  between  the  up  and  down  lines  in  the  tunnel  on 
the  line  from  Aldersgate  Street,  and  at  the  distance  of  about  110  yards  from  the  up 
semaphore  stop-signal,  to  which  it  acts  as  a  repeating  signal,  both  being  worked  1^ 
the  same  lever  in  the  signal-box.  The  levers  of  the  points  and  signals  in  the  signal- 
box  are  properly  interlocked  with  each  other,  so  that  up-signals  cannot  be  given 
for  the  passage  of  up  trains  from  Farringdon  Street  and  from  Aldersgate  Street 
stations  at  the  same  time.  I  was  informed,  when  the  line  from  Aldersgate  was 
submitted  for  inspection  prior  to  its  being  opened  for  traffic,  that  it  was  intended  to 
allow  two  up  trains  to  approach  the  Snow  Hill  junction  at  the  same  time,  and  I 
pointed  out  that  it  was  ob3ectionable,  and  trusted  that  it  might  not  lead  to  coU^ions. 

Umdence. 

John  BcUCy  head  guard  of  the  9.28  a.ni.  London,  following  train,  neither  before  feeling  the  jerk  nor 

Chatham,  and  Dover  passenger    train  from  Hendon  afterwards, 
to  Victoria  station  on  the  28th  instant,  seven  years 

a  gnard,  states  :  My  train  consisted  of  a  tank-engine,  fValtef  Bennett  Holme^  under-guard  of  the  9.28  a.m. 

No.  107,  and  ten  coaches,  including  two  break  car-  train  from  Hendon  to  Victoria,  states  :  I  rode  in  the 

riages.     We  lefl  Hendon  at  the  proper  time  and  last  carriage.    We  stopped  at  about  10.15  a.m.  at  the 

reached  Snow  Hill  station  at  10.15  a.m.    I  rode  in  Snow  Hill  station,  and  the  carriage  in  which  I  was 

)he  front  break-carriage,  and  we  got  the   signal  to  cleared  the  trailiug-points  of  the  junction  from  the 

start  at  10.16  a.m.     We  had  cleared  the  points  at  line  from  Moorgate  Street    station  by  about  a  car- 

the  junction  when  the  train  stopped  at  the  station,  riage  length,  or  perhaps  a  little  more.   We  stopped 

The  starting-signal  is  always  off  when  we  are  allowed  about  a  minute  before  we  started  for  Ludgate  Hill, 

to  run  into  Snow  Hill  station,  and  when  the  signal  and  after  we  had  started,  I  saw  a  train  coming  from 

to  start  was  given  by  the   ticket-collector  on    the  Aldersgate  Street  station.      After  I  had  given  the 

platform  the  train  at- once  began  to  move  ahead.     We  signal  to    start  in  the    ordinary  way  I  got   on  the 

had  moved  ahead  about  three  carriage  lengths  when  step  of  my  break,  and  on  looking  round  I  saw  the 
I  felt  a  jerk,  but  I  did  not  know  what  caused  it,  and    '  Moorgate  Street  train  just  coming  out  of  the  mouth 

on  looking  back  I  found  that  the  carriage   behind  of  the  tunnel.    I  believe  the  steam  was  then  on.     I 

that  in  which  I  was  riding  had  broken  away ;  that  did  not  look  to  see  how  the  stop-signal  stood.     I  did 

the    screw-coupling  between  my  carriage  and  that  not  hear  any  whistle  from  the  engine  of  that  train, 

next  to  it  had  broken.     The  draw-bar  of  my  carriage  and  as  soon  as  I  saw  that  train  I  got  off  my  break 

was  drawn  out,  and  the  side-chains  were  also  broken,  on  to  the  platform  and  ran  towards  the  coming  train, 

and  the  after  part  of  the  train  was  running  back,  and  I  did  not  get  as  far  as  the  end  of  the  platform  before 

ran  against  an  engine  of  a  following  train  which  was  the  engine  passed  me.     I  held  up  my  hands  against 

then   alongside  of   the  platform.     The  engine    was  the  coming  train,  and  as    the  engine  passed   me  I 

standing  still  when  the  carriages  ran  back  against  it.  thought  the  driver  and  fireman  were  doing  all  they 

I  had  not  heard  any  whistle  from  the  engine  of  the  could  to  stop  their  train.    The  steam  was  not  on  as 
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the  engine  passed  me.  The  fireman  ap^i^ed  to  be 
patting  on  the  engine-break  as  he  passed  me.  I  do 
not  know  whether  the  engme  was  reversed  or  not. 
I  heard  no  whistle  from  that  engine.  I  did  not  see 
the  guards  of  that  train  until  afterwards.  I  think 
my  train  must  have  run  ahead  about  three  carriage 
lengths  before  the  coming  engine  overtook  and  ran 
into  it.  The  coming  train  was  running  at  the  usual 
rate  at  which  the  station  is  entered.  Nothing  in  my 
train  was  knocked  off  the  road  by  the  following 
engine. 

WUliam  Cooper^  signalman  between  seven  and  eight 
years,  and  two  yef^rs  in  the  Snow  Hill  junction 
signal-box,  states :  I  came  on  duty  on  the  morning 
of  the  28th  instant  at  7.15  a.m.,  my  appointed  time 
being  7  o'clock.  As  soon  as  the  9.28  a.m.  passenger 
train  from  Hendon  to  Victoria,  which  is  due  at  my 
box  at  10.3  a.m.,  passed  at  10.15  a.m.,  I  put  up  the 
signals  behind  it.  I  had  received  **  line  clear "  from 
Ludgate  Hill  for  the  Crystal  Palace  train,  which 
preceded  the  train  from  Hendon,  at  10.7  a.m.,  and  I 
received  the  signal  from  Farringdon  Street  for  the 
Hendon  train  at  10.13  a.m.,  and  I  sent  it  on  at  once 
to  Ludgato  Hill.  1  received  a  telegraphic-signal  from 
the  Aldersgate  Market  signal-box  at  10.14  a.m.  for 
a  train  leaving  there  at  that  time,  as  I  had  previously 
given  "  line  clear  "  to  Aldersgate  Market  signal-box 
for  a  train  to  come  on.  The  up-signals  on  the  branch 
from  Moorgate  Street  and  Aldersgate  Market  were 
both  on  at  **  danger "  to  the  best  of  my  belief.  The 
ground  disc-signal  in  the  tunnel  is  used  as  a  stop- 
signal  and  repeats  the  semaphore-signal  on  the  post 
close  to  my  box ;  it  is  supposed  to  do  so.  I  did  not 
hear  any  whistle  for  the  train  coming  from  Aldersgate 
Market  signal-box.  I  noticed  that  the  up  semaphore- 
signal  close  to  my  box  stood  at  "danger"  as  that 
train  passed  my  box.  I  did  not  go  out  of  my  box 
to  see  how  the  ground  disc-signal  stood  when  the 
semaphore-arm  of  the  stop-signal  stood  at  "  danger." 
There  was  a  fitter  in  my  box  at  the  time,  and  I*  sent 
him  down  to  the  ground  disc-signal  to  see  bow  it  stood^ 
1  did  not  touch  the  lever  that  moves  the  up  sema- 
phore and  ground  disc  stop-signals  before  the  fitter 
got  to  the  spot.  The  fitter  went  at  once  and  returned 
to  the  signal-box,  and  told  me  that  the  signal  show^ 
a  beautiful  red  light,  and  that  it  was  tamed  against 
the  driver  of  the  train  which  had  run  past  my  box, 
and  the  semaphore-signal  was  at  "  danger.?  The  fitter 
is  employed  to  look  after  and  attei^  to  the  signals. 
I  could  not  see  nor  hear  that  any  breaks  were  put 
on  as  the  train  passed  me.  I  cannot  say  whether 
the  steam  was  on  or  off.  I  had  not  any  down  train 
from  Ludgate  Hill  to  Moorgate  Street  about  that 
time.  The  last  down  train  to  Moorgate  Street  passed 
the  Snow  Hill  junction  box  at  10.6  a.m.,  and  the  last 
down  train  to  Farringdon  Street  passed  the  box  at 
10.14  a.m.  The  signal  for  the  next  down  train  to 
Moorgate  Street  was  received  at  10.54,  and  the  train  left 
at  10.58,  and  I  got  *'  line  clear  "  from  the  Aldersgate 
Market  signal-box  at  10.59  a.m.  I  had  not  moved 
the  lever  No,  9  that  shifts  the  trailing-points  at  the 
junction  at  the  north  end  of  the  Snow  Hill  station, 
before  the  train  from  Moorgate  Street  ran  through 
them  and  damaged  them. 

William  Birch,  signal-fitter,  five  years  in  the 
Company's  service,  states  :  I  was  in  the  Snow  Hill 
junction  signal-box  before  10  a.m.  on  the  28th  instant. 
The  signalman  called  my  attention  after  the  engine 
of  the  train  had  passed  his  box,  and  the  front  carriage 
in  the  train  was  opposite  the  stop-signal,  which  was 
well  on  at  "  danger "  against  the  up  train.  I  mean 
the  semaphore-signal.  I  did  not  hear  any  whistle 
from  the  engine-driver.  I  did  not  notice  whether 
any  breaks  were  on.  The  signalman  called  me,  and 
asked  me  to  look  at  the  train  running  past  the 
**  danger  "  signal.  I  got  up  off  my  knees,  looked  out, 
and  saw  that  the  signal  was  on  at  **  danger,"  frdl  on 
at  *^  danger.^/  The  signalman  also  added  that  the 
train  would  run  through  his  trailing-points,  and  be 


into  the  train  at  die  Snow  Hill  station.  I  did  not 
notice  how  the  lever  stood  that  moved  those  p(»nts. 
He  then  told  the  boy  who  books  the  entries  in  the 
train  record  book  to  go  out  and  tell  the  driver  of  the 
train  not  to  set  back,  or  he  would  be  thrown  off  the 
road.  The  boy  went,  and  I  followed  him  out  of  the 
box,  and  ran  up  the  tunnel  to  look  at  the  ground  disc 
in  the  tunneL  I  saw  the  back  light  some  consider- 
able distance  before  I  got  to  it.  The  back  light 
showed  a  green  light.  I  ran  past  the  ground  disc  to 
make  sure,  and  I  turned  round  towards  it,  and  walked 
hack  for  some  distance,  and  it  was  showing  a  good 
red  light.  I  only  walked  a  short  distance  in  the 
tunnel  before  I  saw  the  back  light  of  the  ground  disc- 
signal, not  so  far  as  the  down  distant-signal  worked 
from  the  Aldersgate  Market  signal-box.  I  was  not 
more  than  20  yards  back  from  the  signal-box  before 
I  saw  the  back  light  of  the  ground  disc-signal,  and 
that  signal  was  not  moved  until  I  got  to  the  other 
side  of  it,  and  I  saw  how  it  showed  towards  an  up  train 
firom  Moorgate  Street. 

Manuel  Laundon,  signal-fitter,  states :  I  looked  at 
the  trailing-points  of  the  two  up.  lines  at  the  junction 
at  the  north  end  of  Snow  Hill  station  six  or  seven 
minutes  after  the  collision  had  taken  place,  and  they 
stood  open  about  three-quarters  of  an  inch,  so  that 
on  one  side  they  would  not  close  to  the  stock  rail. 
The  connecting-rod  that  worked  the  points  from  the 
signal-box  was  slightly  bent.  The  connecting  rod 
between  the  two  tongues  or  switches  of  the  points 
was  not  bent.  The  damage  to  the  points  was  done 
by  the  engine  running  through  them  while  the  levers 
were  fastened  in  the  notches  in  the  frame  of  the 
signal-box  for  the  straight  road  from  Farringdon 
Street  station.  The  carriages  had  been  set  back 
before  I  got  to  the  spot,  and  two  of  them  were  off 
the  road ;  they  were  the  fourth  and  fifth  coaches  from 
the  engine. 

Philip  Martin,  signal-boy,  states:  lam  13  years  of 
age.  I  make  all  the  entries  in  the  train  telegraph 
signal  book.  I  was  in  the  Snow  Hill  signal-box  on 
the  morning  of  the  28th  inst.  I  saw  the  ti-ain  from 
Moorgate  Street  for  Clapham  junction  run  past  the 
signal->box.  I  have  been  employed  there  about  seven 
months.  I  know  when  signals  are  on  or  off.  I  saw 
that  the  semaphore-signal  close  to  the  signal-box  was 
on  at  "  danger  "  when  the  train  from  Moorgate  Street 
for  Clapham  junction  was  passing  the  signal.  I  did 
not  hear  any  whistle  from  that  train.  The  points 
moved  by  No.  9  lever  were  right  for  a  train  to  come 
from  Farringdon  Street,  and  they  were  not  shifted 
after  the  train  from  Farringdon  Street  had  passed  in 
to  Snow  Hill  station.  When  the  train  from  Moorgate 
Street  station  had  passed  the  Snow  Hill  junction 
signal-box,  the  signalman  sent  me  to  tell  the  driver 
of  the  train  not  to  set  back,  because  it  would  be 
thrown  off  the  road,  but  before  I  got  out  of  the 
box  the  driver  had  begun  to  set  back.  Some  part  of 
the  train  stood  on  the  rails  between  the  signal-box 
and  the  points.  The  movement  of  the  train  back- 
wards commenced  after  I  was  told  to  go  to  the  driver. 

1  went  out  of  the  box  as  far  as  the  rails,  but  was 
called  back  by  the  signalman. 

James  Cook,  engine-driver  14  years,  and  18  years 
in  the  service  of  the  Company,  states :  I  was  driving 
tank-engine  No.  63,  with  10  vehicles  attached,  d^ 
^hich  two  were  break-carriages  for  the  passenger 
train,  from  Moorgate  Street  station  to  Clapham 
junction,  on  the  28th  instant.  I  left  Moorgate  Street 
station  at  the  appointed  time,  10.7,  stopped  at  Aiders- 
gate  Street  station,  and  as  I  approached  Snow  Hill 
station  the  ground  disc-signal  showed  a  green  light, 
and  I  then  sounded  the  small  whistle  for  the  guard  to 
take  off  his  break,  and  the  semaphore-signal  was  on 
at  "  danger."  When  I  saw  the  signal  at  "  danger  "  I 
tapped  ^e  guards'  .whistle  first — the  big  whistle,  and 
then  I  reveraed  my  engine  and  turned  the  steam  on. 
My  mate  put  the  break  on  directly  I  told  him.    I  dicL 
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not  floimd  the  whistle  for  the  guards'  breaks.  I  had 
reversed  mj  engine  as  I  was  coming  out  of  the  tnnnel, 
just  before  coming  out,  and  I  think  I  might  be 
running  about  two  miles  an  hour  when  I  ran  into  the 
train  in  front  That  train  was  just  moving  ahead,  and 
the  last  vehide  of  the  train  in  front  was  about  three 
carriage  lengths  from  the  north  end  of  the  platform 
when  my  engine  struck  it.  I  think  the  train  in  front 
was  about  two  or  three  carriage  lengths  ahead  when 
it  began  to  run  back  towards  mj  engine,  and  I  then 
told  my  fireman  to  take  off  his  break,  so  as  to  allow 
my  train  to  drop  back  a  little.  I  did  not  notice  how 
the  trailing-points  of  the  junction  stood  as  we  ran  into 
the  Snow  Hill  station.  I  had  my  engine  to  attend  to, 
and  we  dropped  back  about  two  lengths  of  a  carriage, 
as  near  as  I  could  guess.  Two  of  the  carriages,  the 
fourth  and  fifth  firom  the  engine,  got  off  the  rails  as 
my  train  backed.  Both  were  between  the  points  and 
the  signal-box  when  the  train  stopped ;  they  got  off 
to  the  left  in  running  back.  I  don't  know  what 
threw  them  off.  I  did  not  observe  the  state  of  the 
points,  nor  how  they  stood.  I  have  never  found  the 
ground  disc  and  the  semaphore  signal  difi*er  before. 

Daniel  Wood^  fireman  to  James  Cook,  four  years  a 
fireman  and  10^  years  in  the  Company's  service :  I 
confirm  the  driver's  statement,  which  has  been  read 
over  to  me.  I  did  not  see  the  semaphore-signal  by 
the  signal-box. 

Robert  PFUkinson,  head  guard  of  the  10.7  a.m. 
train  from  Moorgate  Street  station  to  Clapham  junc- 
tion on  the  28th  instant,  nearly  six  years  a  head 
guard,  and  12  years  in  the  Company's  service,  states : 
I  rode  in  the  front  break-carriage  next  the  engine. 
I  was  on  the  look-out  as  we  approached  Snow  Hill 
station.  I  was  looking  out  on  the  left  side.  The  ground 
disc-signal  showed  a  green  light.    I  did  not  see  the 


semaphore-signaL  I  think  we  might  be  running  four 
or  five  miles  an  hour  when  the  collision  took  place. 
My  break  was  slightly  on  before  we  reached  the  ground 
disc-signal,  and  the  driver  opened  the  small  whistle 
for  my  break  to  be  taken  ofi*.  It  was  not  the  whistle 
that  is  usually  sounded  for  the  guard  to  put  on  the 
breaks.  I  did  not  see  how  the  points  lay  as  we  ran 
into  the  Snow  Hill  station.  I  did  not  do  anything 
while  my  train  was  being  set  back  b^  the  engine- 
driver  after  we  had  struck  the  train  in  front.  1  don't 
know  what  threw  the  two  carriages  off  the  rails,  but 
I  suppose  they  got  off  at  the  points.  I  tried  to  see 
the  state  of  the  points,  but  could  not  do  so.  I  never 
knew  the  disc-signal  differ  from  the  semaphore-signaL 
I  am  not  certain  whether  I  heard  the  large  whistle 
sounded  at  alL  I  certainly  did  not  hear  it  mitil  we 
got  out  of  the  tunneL 

Frederic  Rhyme^  under-guard  of  the  10.7  ajD.  train, 
34  years  a  guard,  and  six  years  in  the  Company's  ser- 
vice, states:  I  rode  in  the  last  break-carriage,  and 
was  on  the  look-out  on  the  right  side  of  the  train. 
The  ground  disc-signal  was  showing  a  green  light, 
and  my  break  wincbw  was  three  or  four  yards  m>m 
the  ground  disc-signal  when  I  saw  that  green  light. 
The  semaphore-signal  was  on  at  ^^  danger."  My  break 
was  just  a  little  on  before  we  reached  the  ground  disc- 
signal, and  I  took  my  break  off  when  the  driver 
opened  the  small  whistle,  and  I  was  putting  my  break 
on  again,  when  we  came  into  collision  with  the  other 
train,  when  we  might  be  running  about  three  or 
four  miles  an  hour.  I  did  not  hear  the  driver  whistle 
for  the  guards'  breaks  at  all  by  the  large  whistle. 
My  carriage  stopped  opposite  to  the  signal-box,  when 
I  got  out  of  my  break.  I  did  not  look  back  to  see  how 
the  signals  stood.  I  have  never  known  the  ground  disc 
and  the  semaphore  signals  show  different  signals 
before. 


ConcUmon. 

From  the  preceding  statements  it  appears  that  the  9.28  a.m.  London,  Chatham,  and 
Dover  Company's  passenger  train,  from  Hendon  to  Victoria  station,  consisted  on  the 
28th  January  of  a  tank-engine  and  10  coaches,  including  two  break-carriages,  and  it 
reached  Snow  Hill  station  at  10.15  a.m.  and  started  to  leave  it  at  10.16  a.m.  It 
further  appears,  that  in  the  act  of  starting  the  screw-coupling  and  the  side  chains 
between  the  first  and  second  carriages  were  broken,  and  the  diuw-bar  of  the  leading 
carriage  was  drawn  out,  and  the  after  part  of  the  train  began  to  run  back,  and  the 
rear  break-carriage  came  into  slight  collision  with  the  engine  of  the  10.7  a.m. 
passenger  train  from  Moorgate  Street  station  to  Clapham  junction,  which  was  just 
then  entering  Snow  Hill  station. 

The  train  from  Moorgate  Street  to  Clapham  junction  also  consisted  of  a  tank- 
engine  and  10  vehicles,  including  two  break-carriages  at  the  front  and  rear  of  the 
train,  with  a  guard  riding  in  each ;  and  the  driver  of  that  engine  states  that  when  the 
train  in  front  began  to  run  back  towards  his  engine  he  told  his  fireman  to  take  off 
his  break  so  as  to  allow  his  train  to  drop  back  a  little,  and  when  dropping  back,  or 
setting  back,  the  fourth  and  fifth  carriages  in  the  train  got  off  the  rails  at  the  junction 
points,  which  had  been  run  through  and  damaged  by  this  train  from  Moorgate  Street, 
while  the  points  were  set  for  the  previous  train  from  Farringdon  Street  to  Snow  Hill 
and  Ludgate  Hill  stations. 

I  have  already  stated  that  it  was  intended  to  allow  two  up  trains  to  approach  the 
Snow  Hill  jimction  from  Farringdon  Street  and  from  Aldersgate  Street  stations  at 
the  same  time,  and  to  depend  on  the  drivers  not  to  run  past  the  stop-signals  when 
these  were  on  at  ^^  danger ''  against  them.  On  this  occasion,  the  evidence  as  regards 
the  up  disc-signal  in  tibe  tunnel  is  most  conflicting.  The  engine-driver,  fireman,  and 
the  two  guards  of  the  10.7  a.m.  passenger  train  from  Moorgate  Street  to  Clapham 
junction  all  assert  that  it  showed  a  green  light,  which  would  be  an  all-right  signal 
for  the  train  to  proceed  on  to  the  Snow  Hill  station,  while  the  driver  admits  that  he 
found  the  semaphore  stop-signal,  which  is  only  110  yards  ahead  of  the  disc-signal, 
standing  at  "  danger "  against  him,  these  two  signals  being  worked  by  the  same 
lever.  On  the  other  hand,  the  signalman  in  the  Snow  Hill  junction  signal-box, 
a  boy  who  records  the  passing  of  the  trains  in  a  record  book,  and  a  fitter  who  was 
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working  in  the  signal-box,  all  positively  state  that  the  semaphore  stop-signal  stood  at 
"danger,"  and  the  fitter  was  sent  back  into  the  tunnel  to  see  what  light  the  disc- 
signal showed,  and  he  states  that  as  he  walked  back  towards  the  disc-signal  the  back 
light  from  it  indicated,  and  after  he  had  passed  the  disc-signal  the  front  light  showed 
that  it  exhibited  a  red  or  "  danger  '*  signal.  The  signalman  also  states  that  he  drew 
the  attention  of  the  fitter  to  the  train  running  against  the  "  danger  "  signal  at  the 
semaphore  stop-signal  before  he  sent  him  to  look  at  the  state  of  the  disc-signal,  and 
directed  the  boy  to  go  and  tell  the  driver  of  the  train  not  to  set  back  his  train,  or  it 
would  be  thrown  off  the  points,  as  they  had  been  improperly  run  through  when  set 
for  a  train  from  Farringdon  Street  station. 

I  am  unable  to  say  which  of  these  very  diflFerent  statements  is  correct.  It  is  also 
stated  that  the  semaphore  stop-signal  and  the  ground  disc-signal  have  never  been 
known  to  exhibit  diflFerent  signals. 

The  preponderance  of  the  evidence  confirmed  by  the  fact  of  the  trailing-points  on 
the  up  lines  at  the  junction  having  been  nm  through  and  damaged,  is  in  my  opinion 
in  favour  of  the  signalman,  and  against  the  engine-driver,  fireman,  and  guards  of  the 
10.7  a.m.  train  from  Moorgate  Street  station. 

If  this  train  had  been  fitted  with  efl&cient  continuous  breaks,  placed  under  the 
control  of  the  engine-driver,  it  is  probable  that  the  collision  would  not  have  occurred. 

♦  I  have,  &c., 

The  Secretary,  W.  Yolland, 

(Railway  Department,)  Colonel.    ' 

Board  of  Trade. 

Printed  copies  of  the  above  Report  were  sent  to  the  Companj  on  the  28th  Febroftry. 


MACCLESFIELD   COMMITTEE. 


Board  of  Trade,  (Railway  Department,) 
Sm,  13,  Downing  Street,  London,  S.W.,  12th  April  1879. 

.  I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  13th  ultimo,  the  result 
of  my  inquiry  into  the  causes  of  an  accident  which  occurred  at  Marple  Wharf 
junction  on  the  11th  ult.,  to  a  train  belonging  to  the  Macclesfield  Committee. 

In  this  case,  as  the  4.20  p.m.  passenger  train  from  Manchester  to  Macclesfield, 
consisting  of  engine  and  tender,  a  North  Stafford  break- van,  third-class  carriage  with 
break  compartment,  two  composites,  and  third-class  carriage  with  break  compartment 
in  rear,  was  passing  Marple  Wharf  junction,  the  whole  of  the  vehicles  in  the  train, 
with  the  exception  of  the  rear  break  carriage,  left  the  rails. 

One  passenger  is  returned  as  having  been  injured  severely,  and  one  or  two  others 
stated  at  the  time  that  they  were  shaken,  but  have  not  since  made  any  complaint. 
The  driver's  arm  was  slightly  hurt,  but  not  so  much  so  as  to  incapacitate  him  for  work. 

The  engine  and  tender  were  very  little  damaged,  but  the  North  Stafford  van  was 
broken  to  pieces,  and  all  the  other  vehicles  in  the  train,  except  the  rear  break-carriage, 
were  considerably  damaged.     {See  Return  appended.) 

About  50  yards  of  the  road  were  displaced,  but  only  20  chairs  and  two  sleepers 
were  broken,  some  others  being  chipped  and  marked.  Two  steel  rails  were  badly 
bent,  and  an  iron  guard-rail  broken. 

Description. 

At  Marple  Wharf  junction  the  joint  Manchester,  Sheffield,  and  Lincolnshire  and 
North  Stafford  line  to  Macclesfield  leaver  the  joint  Manchester,  Sheffield,  and 
Lincolnshire  and  Midland  line  from  Gorton  to  Hayfield,  on  the  right-hand  side. 

The  junction  is  five  furlongs  north  of  Marple,  and  one  mile  one  furlong  south  of 
Romiley, — the  facing  points  being  on  the  up  lin^  from  Manchester  to  the  south. 

The  main  line  is  straight  up  to  the  junction,  and  then  on  a  2,000  feet  curve  to  the 
right,  and  the  branch  leaves  the  main  line  on  a  curve  to  the  right,  with  a  radius  of 
oiJy  640  feet. 

The  line  falls  from  near  B;omiley  up  to  and  past  the  junction,  on  a  gradient  of  1  in 
160,  and  then  rises  up  to  Marple. 

The  junction  signal-box  is  60  yards  south  of  the  points. 

The  permanent  way,  which  is  maintained  by  the  Midland  Railway  Company, 
consists  of  single-headed  steel  rails,  weighing  83  lbs.  per  yard,  in  40  lb.  chairs,  fixed 
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whh  two  spikes  and  two  trenails  to  Baltic  rectangular  sleepers,  9  ft.  x  10  in.  x  6  in., 
placed  3  ft.  apart,  and  closer  at  the  joints.  The  fish-plates  weigh  39  lb.  per  pair,  and 
the  rails  are  keyed  inside.  There  is  a  cant  of  2^  in.  The  engine  is  a  4-wheel- 
coupled  tender  engine,  with  a  wheel  base  of  14  ft.  4  in.  The  weights  on  the  three 
pairs  of  wheels  are :—   * 

tons.  cwt. 

On  leading  wheels  -  -  -  -78 

„   driving       „         -  .  .        -    10  13 

„   trailing      „     -  -  -  -  -      7  12 


Total 


-    26  13 


It  was  fitted  with  new  tyres  on  the  20th  of  February  1877,  and  has  since  run 
42,876  DMles,  and  the  wheels  were  turned  up  on  the  Ist  of  October  1878,  since  which 
date  it  has  run  7,576  miles. 

The  flanges  were  but  little  worn. 


Ralph  Kirkman,  Manchester,  ShefiBeld,  and  Lin- 
colnshire driver,  states  : — 1  was  driver  of  the  4.20  p.m. 
passenger  train  froni^  Manchester  to  Macclesfield  on 
Mtfrch  11th.  The  train  consisted  of  an  engine, 
tender,  and  five  vehicles.  The  train  left  Manchester 
to  time.  I  was  checked  at  Romiley  by  signal.  The 
accident  happened  a  few  seconds  before  4.39.  The 
first  thing  I  noticed  wrong  was  the  engine  dropping 
the  leading  wheel  on  the  left-hand  side.  Directly  I 
found  something  was  wrong  I  was  going  to  reverse 
the  engine ;  but  when  I  noticed  that  the  North  Stafford 
van,  which  was  the  vehicle  next  to  my  engine,  was 
likely  to  mount,  I  let  the  engine*  go  on  again.  1  went 
over  the  same  road  in  the  morning,  and  all  was  right. 
I  am  sure  I  got  through  the  points  all  right.  I  did 
not  notice  anything  wrong  until  I  was  some  yards 
beyond  the  points.  My  engine  was  a  four-wheeled 
coupled  engine,  and  I  had  had  this  engine  about  three 
weeks.  I  did  not  feel  it  strike  anything,  but  it 
appeared  to  drop  off.  I  think  it  ran  inside  the  nose 
of  the  angle  crossing.  It  is  a  very  steady  engine, 
and  takes  curves  almost  as  well  as  straight  roads.  I 
was  only  slightly  injured  on  one  arm.  I  was  running 
about  ten  miles  an  hour  when  the  accident  occurred. 
The  last  stop  was  at  Romiley.  I  think  we  left  there 
about  a  minute  late.  We  were  not  running  to  make 
up  time.  There  was  a  notice  about  reduction  of 
speed  at  this  junction,  but  I  do  not  remember  what 
it  was.  I  always  run  steadily  through  this  junction 
in  both  directions.  My  broak  had  been  on  about 
200  yards  before  reaching  the  points.  There  was  one 
break-block  to  each  wheel  of  my  tender.  There  was 
only  slight  damage  to  my  engine.  I  went  back  to 
look  at  the  road,  but  could  not  see  anything  wrong, 
and  I  cannot  account  for  the  accident.  The  North 
Stafford  van  did  not  come  off  until  after  the  engine. 
My  engine  ran  about  80  yards  after  leaving  the  rails, 
and  stopped  in  the  angle  between  the  two  lines,— off 
the  line  altogether. 

Seth  Tattersally  porter-guard,  states : — I  was  guard 
in  charge  of  the  4.20  p.m.  passenger  train  from  Man- 
chester to  Macclesfield  on  Mardb  11th.  The  train 
consisted  of  engine  and  tender,  a  North  Stafford 
break- van,  a  third-class  break-carriage,  two  composites, 
and  a  third  class  break-caxriage  in  the  rear,  in  which 
I  rode.  We  left  Manchester  right  time,  and  Romiley 
at  4.34,  one  minute  late.  I  did  not  perceive  that 
anything  was  wrong  until  I  was  knocked  down  in  my 
van,  1  thought  we  were  off  the  road,  and  got  up  to 
put  my  break  on,  when  I  was  knocked  down  again.  I 
was  knocked  down  three  times  altogether.  I  think 
we  were  running  at  about  12  to  16  miles  an  hour.  I 
had  not  noticed  anything  wrong  Avith  the  running. 
The  engine  and  tender  were  in  the  angle  between  the 
two  lines.  The  van  was  off  the  road ;  the  next  yehi<;le 
wa8  on  the  right  side  of  the  line,  having  been  'slewed 
across  ^be  line  ;  the  two  composites  turned  on  to  the 
down  line,  one  being  partially  turned  over  ;  my  break 


remained  on  the  proper  metals,  none  of  its  wheels 
being  dff.  I  have  several  times  been  with  this  train 
before.  We  were  running  about  the  ordinary  speed. 
I  had  been  to  Macclesfield  once  before  that  day.  I 
had  not  noticed  anything  unusual  with  the  road. 
The  couplings  were  broken  between  the  tender  and 
the  North  Stafford  van,  and  between  the  van  and  the 
vehicle  following  it.  One  passenger  got  one  of  his 
feet  through  the  window  of  the  carriage  which  was 
upset,  and  one  or  two  others  complained  of  being 
shaken. 

John  Ashton^  fireman  to  driver  Eirkland,  states  : — I 
perceived  nothing  wrong  until  I  felt  the  engine  drop 
on  the  left-hand  side.  We  were  running  at  our  usual 
speed,  not  nK>re  than  16  miles  an  hour.  I  had  just 
taken  off  my  break  on  i*eaching  the  points.  We  had 
run  at  an  oven  speed,  and  I  had  noticed  nothing 
whatever  wrong  with  the  road.  I  did  not  go  back  to 
look  at  the  road.  The  driver  shut  off  steam  outside 
the  distant  signal,  and  I  applied  my  break  against 
that  signal  When  on  the  junction  points  I  took  off 
the  break,  and,  so  far  as  I  know,  the  driver  never 
put  on  steam  again. 

Charles  Larder,  Sheffield  and  Midland  joint  signal- 
man, states  : — I  was  on  duty  in  the  Marple  Wharf 
junction  cabin  on  March  llth.  I  came  on  duty  at 
7  a.nu  I  watched  the  train  approaching  the  junction, 
and  after  giving  "train  on  line  "  signal,  looked  round 
and  saw  that  it  had  run  off  the  road,  I  think  the 
speed  would  be  -about  15  miles  an  hour,  the  usual 
speed.  The  steam  was  off,  and  1  did  not  see  it  put 
on.  I  have  been  at  this  junction  3^  years,  and  have 
never  known  anything  to  get  off  there  before.  I  have 
been  signalman  nine  years.  There  was  no  one  in  the 
box  with  me  at  the  time.  I  have  nef^er  had  any 
complaints  of  trains  running  too  fast  through  the 
junction.  Driver  Kirkland  runs  at  about  the  same 
speed  as  the  other  drivers.  The  accident  happened 
at  4.39  p.m.,  and  the  train  passed  Romiley  junction 
at  4.36  p.m. 

Peter  WhUey  Sheffield  and  Midland  foreman  plate- 
layer, states ; — I  have  charge  of  the  length  from  Marple 
to  Romiley,  about  1^  miles,  and  was  twice  over  the 
road  on  the  llth, — in  the  morning  about  6.30,  and  in 
the  afternoon  about  4.20,  and  I  examined  the  road  on 
both  occasions,  but  I  did  not  try  the  gauge.  I 
examined  all  the  points  and  crossings,  and  they  were 
right.  There  were  no  keys  out,  no  bolts  loose,  and 
there  was  nothing  unusual.  I  saw  a  Midland  train 
run  over  the  junction  before  the .  Occident.  I  am 
certain  the  road  was  right.  I  tried  the  gauge  about 
two  days  before  the  accident,  and  it  was  connect.  It 
was  just  the  same  then  as  it  is  now,  being  about 
|th  o(  an  inch  wide  all  idong.  The  sleepers  were  all 
right.  I  reached  the  junctivn  about  4.50,  and  examined 
the  road.  The  first  n(iark  I  ^aw  was  between. the 
angles  an5  tte  crossing  W  the  outside  rail.  Three 
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chaiiB  were  brdcen  on  tfa«  Bomilej  side  of  tba  cross-  liave  considered  the  jnnctiosi   ver^r  satisfactory.    I 

ing  on   the  right-hand  side  coming  from  Bomilej.  have  never  had  any  complaints,  and,  to  the  best  of  my 

About  18  inches  were  broken  off  the  end  of  l^e  check  knowledge,  it  was  all  right.    I  consider  that  the  road 

rail  at  the  first  angle.    The  left  rail  on  the  branch  now  is  in  a  very  satisfactory  condition.     It  varies  a 

was  knocked  out  for  several  lengths  ;  I  think  three  little,  and  is  a  little  uneven  ;  bat,  considering  the  nature 

lengths.     I  could  not  see  anything  wrong  with  the  of  the  junction,  and  the  speed  trains  run  over  it,  it  is 

road.    There  was  no  obstruction  on  the  rails,  and  no  in  my  opinion  satisfactory.    I  have  never  particularly 

mark  on  the  top  of  the  rail.    I  did  not  see  any  mark  noticed  the  speed  of  trains  over  the  junction.     It  is  a 

on  the  top  of  the  fish-plate  bolts,  but  the  tops  of  some  sharp  curve,  and  I  should  think  ten  miles  an  hour 

of  the  chairs  were  chipped.    I  have  never  had  any  would  be  a  reasonable  speed.    I  do  not  know  the 

complaints  about  this  road,  and  I  have  never  com-  radius  of  the  curve  on  the  branch.    I  know  nothing 

plained  of  drivers  running  too  fkst  over  the  junction.  about  the  removal  of  a  check  rail  from  the  curve. 

Since  I  have  known  the  junction  there  has  never  been 

Mr,  BankSf  district  superintendent  of  permanent  any  more  check  rail  than  there  is  now.    I  have  never 

way,  states: — I  reached  the  junction  a  quarter  of  an  advised  that  a  check  rail  should  be  provided  at  a 

hour  after  the  aoddent.    The  first  mark  I  noticed  was  junction  of  this  kind.    The  cant  is  2\  inches.     I  did 

on  the  wing  rail  between  the  facing  points  and  the  not  notice  any  loose  bolts. 

first  cxossing.    It  was  very  slight,  and  it  was  doubtfbl  ,^     «       ,  t»,      ,     ^      ou  xc  u       j  t-       i    i. 

to  me  whatit  wascausedby.    Th^  greatest  impression         ^''-  ^'  Manchester  Sheffield,  and  Lincolnshire 

was  between  the  first  cr«4sing  and  the  angles,  where  *°S"*'^1^^  f't-  ^^^^  ^    mstrucbons  not  to  ex- 

the  chairs  were  found  broken/  I  could  tri^e  nothing  *^  *  «P«^*>*  '^^  "'*'»  *"  '^°'"'  °^'^  *•>«  J"""*'""- 
more  until  I  came  to  the  guard  rail,  where  I  found         Driver  JRrkland^  on  being  recalled,  stated  that  an 

18  inches  broken  off.     There  was  then  nothing  further  order  was  put  up  some  time  since,  but  he  had  forgotten 

until  towards  the  back  of  the  crossings,  where  it  was  to  a  mile  or  two  what  the  speed  was.    He,  however, 

found  that  the  engine  had  left  the  line  altogether.    I  said  he  knew  it  was  his  duty  to  go  over  the  junction 

have  never  noticed  anything  wrong  with  the  road,  and  cautiously. 

Concluaion. 

Prom  the  foregoing  statements,  and  the  result  of  an  examination  of  the  site,  it 
appears  that  the  4.20  p.m.  train  fSrom  Manchester  to  Macclesfield  was  running  at  its 
usual  speed,  about  15  miles  an  hour,  off  the  up  main  line  on  to  the  Macclesfield 
branch,  at  Marple  Wharf  junction,  when  the  engine,  after  passing  safely  through  the 
facing  points  of  the  junction,  left  the  rails  of  the  branch  line,  and,  followed  by  the 
tender,  ran  for  some  distance  off  the  rails  along  the  down  main  line,  before  it  left  the 
road  altogether,  coining  to  a  stand  in  the  angle  between  the  two  lines,  about  88  yards 
from  the  point  where  it  first  ran  off,  and  about  66  yards  from  the  point  where  it  left 
the  rails  altogether. 

The  other  vehicles  in  the  tarain  took  the  direction  of  the  branch  line,  and  ran  about 
90  yards  off  the  rails,  fouling  both  lines  of  rails  on  the  branch.  One  of  the  passenger 
carriages  was  upset  on  the  right-hand  side  of  the  line,  and  another  was  against  the 
bank  on  the  left-hand  side.  The  couplings  of  the  North  Stafford  van,  which  was  next 
to  the  tender,  were  broken,  and  the  body  of  the  van  was  broken  to  pieces. 

The  first  mark  of  any  kind  on  the  up  branch  line,  after  passing  the  facing  points, 
was  a  slight  mark  on  the  top  of  the  first  wing  rail  on  the  right-hand  side,  11'  6''  from 
the  north  end  of  it.  This  mark  was  27  yaids  south  of  the  facing  points,  but  there 
was  no  corresponding  mark  whatever  on  the  left-hand  side,  and  no  further  mark  of  any 
description  for  a  distance  of  13  yards,  and  I  do  not  think  that  this  mark  was  caused  by 
any  vehicle  having  left  the  rails  at  this  point. 

The  next  marks  were  distinct  traces  of  the  flange  of  a  wheel  running  over  the  tops 
of  the  fish-plate  bolts  outside  the  left  rail  of  the  up  branch  line,  40  yards  south  of  the 

} 'unction,  and  between  the  point  where  this  rail  crosses  the  right  rail  of  the  up  main 
ine,  and  that  where  it  crosses  the  right,  rail  of  the  down  main  line.  Nearly  opposite 
to  this  mark,  but  a  little  south  of  it,  was  a  mark  on  the  top  of  the  inside  of  a  chair 
on  the  right-hand  side,  and  the  next  three  chairs  on  this  side  were  broken.  About 
18  inches  were  broken  off  the  north  end  of  the  right-hand  guard  rail,  at  the  crossing 
of  the  right  rail  of  the  down  main  line,  about  three  yards  further  south,  and  at  the 
back  of  this  crossing  ihere  were  clear  indications  where  the  engine  had  left  the  rails 
altogether,  and  followed  the  down  main  line.  From  this  point  the  left  rail  of  the 
up  branch  line  was  displaced,  up  to  the  point  where  the  carriages  came  to  a  stand. 

Judging  from  all  these  marks  it  would  appear  that,  in  taking  the  sharp  curve  off 
the  main  line,  one  of  the  engine  wheels,  probably  the  left  leading  wheel,  mounted  the 
left-hand  rail,  and  dropped  off  to  the  left,  or  towards  the  outside  of  the  curve, 
between  the  first  and  second  crossings,  and  that  on  arriving  at  the  latter  crossing, 
the  other  wheels  also  left  the  rails. 

It  is  probable  that  the  vehicles  behind  ihe  engine  kept  the  rails  until  pulled  off  by 
the  engine  taking  the  direction  of  the  down  main  line. 

The  engine  itself  is  in  good  order,  and  there  is  ao  reason  to  attribute  the  accident 
to  any  fault  in  the  rolling  ,8^k. 

The  speed/ was»>  no  idoubt^  at  l^aatjts  m^h  as  16  miles  an  hour,  the  authorized  speed 
but,  judging  from  a  comparison  of  the  times  at  which  the  train  passed  Romiley  and 
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this  junction,  and  from  the  evidence,  there  is  no  reason  for  supposing  that  this  speed 
was  exceeded. 

The  road  did  not  gauge  very  evenly  from  the  facing  points  southwards,  heing  in 
places  as  much  as  -^''  slack,  and  in  others  exact  to  gauge.  Several  of  the  spikes  of 
the  chairs  were  loose,  especially  opposite  to  the  first  mark  on  the  left-hand  rail,  and 
there  was  noticeable  a  very  considerable  play  in  the  sleepers  when  this  part  of  the 
road  was  run  over  by  a  train. 

I  am  of  opinion  that  this  accident  wa«  due  to  the  want  of  a  proper  check  rail  at  this 
curve  of  under  10  chains  radius,  and  to  the  somewhat  slack  state  of  the  permanent 
way,  which  is,  no  doubt,  to  be  accounted  for,  in  some  degree,  by  the  exceptionally  bad 
weather  which  had  prevailed  for  some  time  previous  to  the  accident 

No  time  should  be  lost  in  providing  a  check  rail  at  this  junction ;  and,  at  any  rate 
until  this  is  done,  the  limit  of  speed  should  be  reduced  to  12  miles  an  hour;  for, 
situated  as  this  junction  is,  on  a  steep  incline,  drivers  will  be  more  likely  to  run  some- 
what over  than  under  the  authorized  speed,  whatever^it  may  be. 

I  have,  &c., 

The  Secretary,  F.  A.  Mabindin, 

(Railway  Department,)  Board  of  Trade.  Major  B.E. 

APPENDIX.  Manchester^  Sh^ffleld^  and  lAneolmkire  Composite^ 

;■  No.  698. — 2  doois,  4  door  pillars,  5  side  panels,  2  end 

Betubk  of  DAMAGE  to  ROLLING  Stock.  VHuds,  1  ^eadrtock,  2  corner  pillars,  1  bottom  «de, 

xvjsLUAn  V                              *                 J       r  1  ^o^g  foot-board,  1  side  cornice,  3  quarter  lights,  and 

Engine  and   Tender.— No  damage  beyond  a  few  ^  step-iron  broken ;  1  short  tread  broken  off;  3  step- 

marks  on  the  wheel  flanges.  irons  and  2  buffer  rods  bent. 

North  Stafford  Breah-van.-Bodj  broken  to  pieces  Manchester,  SheffUld,  and  Lincolnshire  Composite, 

and  bottom  frame  damaged.             ,    . .     ^. .   .    ,  ^o.  80.— 1  headstock,  1  long  foot-board,  3  end  panels, 

3fanchester^  Sheffield,andLineoInshtre  Third-class  3  gtep-irons,  and  2  quarter  lights  broken  ;  2  step-irons 

Breah'carriage,  No.  219.— 2  headstocks,   2  corner  ^nd  1  buffer  rod  bent. 

off,  and  1  side  cornice  damaged. 

Printed  copies  of  the  above  Report  were  sent  to  the  Committee. 


METROPOLITAN  AND  GREAT  WESTERN  RAILWAYS. 

Board  of  Trade,  (Railway  Department,) 

13,  Downing  Street,  London,  S.W., 
Qj^  1st  February  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  27th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  accident  which  happened  to 
a  female  passenger  in  getting  out  of  a  first-class  carriage,  on  the  15th  ultimo,  at  the 
up  platform  of  the  Westboume  Park  station  of  the  Hammersmith  and  City  line  of  the 
Metropolitan  and  Great  Western  Railway  Companies. 

Description. 

The  up  and  down  platforms  of  the  southern  portion  of  the  Westboume  Park  station 
are  appropriated  for  the  Metropolitan  and  Great  Western  traffic  over  the  Hammer- 
smith and  City  lines,  while  the  northern  portion  of  the  same  station  are  devoted 
wholly  to  the  Great  Western  traffic. 

The  sides  of  the  carriages  on  the  up  Kne  form  the  chords  of  an  arc,  whose  radius  is 
about  12  chains,  so  that  when  the  ends  of  the  continuous  footboards  which  are  fitted 
to  the  carriages  belonging  to  the  Metropolitan  Railway  Company,  from  whose  train 
the  passenger  was  in  the  act  of  getting  out,  are  nearly  close  to  the  edge  of  this  up 
platform,  there  would  be  a  distance  of  about  five  inches  between  the  edges  of  the 
continuous  footboards  and  the  platform  at  the  centre  of  the  carriage,  which  is  about 
40  feet  in  length,  as  far  as  the  body  of  the  carriage  is  concerned,  and  42  feet  from  the 

ends  of  the  buflFers.  .,    .        ^       ,.  . 

The  height  of  this  platform  above  the  level  of  the  raus  is  2  feet  6  mohes.  The 
carriages  of  the  Metropolitan  Railway  Company  are  fitted  with  two  continuous 
footboards,  the  height  of  the  lower  one  being  1  feet  11  inches,  and  that  of  the  upper 
one,  3  feet  1  inch,  while  the  floor  of  the  carriage  is  4  feet  above  the  level  of  the  rails ; 
80  that,  when  there  is  no  cant,  the  upper  footboard  would  stand  about  7  inches  above 
the  platform,  and  11  inches  below  the  floor  of  the  carriage. 

The  rails  at  the  Westboume  Park  station  of  the  Hammersmith  and  Oity  lines  are 
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laid  with  a  cant  of  3^  inches,  in  consequence  of  the  curve  in  the  line ;  and  thus 
the  upper  continuous  f oothoard  would  he  nearly  equidistant  from  the  floor  of  the 
carriage  and  the  surface  of  the  platform. 

JEvidence. 

John  Bartletty  inspector  at  the  Westbourne  Park  platform.     She  was  rendered  lame  by  the  accident,  or 

station,  states : — I  was  on  duty  on  Wednesday  the  at  least  she  was  carried  into  the  ladies'  waiting  room, 

loth  January  on  the  up  platform  of  the  Hammer-  She  told  me  that  she  had  hurt  her  leg  getting  into 

smith  and  City  Railway,  and  saw  the   10.37  a.m.  train  the  ti*ain  at  Shepherd*s  Bush  station  that  same  morning, 

from   Hammersmith   arrive  at    the    platform   about  but  I  do  not  know  whether  the  lameness  was  due  to 

10.48  a.m.     It  was  a  Metropolitan  train,  and  it  con-  what  had  taken  place  at  Shepherd's  Bush  or  at  the 

sisted  of  an  engine  and  six  vehicles.    This  train  had  Westbourne  Park  station.     She  had  a  first-class  ticket 

stopped  when  I  saw  a  female  passenger  getting  out  from  Shepherd's  Bush  to  Gower  Street,  and  I  asked 

of  a  first-class  carriage.    I  am  not  certain  whether  it  her  why  she  got  out  at  Westbourne  Park  station,  and 

was  the  second  or  third  compartment  from  the  front  she  replied  that  her  leg  pained  her  so  much  that  she 

end  of  the  carriage.     She  stepped  out  from  the  carriage  could  not  go  further.    One  of  the  porters  and  myself 

on  to  the  platform,  placing  her  left  foot  on  the  platform,  carried   her  on  a  chair  to  a  friend's  house  at    19, 

and  her  knee  seemed  to  give  way,  and  she  fell  slightly  Tavistock  Road,  so  that  she  might  not  be  subject  to 

forwards,  and  her  right  foot  diropped  between  the  the  inconvenience  of  riding  in  a  cab.     The  doctor 

footboard  and  the  platform,  but  she  did  not  drop  on  to  who  was  called  in  at  the  request  of  the  lady  told  me 

her  knees.     I  assisted  her  to  get  up.     I  think  there  in  the  afternoon  that  she  was  more  frightened  than 

was  not  more  than  two  or  three  inches  between  the  hurt^  and  subsequently  he  went  to  Tavistock  Road, 

edge  of  the  continuous  footboard  and  the  face  of  the  and  was  told  that  his  services  were  not  required. 

Conclusion. 

This  accident  appears  to  have  heen  entirely  due  to  some  want  of  care  on  the  part  of 
the  lady  in  getting  out  of  a  first-class  carriage,  the  third  vehicle  from  the  engine, 
after  the  train  had  stopped,  as  she  informed  the  inspector  on  duty  that  she  had  hurt 
herself  in  getting  into  the  train  at  Shepherd's  Bush,  and  got  out  at  Westhoume  Park 
station  hecause  her  leg  hurt  her  so  much,  and  she  felt  unable  to  continue  her  journey 
to  Gower  Street  station. 

No  blame  attaches  in  any  way  to  the  railway  companies  concerned,  as  regards  the 
construction  of  the  carriage,  or  of  the  platform  or  linei  at  this  station,  nor  to  any  of  the 
companies'  servants. 

I  have,  &c., 

The  Secretary,  W.  Tolland, 

(Eailway  Department,)  Board  of  Trade.  Colonel. 

Printed  copies  of  the  above  Report  were  sent  to  the  Great  Western  and  the  Metropolitan  Railway  Companies 

on  the  26th  March. 


METROPOLITAN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  Whitehall,  London,  S.W.,  21st  Fehruary  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  11th  instant,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  a  collision  which  occurred 
on  the  7th  instant,  hetween  a  Midland  Company's  passenger  train  and  a  Great 
Northern  goods  train,  near  Granville  hox,  in  the  tunnel  between  King's  Cross  and 
Farringdon  Street  on  the  widened  lines  of  the  Metropolitan  Railway. 

It  is  stated  that  complaints  have  been  received  from  six  passengers  in  the  Midland 
Company's  passenger  train  of  their  having  been  shaken,  and  two  of  tha  breaksmen 
with  the  Great  Northern  Company's  goods  train,  which  was  run  into,  were  ir.jured,  one 
of  them  somewhat  severely. 

No  damage  was  done  to  the  Midland  Company's  rolling  stock,  and  no  vehicles 
belonging  to  that  train  were  thrown  off  the  rails :  but  the  two  break-vans  at  the  rear 
of  the  Great  Northern  goods  train  were  damaged,  the  rear  van  having  been  telescoped 
into  the  van  in  front  of  it,  and  its  leading  wheels  were  thrown  off  the  road. 

Description. 

Between  King's  Cross  and  Farringdon  Street  station  on  the  widened  lines  there  is 
an  intermediate  block  telegraph  signal-box,  called  Granville  box,  at  the  south  side  of 
the  line,  where  there  is  a  short  opening  in  the  tunnel  of  about  10  yards  in  length,     t 
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This  Granville  box  is  530  yards  east  of  the  0.  signal-box  at  the  King's  Cross 
(Metropolitan)  station.  The  up  platform  extends  rather  more  than  100  yards  to  the 
east  of  the  0.  signal-box,  and  the  up  starting-signal  worked  from  this  box  is  101  yards 
east  from  the  centre  of  the  box.  Granville  box,  as  far  as  the  up  line  is  concerned,  is 
protected  by  an  up  home-signal  fixed  by  a  bracket  to  the  crown  of  the  tunnel  on  the 
eastern  side  of  the  small  opening  in  the  tunnel,  and  also  by  an  up  distant-signal  fixed 
to  a  bracket  on  the  north  side  wall  at  the  western  end  of  this,  the  second  tunnel  from 
King's  Cross,  and  distant  1G9  yards  from  the  Granville  box  up  home-signal.  These 
two  signals  are  interlocked  with  each  other,  so  that  the  up  distant-signal  cannot  be 
taken  off  until  the  up  home-signal  has  previously  been  taken  off.  The  up  distant- 
signal  is  260  yards  in  advance  of  the  King's  Cross  up  starting-signal.  The  line  is 
level  for  about  80  yards  beyond  the  up  starting-signal :  it  then  falls  1  in  100  for  about 
206  yards,  and  from  thence  it  falls  1  in  500  past  the  Granville  signal-box.  The  traffic 
is  worked  on  the  absolute  .block  system,  so  that  no  two  trains  are  permitted,  when  the 
regulations  are  properly  observed,  to  be  on  the  length  between  King's  Cross  and  Gran- 
ville boi  at  one  and  the  same  time. 


Evidence. 


Alfred  Saunders,  signalman  in  the  Granville  signal- 
box,  14  months  a  signalman,  and  between  three  or 
four  years  in  the  Company's  service,  states  :  I  came 
on  duty  at  10  p.m.  for  an  eight  hours  shift :  a  Midland 
goods  train  for  Farringdon  Street  passed  my  box  at 
llh.  21m.,  and  as  soon  as  it  had  passed  I  gave  "line 
clear  "  back  to  King's  Cross  signal-box  for  that  train, 
about  11.21^  p.m.  I  had  then  an  up  Great  Northern 
goods  train  given  on  to  me,  about  11.21^,  and  it 
arrived  at  the  box  at  llh.  24m.,  and  the  engine 
stopped  about  four  or  five  yards  short  of  the  up  stop- 
signal.  I  could  see  it  from  my  box  :  that  goods  train 
stood  there  eight  minutes.  I  got  line  clear  from 
Farringdon  Street  for  the  up  Midland  goods  train  at 
about  11,31^  p.m.,  and  I  gave  the  Great  Northern 
goods  train  on  to  Farringdon  Street  at  once,  and  when 
I  gave  the  signal  it  was  accepted  and  I  pulled  off  the 
stop-signal  and  the  train  started,  there  was  no  delay  in 
starting.  After  about  six  or  seven  trucks  had  entered 
into  the  tunnel  I  heard  the  goods  guards  holloaing 
and  swinging  their  hand-lamps,  which  were  showing 
**  danger."  I  asked  one  of  the  goods  guards  what  was 
the  matter,  and  he  said,  "  Off  the  road."  I  then  went 
out  of  the  box  to  see  what  was  "  off  the  road,**  and  to 
my  surprise  I  could  see  the  Midland  passenger  train 
behind  the  gooda  train.  It  was  a  very  short  distance 
from  the  mouth  of  the  tunnel.  The  tunnel  was  very 
clear,  and  I  could  see  the  blue  head  lights  of  the  Mid- 
land engine  very  plainly,  two  lights  :  I  then  went 
back  to  the  signal-box,  and  by  means  of  the  speaking 
instrument  I  asked  to  have  an  inspector  sent  down :  that 
was  acknowledged  by  the  man  at  King's  Cross,  but  it 
was  after  I  had  blocked  the  road  by  giving  five  beats. 
When  I  went  out  of  the  signal-box  to  see  what  was 
off  the  road  both  my  up-signals  were  on  at  '*  danger :" 
when  I  took  off  the  stop-signal  for  the  Great  Northern 
goods  train  to  go  ahead  I  did  not  take  off  the  up 
distant-signal,  I  had  no  occasion  to  do  so.  Before  1 
went  out  of  the  signal-box  to  ascertain  what  was  off 
the  road  I  was  preparing  to  clear  the  line  for  the 
Great  Northern  goods  train,  but  did  not  do  so.  I 
had  unpegged  the  disc,  and  had  either  my  thumb  or 
finger  on  the  "  train  on  line  "  key  or  lever :  I  had 
pressed  it  down,  but  had  not  taken  my  finger  off  the 
key,  and  instead  of  giving  the  "  line  clear  "  signal  by 
three  beats,  I  gave  five  beats,  which  means  "  block  the 
line."  I  had  not  heard  any  shouting  from  the  guards 
of  the  Great  Northern  goods  train  when  I  unpegged 
the  disc,  And  was  about  to  clear  the  line  for  that  train. 
The  driver  and  guard  of  the  Midland  train  came  up 
into  the  signal-box  and  asked  me  at  once  to  make 
inquiries  how  this  had  occurred.  I  did  not  feel 
justified  in  telling  them  how  this  had  occurred:  I 
made  use  of  the  words,  "I  was  just  about  to  *  clear/" 
and  the  guard  said  "  very  well,  I  can  see  all  through  it.'* 
I  think  there  plight  be  three-quarters  of  a  minute 
between  the  time  when  I  took  off  the  stop-signal  for 


the  Great  Northern  goods  train  to  proceed  and  hearing 
the  shouting  from  the  guards  :  the  five  beats  given  to 
King's  Cross  were  repeated  by  King's  Cross,  but  not 
until  I  had  repeated  the  five  beats.  It  was  acknow- 
ledged when  I  had  given  ^\q  beats  the  second  time. 
The  signal  respecting  sending  the  inspector  was 
acknowledged  by  King's  Cross :  and  I  told  King's 
Cross  that  the  Great  Northern  goods  train  was  off  the 
road  :  I  cannot  say  whether  the  driver  of  the  Midland 
engine  made  any  remark  when  I  said  I  was  about  to 
clear :  I  did  not  know  when  the  driver  and  guard  of 
the  Midland  train  came  into  my  box  that  any  collision 
had  taken  place.  I  noticed  the  waggons  being  moved 
ahead,  but  it  was  so  slight  that  I  thought  it  was  in 
the  starting  of  the  Great  Northern  goods  train.  I 
3aw  the  side  white  lights  of  the  Great  Northern  goods 
train  on  the  rear  breidc-van  from  my  box  as  the  train 
moved  ahead. 

George  Morton^  signalman  in  C.  box  King's  Cross : 
signalman  about  7f  years,  and  7  years  11  months  in 
the  Company's  service,  states  :  I  came  on  duty  at 
7  p.m.  on  the  7th  February  for  an  eight  hours  shift : 
the  Great  Northern  up  goods  train  passed  my  box  at 
11.23  p.m.,  and  the  Midland  up  passenger  train  was 
due  at  11.25  p.m.  :  it  was  signalled  on  to  me  from  the 
Midland  junction  at  llh.  27m.  p.m.,  and  it  arrived  at 
11.29^  p.m.,  and  left  at  11.31 :  I  had  kept  it  waiting 
until  **  line  clear  "  was  received  from  Granville  box, 
and  I  received  **  line  clear  "  from  Granville  at  1  Ih.  31m. 
pjn.  After  receiving  "line  clear"  I  acknowledged 
the  signal,  gave  the  train  on  to  Granville  box,  which 
was  accepted,  and  I  took  off  the  signal  for  the  train  to 
proceed  at  11.31,  and  it  left  at  that  time.  About 
1 1.34  I  received  "^yq  beats  on  the  bell  from  Granville 
box ;  I  acknowledged  the  five  beats.  I  believe  Gran- 
ville box  had  given  five  beats  twice,  but  I  did  not 
answer  it  immediately,  as  I  did  not  know  what  the 
signalman  was  doing :  I  asked  on  the  speaking  instru- 
ment, "Why  he  was  blocking  the  line,"  and  he 
replied,  "  Great  Northern  goods  off  the  line."  I  then 
went  out  of  the  signal-box  and  saw  some  one  coming 
from  the  direction  of  Granville  box  with  a  hand-lamp 
showing  a  red  light.  This  proved  to  be  the  Midland 
passenger  guard.  I  asked  what  was  the  matter,  and 
he  said  they  had  come  into  collision  with  the  goods 
train  at  Granville  box,  and  I  asked  him  if  they  had 
run  past  the  signal-box,  as  I  had  had  "  line  dear  "  for 
the  goods  train,  and  he  said  no,  but  that  it  was  close 
to  the  box.  The  Granville  signalman  did  not,  on  the 
speaking  instrument,  ask  to  have  an  inspector  sent 
down  either  before  he  gave  five  beats  or  afterwaids  : 
I  could  not  see  the  Granville  box  up  distant-signal 
from  my  box. 

John  Hamment,  engineman,  seven  years  a  driver, 
says  :  I  was  driver  of  No.  76  up  Elephant  and  Castle 
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coal  train.    My  engine  is  No.  116,  a  radial  axle  tank 
engine  fitted  with  the  vacuum  hreak.    The  continuous 
break  was  not  attached  to  any  vehicle  in  the  train. 
We  stopped  at  York  Road  Great  Northern  station 
some  minutes,  the  signals  from  the  Metropolitan  line 
being   against  us.     The  signal  at  York  Road   was 
lowered  and  we  went  down  the  tunnel.     The  next 
signal  is  at  the  east  end  of  the  Metropolitan  Company's 
King's  Cross  platform  (that  at  which  Great  Northern 
passenger  trains  stop),  this  was  at  danger  when  I 
first  saw  it.     I  did  not  whistle  for  it,   but  as  we 
approached  the  platform  it  was  changed  to  green, 
and  we  went  on  at  the  usual  speed  without  stopping, 
and  passed  the  Metropolitan  Company's  King's  Cross 
signal-box  and  platform  at  a  rate  of  about  five  to  six 
miles  an  hour.      After  passing   the  platform    and 
getting  into  the  tunnel  I  saw  the  distant  signal  of  the 
Granville  box  at  danger,  and  at  the  same  time  I  saw 
the  home-signal  of  the  Granville  box;   they  were 
both  at  "  danger."     The  tunnel  was  clear  at  the  time. 
I    shut  off  steam  when  passing    the   platform,   and 
passed  the  distant-signal  of  Granville  box  at  about 
the  same  rate  of  speed — five  miles  an  hour.      The 
break  of  my  engine  was  then  applied,  and  the  train 
brought  to  a  stand  when  my  engine  was  about  an 
engine's  length  within  the  home-signal  of  the  Gran- 
ville box.     I  did  not  pass  it.     There  was  no  difficulty 
in  stopping  and  I  could  easily  have  stopped  in  half  a 
train's  length  after  sighting  these  signals  had  it  been 
necessar]^  to  do  so.    When  the  train  stopped  the  front 
of  my  engine  would  be  opposite  the  Granville  box. 
We  were  running  tank  first  as  usual.    Where  I  stood 
I  should  be  about  a  yard  on  the  King's  Cross  side  of 
the  signal-box.      I  had    no   conversation   with   the 
signalman.     I  do  not  remember  whether  he  had  his 
window  open  or  not.     I  think  not.     I  did  not  take 
time  by  looking  at  my  watch,  but  I  think  we  must 
have  stood  still  from  seven  to  eight  minutes.     I  had 
no  communication  during  this  time  with  the  signalman. 
Neither  my  mate  nor  I  left  the  engine.    I  do  not 
remember  whether  any  trains  passed  on  the  other  line 
of  rails  whilst  we  stood  at  the  box.    My  engine  com- 
menced to  blow  off  steam  soon  after  stopping,  and 
continued  to  do  so  whilst  we  were  opposite  the  box. 
It  had  not  thrown  out  any  smoke,  but  I  could  not 
prevent  it  from  blowing  off  steam.     The  signal  was 
lowered  for  me  to  start  and  I  started.    1  did  not  hear 
the  Midland  train  approaching  but  I  felt  something 
strike  the  rear  of  my  train.    My  engine  was  in  motion 
before  this  collision  took  place,  but  I  am  not  sure 
whether  the  breaks  of  the  train  would  have  got  into 
motion,  this  depends  whether  the  couplings  were  tight 
or  slack,  and  I  do  not  know  whether  the  breaks  of  the 
vans  had  been  hard  on  or  not,  so  as  to  keep  the 
couplings  tight,  if  not  they  wordd  be  slack  couplings, 
as  my  engine  break  had  been  put  on.     We  started 
easily  and  all  right.    Just  after  the  engine  got  into 
motion  the  collision  took  place.     I  had  the  break  put 
on  my  engine  and  stopped.  We  had  not  gone  a  train's 
length    before    we    stopped  again.       After    having 
stopped  I  got  off  the  engine  and  went  back  toward 
the  rear   of  my  train  in  the  6-foot  space.      I  met 
guard  Pearce  of  my  train.     He  told  me  that  we  had 
been  run  into  by  a  Midland  train.     I  went  back  to 
the  breaks,  and  saw  that  the  rear  break  had  been 
driven  into  the  other,  and  that  the  front  wheels  of  the 
rear  break  were  lifted  off  the  rails.     Whilst  we  were 
talking  the  Midland  driver  came  up  and  said,  "  the 
**  signal  was  off  for  me  to  leave  King's  Cross  Metro- 
'^  politan."    I  then  went  back  to  the  Granville  signal- 
box  and  I  said  to  the  signalman,  ^^  How  is  it  this  has 
occurred  ?"    He  said,  "  The  King's  Cross  signalman 
"  must  have  sent  the  train  on ;  I  did  not  give  line 
**  clear."    I  saw  that  the  down  road  was  not  foul.    I 
asked  the  signalman  to  get  us  some  assistance  as  we 
could  not  go  on.     He  said  he  would  telegraph  to  the 
Metropolitan  Company  at  Edgware  Road  for  assist- 
ance.    The  signalman  was  then  out  of  his  box  on  the 
ballast.    After  this  he  returned  to  his  box  and  I  went 
back  to   my    engine.     We    waited  there    until  the 
Metropolitan  Company's  people  came,  and  I  assisted 


them  to  get  the  two  vans  separated  from  each  other. 
This  was  very  difficult  as  the  vans  were  double 
coupled,  and  the  couplings  were  twisted  by  the  colli- 
sion. After  the  rear  van  had  been  put  on  the  rails 
we  went  forward  to  Farringdon  Street,  and  had  the 
wheels  gauged.  They  were  found  to  be  all  right,  and 
we  went  forward  with  the  train  and  the  damaged  vans 
to  the  Elephant  and  Castle.  I  was  not  injured  by  the 
accident,  nor  my  fireman,  nor  was  any  damage  done 
to  my  engine.  On  passing  King's  Cross  Metropolitan 
I  looked  back  along  the  off  side  of  the  train  and  I  saw 
the  white  light  of  the  side  lamp  of  the  break-van,  it 
was  burning  brightly.  I  did  not  look  along  the  other 
side  of  the  train,  and  do  not  know  whether  my  fire- 
man did  or  not.  I  do  not  know  whether  the  Granville 
signalman  did  telegraph  for  assistance  or  not.  I  cannot 
remember  whether  1  looked  back  along  the  side  of 
my  train  when  we  were  starting  from  Granville  box. 
The  tunnel  was  full  of  steam  from  my  engine. 

Goods  guard  Samuel  Pearce^  two  years,  and  five 
years  in  the   Company's   service,   states:  I  was   in 
charge,  and  in  the  front  break,  both  breaks  were,  as 
usual,  at  the  rear  of  the  train.    I  worked  the  No.  76 
up  Elephant  and  Castle  coal  train,  due  to  leave  King's 
Cross  goods  yard  at  10.43   p.m.  on  the  7th  instant 
We  left  the  King's  Cross  goods  yard  at  11.13.     We 
were  27  minutes  late  on  the  previous  down  journey. 
The  up  train  consisted  of  engine  116,  Driver  Ham- 
mond, nine  loaded  coal  waggons,  and  two  breaks.     I 
rode  in  the  front  van,  Breaksman  Henry  Head  rode 
in  the  rear  van.     We  worked  very  well  to  Granville 
box,  Metropolitan  Railway.     I  saw  the  King's  Cross 
Metropolitan  home-signal  at  danger  when   we  were 
running  into  King's  Cross  station.     It  was  pulled  off 
before  the  engine  reached  it.     I  saw  the  red  light  and 
then  saw  it  had  been  changed  to  a  green  light.    We  did 
not  stop  at  King's  Cross  Metropolitan  station.     I  am 
certain  as  to  that.     We  ran  through  the  station  at  a 
speed   of  four  or  six  miles  an  hour.     Approaching 
Granville  signal-box  I  saw  that  both  the  distant  and 
home  signals  were  on  at  danger.     The  driver  shut  off 
steam  and  I  applied  my  break  to  steady  the  train  down 
to  the  box.     The  signals  remained  on  and  we  stopped 
at  the  signal-box.     When  we  pulled  up  the  rear  of  the 
train  was  between  the  distant  and  home  signals,  nearer 
to  the  latter.     I  calculate  from  the  length  of  the  train 
that  the  engine  would  be  in  the  open  space  between 
the  tunnels  and  opposite  the  signal-box.    I  looked  at 
my  watch  directly  we  stopped.     It  was  11.24  p.m.     I 
was  sitting  in  my  break  when  my  driver  gave  a  short 
sharp  whistle  which  indicated  to  me  that  the  Gran- 
ville stop-signal  had  been  pulled  off.     There  was  too 
much  steam  at  the  mouth  of  the  tunnel  for  me  to  see 
the  signal  myself,   I  heard  my  engine  blowing  off 
steam.    We  started  again  after  a  detention  of  seven  or 
eight    minutes:  we    started    immediately   the    sharp 
whistle  was  sounded.     We  had   hardly   moved    far 
enough  to  tighten  the  couplings  when  we  were  run 
into  behind.     I  do  not  know  the  exact  time  when  we 
started.    I  was  knocked  from  one  end  of  the  break  to 
the  other.     It  was  break  10,929,  an  open-ended  break. 
Rear  break  was  11,071,  also  open-ended.     My  hand- 
lamp  was  knocked  down  with  the  face  downwards  so 
that  I  was  in  darkness^     As  soon  as  I  found  it  I 
applied  my  break  and  shouted  as  loudly  as  I  could  to 
the  driver  to  stop.     I  looked  at  my  watch  as  soon 
after  I  recovered  myself  and  before  I  called  to  the 
driver,  but  I  do  not  recollect  the  time.    My  mate 
shouted  as  well,  and  we  succeeded  in  stopping  the 
driver  before  the  rear  of  the  train  had  reached  the 
signal-box.    I  tried  to  stop  because  the  rear  break  had 
been  telescoped  into  mine.    I  got  out  of  the  break  as 
soon  as  I  found  the  train  was  stopping,  before  it  had 
stopped,  and  saw  that  we  had  been  run  into  by  a  Mid- 
land train.     The  Midland  driver  came  to  me  and 
asked  if  we  had  broken  loose.     I  said  that  we  had 
been  waiting  signal^  that  he  had  run 'into  us  as  we 
were  starting.    He  said  the  signals  were  off  for  him 
at  King's  Cross.     My  break  was  a  good  deal  damaged, 
the  rear  van  having  been  driven  into  it.     The  rear 
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van  was  not  much  damaged  bat  the  leading  wheels 
were  lifted  up  in  consequence  of  having  mounted  my 
Tan.  My  break  remained  on  the  road.  I  told  the 
Granville  signalman  to  block  the  up  line,  the  down 
line  was  not  fouled.  The  signalman  at  Granville  box 
said  to  me  that  he  had  not  given  '*  clear  "  for  the  Mid- 
land to  come  on,  I  cannot  say  in  what  position  the 
Granville  box  distant-signal  was  at  the  time  of  the  colli- 
sion. It  was  behind  us.  I  cannot  speak  as  to  the  home- 
signal  either.  I  am  very  much  shaken  and  so  is  my 
mate,  Breaksman  Head.  I  was  guard  of  the  down 
empties  train  which  broke  loose  near  Granville  box 
about  three  or  four  months  ago— when  we  were  run 
into  by  Great  Northern.  We  got  clear  at  1.10  a.m. 
We  were  put  right  by  Metropolitan  Company's  break- 
down gang.  Before  starting  from  King's  Cross  goods 
yard  I  looked  at  the  tail  lamps,  and  both  side  lamps 
of  my  train,  they  were  burning  well.  They  had  been 
trimmed  and  lighted  afresh  at  9  plm.  Soon  after  the 
collision  I  looked  at  these  lamps,  the  tail  lamp  was 
out — cistern  had  been  knocked  upside  down.  Near 
side  lamp  was  out — not  damaged.  The  other  was 
burning  brightly.  My  mate  had  got  it  oflf  and  put  it 
on  the  ground.  I  did  not  know  of  the  Midland  train 
coming  until  the  collision  occurred.  1  ^eard  no 
whistle  from  the  Midland  engine — heard  the  driver's 
whistle  in  starting  our  train.  My  break  was  off,  and 
my  van  was  in  motion  when  the  collision  took  place. 
I  was  very  much  shaken  at  the  time  and  was  off  'luty 
for  three  days.  I  was  looking  towards  my  engine  at 
the  time  of  starting,  but  I  did  not  look  behind.  I 
cannot  speak  as  to  the  speed  at  which  the  Midland 
train  was  running — it  might  be  six  or  seven  miles  an 
hour  :  it  was  a  smai*t  blow. 

Henri/  Head,  breaksman  of  the  Great  Northern 
goods  train  :  I  rode  in  the  rear  break-van.  I  think 
we  stx)pped  at  Granville  box  about  llh.  30m.  p.m. 
and  stopped  there  about  8  or  10  minutes :  I  knew 
that  the  stop-signal  was  on  at  danger  against  vr,  I  was 
in  my  van  when  the  collision  took  place,  and  I  saw  the 
other  train  coming  at  about  half  a  minute  or  a  minute 
before  the  collision  occurred.  I  had  not  time  to  get 
out  of  my  break  :  there  was  no  whistle  from  the 
engine  of  the  train  that  ran  into  my  train  :  I  did  no 
see  the  engine  of  that  train  until  it  was  about  «  x  or 
seven  yards  from  my  van.  The  tunnel  was  full  of  steaiii, 
and  although  I  was  looking  out  of  my  break  all  the  way 
from  King's  Cross  I  could  not  see  the  Hghts  of  the 
coming  engine  until  it  was  about  six  or  seven  yards 
from  my  van.  The  front  wheels  of  my  van  were  driven 
up  into  the  break  in  front  and  they  were  throwi; 
off  the  rails.  The  buffers  of  my  van  were  bent. 
I  was  in  the  act  of  getting  out  and  was  knocked 
down  and  hurt  and  have  not  been  enabled  to  go  to 
work  since.  This  is  the  first  day  that  I  have  been 
out  of  the  house.  I  had  two  side  lights  and  one  tail 
light  on  my  van,  and  they  were  burning  when  we 
stopped  at  Granville  box. 

George  Mather,  engine-driver  11  years,  and  18 
yeai-s  in  the  Company's  service,  states :  I  was  driving 
engine  207,  tank  engine  with  the  11.1  p.m.  Midland 
up  passenger  train  from  Tottenham  to  Moorgate 
Street  station  :  I  had  six  vehicles,  including  two 
break  carriages,  with  two  guards,  one  riding  in  the 
front  and  the  other  in  the  rear  break  carriage  in  the 
train  :  we  got  to  King's  Cross  Metropolitan  station 
about  five  or  six  minutes  iate,  and  when  we  got  there 
the  up  starting-signal  was  on  at  "danger,"  That 
signal  was  taken  off  for  us  to  leave.  Directly  after 
we  had  started  I  saw  the  Granville  box  up  distant- 
signal,  and  it  was  on  at  "  danger  :"  and  I  passed  it, 
running  at  about  four  miles  an  hour.  I  could  not  see 
the  Granville  stop-signal  from  the  steam  in  the  tunnel. 
I  was  running  with  the  steam  off  when  we  passed  the 
up  dij*tant-signal,  and  I  was  running  rather  slower 
than  four  miles  an  hour  when  the  collision  took  place. 
It  was  not  until  I  was  within  ^vq  or  six  yards  of  it  that 
I  saw  the  tail  light  on  a  train  in  front.  When  I  saw 
the  tail  light  I  reversed  the  engine  and  turpeji  on  the 


steam.  My  engine  was  not  thrown  off  the  rails,  and 
no  damage  was  done  to  it.  I  believe  no  damage  was 
done  to  any  carriages  in  my  train.  I  do  not  know 
exactly  when  the  collision  haj^ned.  When  the 
collision  occurred  I  got  off  the  engine  and  looked  for- 
ward, and  I  went  forward  to  the  rear  break  of  the 
Great  Northern  goods  train,  and  saw  that  the  down 
line  was  not  fouled.  I  came  back  to  the  front  guard 
of  my  train  and  told  him  what  had  occurred,  and  said 
I  should  like  him  ba  soon  as  he  was  at  liberty  to  go 
with  me  ink)  the  signalman's  box  to  hear  what  the 
signalman  had  got  to  say  about  the  occurrence:  he 
went  with  me  to  the  signal-box,  and  I  asked  the 
signalman  how  it  had  occurred,  and  he  said  he  had 
pulled  off  the  signal  for  the  Northern  goods,  and 
looked  out  and  saw  the  breaks  coming  itnd  gave 
"  clear  :"  directly  afterwards  the  guards  called  out, 
**  Hold  on,  we're  off  the  road."  We  then  came  out  of 
the  signal-box  and  went  back  to  our  train.  I  did  not 
whistle  when  running  between  the  Granville  up 
distant-signal  and  the  spot  where  the  collision  took 
place.  I  told  my  fireman  to  put  on  his  break  a  short 
distance  before  I  got  to  the  Granville  up  distant-signal, 
and  he  put  it  on,  I  cannot  say  whether  he  kept  it  on 
or  not,  and  we  slackened  speed,  and  1  suppose  we 
were  running  at  from  three  to  four  miles  an  hour 
when  the  collision  took  place.  It  was  clear  in  the 
tunnel  for  some  distance  after  I  got  past  the  up 
distant-signal,  and  I  think  the  Great  Northern  break- 
vans  stood  a  very  short  distance  inside  the  steam.  I  did 
not  expect  to  find  any  obstruction  between  the  up 
distant  and  stop  signal,  and  I  had  slackened  the  speed 
on  finding  the  up  distant  on  at  *'  danger  "  against  me. 
It  is  not  an  unusual  thing  to  find  the  Granville  up 
distant-signal  on  at  "danger"  against  us.  I  have 
never  found  an  obstruction  there  before,  and,  except 
that  there  had  been  a  second  train  in  the  same  section, 
I  had  sufficient  control  over  my  train  to  have  stopped 
it  at  the  up  stop  or  home  signal.  We  are  guided  by 
the  Metropolitan  Company's  rules.  There  is  no  rule 
requiring  me  to  whbtle  when  the  distant-signal  is  on 
at  danger. 

Johdi  Garrison,  fireman  five  years :  I  was  firing 
for  George  Mather  on  the  7th  February  :  I  do  not 
know  what  time  it  was  when  we  started  from  the 
Metropolitan  King's  Cross  station  :  the  starting-signal 
was  taken  off  for  us  to  leave  :  the  Granville  up  dis- 
tant-signal was  on  as  we  passed  it,  and  we  were 
running  at  the  time  at  the  rate  of  five  or  six  miles  an 
hour  :  I  could  not  see  the  Granville  box  up  stop- 
signal  before  we  entered  the  tunnel,  and  I  did  not  see 
any  tail  lights  on  a  train  in  front  before  we  entered 
the  tunnel.  We  saw  the  tail  lights  of  the  train  when 
we  might  be  five  or  six  yards  from  them  and  we  were 
then  running  about  four  miles  an  hour.  My  mate 
reversed  the  engine,  turned  on  the  steam,  and  I 
applied  the  engine  break  tighter.  We  were  running 
at  that  time  with  the  steam  off:  the  driver  shut  off 
the  steam  when  about  the  middle  of  the  first  tunnel, 
before  we  reached  the  up  distant-signal,  and  I  applied 
the  engine  break  before  reaching  it,  and  afterwards 
also,  and  I  kept  it  on  afterwards. 

Philip  Charles  Michel,  guard  10  months  and  6^ 
years  in  the  Company's  service  :  1  was  under  guard 
of  the  11.1  p.m.  Midland  up  passenger  train  from 
Tottenham  to  Moorgate  Street  on  the  7th  instant,  and 
rode  in  the  front  break  carriage  next  to  the  engine : 
I  do  not  know  at  what  time  we  left  King's  Cross 
station  :  I  saw  that  the  up  starting-signal  was  against 
us  when  we  arrived  at  King's  Cross  station,  and  it 
was  taken  off  for  us  to  leave :  I  noticed  that  the  up 
distant-signal  was  on  at  danger,  and  I  put  my  break 
on  as  we  passed  it,  and  we  did  not  run  faster  than 
five  or  six  miles  an  hour.  I  was  on  the  look-out  on  the 
right-hand  side  of  my  break  for  the  Granville  sema- 
phore signal,  and  when  doing  so  I  noticed  an  unusual 
red  light  in  front  of  us  and  immediately  afterwards 
the  collision  occun-ed,  and  we  were  not  running  then 
at  more  than  four  or  five  miles  an  hour.    My  break 
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was  on  at  the  time.    I  did  not  hoar  any  whistle  from  rode  in  the  last  break  caniage :  we  left  King's  Cross 

our  engine.     lam  not  aware  of  any  damage  having  Metropolitan  station  at  11.31.    The  signal  was  against 

been  done  to  my  train.     I  do  not  know  when  the  us  when  we  airived  there  and  it  was  taken  off  before 

collision  occurred.     I  went  with  the  driver  into  the  we  left      I  had  no  warning  whatever,  and  I  only 

signal-box.     We  asked  the  signalman  at  the  Granville  l^ecame    aware    that  something    was  wrong    by  the 

box  if  he  could  give  any  information  as  to  how  the  collision  taking  place.    I  think  we  were  running  about 

collision  had  happened  :  ho  said  he  had  lowered  the  four  or  five  miles  an  hour  when  it  happened  :  my 

signal  for  the  Great  Northern  train  to  pass,  and  when  break  was  on  at  the  time.     I  saw  that  tl\e  back  signal 

the  engine  had  passed  and  he  saw  the  breaks  follow-  was  on  at  "  danger."     I  did  not  see  the  stop-signal 

ing,  he  had  given  "  line  clear,"  and  inmiediately  after-  ahead,  neither  did  I  see  the  tail  lights.     I  think  the 

wards  he  had  heard  the  Northern  guards  calling  out  collision  occurred  about  11.32  p.m.,  but  I  did  not  look 

**  Off  the  road."  at  my  watch  at  the  time.     I  did  not  hear  anyone  com- 
plain of  being  hurt  at  the  time.     The  speed  was 

Walter  West^  head  guard  of  the  II.  1  p.m.  up  pas-  reduced    to   four  or  five  miles  an  hour  before  the 

senger  train  on  the  7th  instant ;  2^  years  a  guard  collision  took  place, 
and   7^  years  in  the  Company's   service,  states  :   I 

From  the  preceding  statements  it  appears  that  on  the  7th  instant  a  Midland  up 
goods  train  passed  the  Granville  box  on  its  way  to  Farringdon  Street  station  at 
llh.  21ni.  p.m.,  and  in  due  course  an  up  Great  Northern  coal  train,  on  its  way  to  the 
Elephant  and  Castle  station,  arrived  from  King's  Cross  (Metropolitan)  and  stopped  in 
obedience  to  the  stop-signal  at  the  Granville  box  about  llh.  24m.  p.m.,  in  consequence 
of  "  line  clear "  not  having  been  received  from  Farringdon  Street  for  the  previous 
Midland  up  goods  train. 

The  Great  Northern  up  coal  train  stopped  there  seven  or  eight  minutes,  and  the  Gran- 
ville box  signalman  then,  after  he  had  gi\ren  the  signal  for  the  Great  Northern  up  coal 
train  to  proceed  on  to  Farringdon  Street,  took  off  the  stop-signal,  he  having  received  at 
llh.  31^m.  p.m.  "  line  clear"  from  Farringdon  Street  for  the  Midland  up  goods  train. 
The  Great  Northern  up  coal  train  had  actually  started,  and  was  moving  slowly  ahead, 
when  it  was  overtaken  and  run  into  by  the  11.1  p.m..  Midland  up  passenger  train  from 
Tottenham  to  Moorgate  Street  station,  which  was  traveUing  at  the  estimated  speed  of 
from  three  to  five  imles  an  hour,  when  the  collision  with  the  rear  van  of  the  Great 
Northern  up  coal  train  took  place,  88  yards  inside  the  Granville  box  up  distant-signal, 
which  was  on  at  ^*  danger  "  as  the  Midland  passenger  train  passed  it,  and  81  yards  from 
the  Granville  box  up  stop-signal  ahead. 

The  rear  break- van  of  the  Great  Northern  up  coal  train,  which  consisted  of  a  tank 
engine,  No.  116,  nine  loaded  trucks,  and  two  break-vans  at  the  rear  of  the  train,  was 
forced  into  the  break-van  in  front  of  it,  and  had  its  leading  wheels  off  the  rails.  But 
the  Midland  train  was  not  damaged. 

The  evidence  of  the  signalmen  in  the  King's  Cross  Metropolitan  C.  box,  and  the 
Granville  box,  is  most  conflicting,  as  to  which  of  them  had  made  the  naistake  that 
permitted  the  Midland  up  passenger  train  to  leave  King's  Cross  Metropolitan  station 
while  the  Great  Northern  up  coal  train  was  standing  waiting  for  permission  to  go  on 
kt  the  Granville  box.  The  King's  Cross  C.  box  signalman  distinctly  asserts  that  he 
received  ''  line  clear "  for  the  up  coal  train  from  the  Granville  box  at  llh.  31m., 
and  at  once  sent  the  Midland  passenger  train  on.  On  the  other  hand,  the  Granville 
box  signalman  positively  states  that  he  did  not  give  **  line  clear  "  back  to  King's  Cross 
C.  signal-box  for  the  Great  Northern  up  coal  train,  although  he  admits  that  he  "  had 
"  unpegged  the  disc,  and  had  either  my  thumb  or  finger  on  the  *  train  on  line '  lever, 
"  and  had  pressed  it  down,  but  had  not  taken  my  finger  off  the  key ;  and  instead  of 
"  giving  the  '  line  clear '  signal  by  three  beats,  I  gave  five  beats,  which  means  *  block 
"  the  line.'  "  It  is  impossible  that  I  should  say  who  made  the  mistake,  but  I  am 
bound  to  state  that  I  think  it  was  made  by  the  Granville  box  signalman.  Both  are 
stated  to  be  good  signalmen. 

Hence  the  collision  was  caused  by  a  failure  in  the  working  of  the  absolute  block 
system  by  one  or  other  of  these  signalmen  having  made  a  mistake ;  and  there  is  no 
doubt  that  failures  of  this  kind  are  not  unfrequent,  and  that  they  may  be  avoided  by 
the  introduction  of  mechanical  means  that  will  prevent  signalmen  from  making  this 
kind  of  mistake. 

In  this  case,  as  the  distance  between  the  two  signal-boxes  is  short,  a  similar  mistake 
in  future  might  be  prevented  by  allowing  the  King's  Cross  up  starting-signal  to  be 
slotted  from  the  Granville  box  at  a  distance  of  429  yards,  so  that  no  up  train  could 
start  from  King's  Cross  without  the  consent  of  the  Granville  box  signalman,  unless  the 
engine-driver  disobeyed  and  ran  past  the  starting-signal  at  danger. 

In  the  meantime,  however,  until  these  have  been  adopted,  the  public  will  be 
subjected  to  risks,  especially  when  the  working  is  mostly  in  tunnels,  from  the  Com- 
pany's regulations  and  the  mode  in  which  signals  are  permitted  to  be  passed  while 
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standing  at  danger.  I  have  already  stated  that  the  up  line  at  Granville  box  is  pro- 
tected by  a  home  or  stop-signal,  and  by  a  distant-signal  169  yards  from  the  stop-signal ; 
this  distant-signal  being  only  260  yards  from  the  King's  Cross  up  starting-signal. 

It  is  stated  that  up  trains  frequently  find  the  Granville  box  up  distant-signal  at 
"  danger  *'  as  they  pass  it,  and  it  would  be  so  kept  until  "  line  clear ''  had  been 
received  at  that  box  for  the  preceding  up  train,  so  that  in  all  cases  it  only 
means  to  an  engine-driver  that  the  preceding  train  was  still  travelling  on  the  next 
block  section  ahead,  of  that  which  he  is  on,  and  in  consequence  that  he  must  stop  at 
the  up  home-signal,  and  he  regulates  his  running  accordingly. 

The  Company's  regulations  (part  of  242,  page  60)  say  respecting  distant-signals : 
^*  Should  one  of  these  signals  be  at  danger,  the  driver  must  be  prepared  to  stop  at  the 
"  signal,  and  then  move  slowly  on  (so  far  as  the  line  may  be  clear  to  enable  him  to  do 
"  so)  to  the  next  junction-signal,  intermediate  signal-box,  or  station-signal/'  The 
driver  of  the  Midland  up  passenger  train  was  told  by  the  taking  off  of  the  King's  Cross 
up  starting-signal,  that  the  section  was  clear  up  to  the  GranviQe  box,  and  when  he 
found  that  the  Granville  box  up  distant-signal  was  on  at  "  danger  "  against  him,  he 
was  warned  that  the  next  section  ahead  was  not  clear,  and  that  he  must  regulate  his 
running  so  as  to  stop  at  the  up  home  or  stop-signal  at  the  Granville  box.  He  could 
not  see  through  the  tunnel  for  the  steam,  and  he  could  not  see  the  GranviQe  box  up 
home-signal,  nor  the  tail  lights  on  the  Great  Northern  up  coal  train,  which  were  80 
yards  nearer  to  him  than  the  up  stop-signal.  The  driver  did  what  he  was  in  tho  habit 
of  doing,  shut  off  the  steam  and  reduced  his  speed  so  as  to  stop  at  the  up  stop-signal, 
and  when  he  is  six  or  seven  yards  from  the  tail  of  the  coal  train,  when  it  is  too  late,  he 
sees  the  tail  lights  and  cannot  stop  his  train.  I  cannot  blame  that  driver.  The 
collision  was,  as  I  have  already  stated,  the  result  of  a  mistake  made  by  one  or  other 
of  the  two  signalmen  combined  with  the  insufficient  arrangements  of  the  Company  in 
not  having  provided  means  by  which  the  driver  of  the  Midland  train  might  be  made 
aware  of  the  fact,  that  a  coal  train  had  been  stopped,  and  was  still  standing  at  the 
Granville  box.  Failing  this  the  Company's  regulations  should  be  changed,  and  should 
prohibit  drivers  from  running  past  danger-signals  wherever  they  may  be  exhibited. 

K  the  Granville  box  up  distant-signal  were  altered  so  as  to  show  "all  right/' 
"  caution,"  and  *'  danger"  signals,  this  collision  need  not  have  occurred,  notwithstanding 
the  mistake  made  in  the  block  working  by  one  or  other  of  the  signalmen. 

I  have,  &c., 

The  Secretary,  W.  Yolland, 

(Railway  Department,)  Colonel. 

Board  of  Trade. 

Printed  copies  of  the  above  Report  were  sent  to  the  Great  Northern,  the  Metropolitan,  and  the  Midland 

Eailway  Companies  on  the  17th  March. 


METROPOLITAN  DISTUICT  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  London,  S.W.,  25th  February  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  iu  the  Order  of  the  29th  ultimo,  the  result 
of  my  iuquiry  into  the  circumstances  connected  with  the  accident  which  occurred  on  the 
9th  January  to  a  London  and  North- Western  passenger  train,  when  travelling  between 
the  Blackfriars  and  Temple  stations,  on  the  Metropolitan  District  Railway. 

No  persons  were  injured  on  this  occasion. 

The  chimney  of  the  tank-engine  which  was  drawing  the  train  came  in  contact  with 
the  under-side  of  a  girder  or  girders,  and  the  ferule  at  the  top  of  the  funnel  was 
broken;  the  barrel  of  the  funnel  received  a  severe  blow,  and  the  whole  of  the 
rivets  fastening  the  barrel  of  the  funnel  to  the  socket  on  the  top  of  the  smoke-box 
were  broken. 

Description. 

The  drawings  supplied  to  the  Board  of  Trade  prior  to  the  opening  of  this 
portion  of  the  Metropolitan  District  Railway,  which  was  constructed  as  a  covered 
way,  show  that  the  height  between  the  level  of  the  rails  and  the  under-sides  of  the 
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iron  girders  that  supported  the  covered  way  was  intended  to  be  13  feet  6  inches ; 
and  I  hare  been  informed  by  Mr.  Speck,  the  locomotive  superintendent  and  engineer 
to  the  Metropolitan  District  Railway  Company,  that  the  least  height,  or  the  minimum 
structure  of  the  Company's  works,  would  be  found  at  the  Warwick  Road  bridge,  and 
that  it  amounted  to  13  feet  4|  inches.  This  height  was,  I  understand,  supplied  to 
the  London  and  North- Western  Railway  Company,  so  that  the  heights  of  the 
chimneys  on  their  engines  should  be  regulated  accordingly.  I  was  also  told  that  the 
heights  of  the  funnels  of  the  engines  belonging  to  the  Metropolitan  District  Railway 
Company  was  limited  to  12  feet  6  inches,  but  some  of  the  London  and  North- Western 
Company's  engines  recently  constructed  have  the  top  of  the  funnels  standing  about 
12  feet  9^  inches  above  the  level  of  the  rails. 

Mndence. 


Edward  Jinks,  engine-driver  of  No.  2287  tank- 
engine  belonging  to  the  London  and  North-Westem 
Biolwaj  Company,  15  years  an  engine-driver,  and 
26  years  in  the  railway  service,  states: — I  was  in 
charge  of  the  11.43  am.  up  passenger  train  from  the 
Mansion  House  to  Broad  Street.  I  had  been  driving 
more  than  two  years  to  and  £rom  the  Mansion  House, 
and  the  9th  January  was  the  first  day  on  which  I 
had  had  this  particular  engine  on  the  line.  I  was 
running  with  the  coal-bunk  in  front  and  the  chimney 
behind.  The  train  consisted  of  six  vehicles  inclu- 
ding two  break-carriages,  with  one  guard  riding  in 
the  last  break-carriage  at  the  tail  of  the  train.  We 
left  the  Mansion  House  station  at  the  proper  time, 
and  we  were  running  about  20  miles  an  hour  between 
the  Blackfriars  and  Temple  stations,  when  my  atten- 
tion was  attracted  by  hearing  a  great  noise,  as  if  a 
piston  had  broken  in  a  cylinder.  1  was  in  the  tunnel 
at  that  time.  It  was  beyond  the  first  short  opening 
in  the  tunnel  between  Blackfriars  and  the  Temple 
stations  when  I  heard  the  noise.  When  I  reached 
the  next  opening  at  the  side  of  the  line,  where  there 
is  daylight,  I  saw  that  the  chimney  of  the  engine 
was  slightly  slanting  backwards,  and  I  ran  cautiously 
forward,  and  stopped  at  the  Temple  station.  The 
ferule  at  the  top  of  the  chimney  had  been  knocked 
off,  and  the  base  of  the  chinmey  had  all  the  rivets 
broken  which  secured  it  iu  the  socket  on  the  top  of 
the  smoke-box.  It  was  not  bent  down  so  much  as 
to  come  in  contact  with  the  carriage  immediately 
behind  it.  I  took  the  train  on  with  this  engine 
as  far  as  Addison  Road  station,  and  the  engine 
was  taken  off  the  train  at  that  station,  and  I  took  it 
on  to  Willesden.  I  don't  know  what  height  the  top 
of  that  chimney  stood  above  the  level  of  the  rails. 
There  was  nothing  vjrrong  in  going  down  to  the 
Mansion  House  that  morning  on  my  first  trip. 

John  Teasdale,  locomotive  foreman  in  the  service 
of  the  London  and  North-Westem  Railway  Company, 
states  that  No.  2287  tank-engine  was  constructed  in 
the  early  part  of  1878.  The  engine  in  a  disabled 
6tate  was  brought  to  Willesden  workshops  on  the 
9th  January,  after  the  accident  had  occurred.  The 
chimney  had  been  removed  when  I  first  saw  it.  I 
had  the  old  socket  taken  off,  and  placed  a  similar 
chinmey  in  all  respects  fixed  in  a  new  socket  on  the 
top  of  the  smoke-box,  and  I  measured  the  height 
from  the  level  of  the  rails  to  the  top  of  the  chimney, 
and  found  it  to  be  12  feet  8^  inches.  I  have  since 
had  the  pieces  of  the  identical  chimney  which  was 
knocked  off  put  together,  and  I  found  that  these 
pieces  when  put  together  were  three-quarters  of  an 
inch  longer  tiian  the  new  chinmey  which  I  had  had 


measured  when  placed  on  the  top  of  the  smoke-box 
of  the  engine,  and  this  would  make  the  height  from 
the  rails  12  feet  9^  inches.  I  don't  know  of  any 
arrangement  between  the  two  railway  companies 
concerned,  that  the  top  of  the  chimney  of  the  engine 
should  not  exceed  any  specified  height,  and  I  don't 
know  how  far  the  minimum  structure  may  be 
approached  in  the  construction  of  engines.  The 
engine  was  new  recently.  It  has  run  about  13,000 
miles  and  has  not  been  in  the  shops  for  repair. 

Thomas  Samuel  Specks  Locomotive  Superintendent 
and  Engineer  of  the  Metropolitan  Distinct  Railway 
Company,  states : — ^That  the  London  and  North- 
Westem  Railway  Company  began  to  run  trains  to 
the  Mansion  House  station  in  1872.  The  engines 
were  to  be  constructed  so  as  to  be  suitable  for 
running  on  the  District  Railway.  The  height  of  the 
chimnies  for  our  line  above  the  rails  is  shown  on 
the  drawings  to  be  12  feet  6  inches,  and  we  keep  to 
that  height;  and  the  minimum  structure  supplied 
to  the  London  and  North-Westem  Railway  Company 
was  13  feet  4|  inches.  In  process  of  time,  and  in 
relaying,  the  height  at  one  point  between  the  Black- 
friars and  the  Temple  stations  now  appears  to  be 
12  feet  llf  inches.  I  have  ascertained  that  a  piece 
of  the  funnol  of  the  North- Western  engine  was 
picked  up  70  feet  east  of  the  light-hole  between 
Blackfriars  and  the  Temple  stations. 

Fred  Knapp,  states :  I  am  a  porter  in  the  service 
of  the  District  Railway  Company  and  do  duty  at 
the  Temple  station.  I  was  in  that  capacity  on  the 
morning  of  the  9th  January  1879.  Directly  the  London 
and  North-Westem  train,  the  engine  of  which  had 
met  with  an  accident,  had  left  the  Temple  station, 
the  station  inspector  told  me  to  get  off  down  the 
tunnel  and  see  if  I  could  see  any  broken  pieces  and 
remove  them  if  they  were  on  the  line.  I  got  a  hand- 
lamp  and  went  with  the  best  speed  I  could,  and  about 
10  yards  on  the  Blackfriars  side  of  the  open  space 
nearest  the  Blackfriars  station  I  found  one  large 
piece  of  metal,  and  several  smaller  pieces ;  the  largest 
piece  wa?  in  the  6-foot  way  touching  the  metal  on 
the  down  side ;  the  other  pieces  were  scattered  about, 
the  greater  part  in  the  6-foot  way.  I  gathered  them 
together  and  put  them  in  a  heap  and  went  back 
again.  I  afterwards  took  a  scuttle,  collected  them 
together,  and  took  them  to  the  Temple  station,  and 
they  were  lying  at  the  Temple  station  for  some  time, 
but  what  became  of  them  I  cannot  say.  To  the  best 
of  my  belief  the  pieces  of  metal  were  the  top  of  the 
engine  chimney. 


Conclusion. 

Prom  the  preceding  statements,  and  ifrom  an  examination  on  the  ground  and  of  the 
damaged  engine,  it  appears  that  while  the  11.43  a.m.  London  and  North-Westem  up 
passenger  train  from  the  Mansion  House  to  Broad  Street  was  running  from  Blackfriars 
to  Temple  station  at  the  rate  of  20  miles  an  hour,  with  the  coal-hunker  in  front  and 
the  chimney  behind,  the  top  of  the  chimney  of  the  engine  was  heavily  struck,  pro- 
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bably  by  the  under-side  of  one  of  the  girders  ;  and  the  whole  of  the  rivets  fastening  the 
barrel  of  the  funnel  to  the  socket  on  the  top  of  the  smoke-box  of  the  engine  were 
broken,  and  the  ferule  at  the  top  of  the  chimney  was  broken. 

This  appears  to  have  happened  about  23  yards  east  of  the  first  opening  for  light  in 
the  covered  way  situated  about  226  yards  west  of  Blackfriars  station,  as  a  piece  of 
the  funnel  was  afterwards  found  at  that  spot. 

I  saw  the  height  of  the  bottoms  of  some  of  the  girders  measured  above  the  level  of 
the  rails.  On  the  western  side  of  the  opening  for  light  on  the  up-line,  the  height  was 
only  13  feet  2^  inches,  while  on  the  eastern  side  of  the  opening  the  height  in  one 
case  was  12  feet  llf  inches. 

The  top  of  the  chimney  of  the  engine  only  measured  12  feet  9^  inches,  and  of 
course,  if  these  were  the  relative  heights  on  the  day  on  which  the  accident  occurred, 
they  would  not  account  for  the  accident,  unless  the  engine  had  mounted  on  something 
placed  on  the  rails.  I  was  informed  that  the  rails  had  not  been  lowered  when  I  saw 
them  subsequent  to  the  accident,  but  there  is  no  evidence  to  prove  that  the  engine  had 
mounted  anything  placed  on  the  rails. 

The  accident  was  caused  by  the  Metropolitan  District  Railway  Company  having 
failed  to  maintain  the  line  of  the  rails  between  Blackfriars  and  the  Temple  stations 
according  to  the  minimum  structure  supplied  to  the  London  and  North- Western  Rail- 
way Company,  viz.,  13  feet  4f  inches. 

I  have,  &c., 

The  Secretary,  W.  Yolland, 

(Railway  Department,)  Board  of  Trade.  Colonel. 

Printed  copies  of  the  above  Report  were  sent  to  the  London  and  North- Western  and  the  Metropolitan  District 

Railway  Companies  on  the  11th  March. 


MIDLAND  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  London,  S.W.,  Pehruary  28th,  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  29th  ultimo,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred 
on  the  16th  ultimo  at  Bradford  station,  on  the  Midland  Railway. 

In  this  case,  during  a  dense  fog,  the  10.8  a.m.  passenger  train  (consisting  of  tank 
engine  and  four  vehicles),  from  Shipley  to  Bradford,  while  entering  Bradford  station 
came  into  collision  with  an  empty  train  (consisting  of  engine,  tender,  and  nine 
vehicles),  standing  on  the  line  on  which  the  train  from  Shipley  was  running  into  the 
station. 

No  passengers  or  servants  of  the  Company  were  injured. 

The  only  damage  to  rolling  stock  consisted  in  the  breaking  of  four  quarter  lights 
and  a  buffer  socket  in  the  empty  train. 

Description. 

The  Midland  Company's  station  at  Bradford  is  terminal,  there  being  three  platform 
lines  used  indifferently  for  either  arrival  or  departure.  The  levers  for  working  the 
necessary  points  and  signals  are  concentrated  and  interlocked  in  two  cabins ;  No.  1 
being  close  to  the  up  end  of  the  longest  platform,  and  No.  2  285  yards  on  the  up  side 
of  No.  1  cabin.  These  cabins  are  in  telegraphic  communication,  there  being  bell 
codes,  by  means  of  which  No.  1  signalman  informs  No.  2  signalman  of  the  line  on 
which  a  train  is  about  to  leave  the  station,  and  No.  2  informs  No.  1  of  the  approach  of 
trains  to  the  station.  Thus  for  a  train  requiring  to  leave  the  down  main  passenger 
line  at  No.  2  cabin.  No.  1  signalman  gives  three  beats  on  the  bell ;  and  for  a  train 
requiring  to  leave  the  outside  platform  line  at  No.  2  cabin  he  gives  four  beats ;  No.  2 
signalman  being  in  each  case  required  to  acknowledge  the  signals  by  repeating  the 
same  number  of  beats. 

In  addition  to  the  telegraphic  communication  between  the  two  cabins  No.  1  signal- 
man has  also  disc  signals  working  in  No.  2  cabin,  relating  to  each  line,  and  one  of 
these  ought  to  be  turned  off  before  the  signal  is  lowered  for  a  train  to  enter  the 
station. 
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Prom  No.  2  signal-cabin  towards  Leeds  the  traffic  is  worked  on  the  absolute  block 
system. 

The  lines  near  the  station  are  practically  level. 

At  the  time  of  this  collision,  which  occurred  nearly  midway  between  the  two  cabins, 
and  on  the  outside  (or  No.  1)  down  line,  a  dense  fog  prevailed,  and  fog  signalmen  were 
in  attendance  at  the  home-signals. 

Evidence. 


WiUiain  Henry  LawsaUf  signalman  12  years,  fiye 
years  in  No.  1  cabin  at  Bradford :  I  came  on  duty  on 
January  6th  at  6  a.m.  for  an  eight  hours  shift.  The 
train  from  Keighley  arrived  at  10.16  or  10.17.  It  ran 
into  the  station  on  the  outer  road.  I  gave  the  signal- 
man at  No.  2  cabin  the  signal  for  the  empty  train  to 
back  out  on  No.  1  road,  viz.,  four  beats  on  the  tele- 
graph bell,  which  he  acknowledged.  I  lowered  the 
signal — ^the  lower  arm  on  the  three-armed  post — to 
allow  the  train  to  back  out  on  No.  1,  the  outside,  road. 
I  wished  to  back  the  train  along  No.  1  road  because 
Nos.  2  and  3  roads  were  occupied  by  shunting  opera- 
tions. The  signalman  at  No.  2  cabin  was  not  aware 
that  No.  2  line  was  blocked  at  this  time.  The  empty 
train  ran  past  my  cabin  out  of  my  sight,  the  weather 
being  very  foggy.  The  fog  was  so  thick  that  I  could 
not  see  the  bridge  at  the  mouth  of  the  station.  The 
empty  train  passe  I  my  cabin  about  10.20  or  10.21. 
As  it  was  passing  I  got  the  **  Be  ready  "  signal  from 
No.  2  cabin  for  the  incoming  train,  and  acknowledged 
it,  but  1  did  not  take  off  my  signal  in  No.  2  cabin. 
'  About  three  or  four  minutes  after  the  empty  train  had 
passed  I  got  the  '^  Train  waiting "  signal,  and  I  then 
pulled  off  the  disc  working  in  No.  2  cabin  for  No.  1 
road,  the  road  on  which  the  empty  train  had  run  out, 
supposing  it  to  have  cleared  No.  2  cabin.  No.  2  road 
being  still  occupied  by  a  departing  train.  I  got  no 
further  signal  from  No.  2  cabin.  I  had  signalled  the 
departing  train  from  No.  2  line  to  No.  2  signal-cabin 
betore  the  collision  occurred,  and  the  signalman  there 
had  acknowledged  the  signal.  I  heard  the  collision 
occur  at  10.24  or  10.25,  and  stopped  the  outgoing 
train  by  speaking  to  the  driver.  So  far  as  I  was  con- 
cerned the  empty  train  took  the  road  upon  which  I 
wished  it  to  go. 

Cyrus  Simpson f  signalman  12  years:  I  came  on 
duly  at  No.  2  cabin  at  6  a.m.  for  a  12  hours  shift. 
I  work  absolute  block  towards  Leeds,  and  between 
No.  1  cabin  and  mine  there  is  telegraph  bell  working. 
I  remember  the  train  from  Keighley  due  at  10.8  arriving 
a  feiv  minutes  Jate.  It  was  passed  into  the  station 
by  the  permission  of  the  signalman  at  No.  1  cabin. 
The  next  signal  I  received  after  the  arrival  of  the 
Keighley  train  was  three  beats  from  No.  1  cabin, 
meaning  that  a  train  wanted  to  back  out  on  the  down 
main  l^e,  and  I  pulled  my  cross-over  road  points 
over  and  lowered  the  signal  applicable  to  the  down 
main  line  to  allow  it  to  pass  on  to  the  up  line  then,  and 
back  into  a  siding.  The  fog  signalman  on  duty  at  my 
up  home-signals  came  to  me  and  said,  ^*  An  engine  on 
the  down  main  line  wants  to  cross  the  road."  I 
asked  him  to  stop  it  if  he  possibly  could,  because  I 
had  a  passenger  train  to  come  into  the  station,  meaning 
the  train  from  Shipley,  which  was  at  this  time  stand- 
ing at  my  signal,  but  outside  the  cross-over  road.  I 
cannot  say  v\rhether  I  had  received  the  "  Train  on  line  " 
for  the  incoming  train,  or  the  signal  from  No.  1  cabin 
for  the  shunting  train  first  of  all.  I  had  signalled  the 
incoming  train  on  to  No.  1  cabin,  but  No.  1  had  not 
taken  the  disc  off  in  my  cabin  until  I  gave  him  the 
**  Train  waiting  "  hignal,  and  then  he  lowered  his  disc, 
permitting  me  to  allow  the  train  to  run  in  on  No.  1 
line.  The  fogman  had  in  the  meantime  returned  and 
told  me  that  the  engine  was  stopped,  and  I  then  said 
<<  Go  and  see  if  the  outside  line  is  clear,"  and  on  his 
coming  and  telling  me  it  was,  I  lowered  my  signal  for 
the  train  to  imn  in  on  No.  1  line.  The  fog  at  this 
time  was  so  thick  that  I  could  not  see  anything  of  my 
signals.    The  incoming  train  then  passed  my  cabin, 
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and  had  got  out  of  sight  before  the  collision  occurred. 
The  next  I  heard  was  the  fogman  shouting  *^  Whoa !  '* 
The  time  was  then  nearly  25  minutes  past  10.  The 
immediate  duty  of  the  fog  signalman  was  at  the  three- 
armed  post,  but  he  is  also  employed  to  see  that  the 
crossings  are  clear.  There  was  a  tog  signalman  on  the 
up  side  of  the  cabin  as  well.  I  cannot  in  any  way 
account  for  the  mbtake  in  the  bell  signalling  whicn 
occurred  between  me  and  the  signalman  in  No.  1  cabin, 
except  that  the  bell  may  have  omitted  to  strike  once. 

John  Beckettf  platelayer,  acting  as  fog  signalman 
at  No.  2  cabin  on  the  station  side,  said :  I  came  on 
duty  at  7  a.m.,  and  about  the  time  of  the  collision 
the  fog  was  so  thick  that  1  could  not  see  more  than 
9  or  10  yards.  I  remember  the  train  from  Keighley 
running  into  the  station,  but  I  did  not  see  it  come  out 
again.  The  middle  arm  at  No.  2  cabin  was  lowered 
for  an  outgoing  train.  I  could  see  it  because  I  was 
underneath  it,  and  about  half  a  minute  afterwards  it 
was  reversed,  and  the  lower  arm  pulled  off.  On 
returning  to  the  cabin  from  the  signal,  the  signalman 
said  to  me,  **  there  are  some  coaches  on  the  middle 
road."  He  then  told  me  to  see  if  the  back  road  was 
clear,  and  I  went  back,  but  could  not  see  anything  on 
it.  Then  I  walked  a  bit  further  towards  the  station 
and  heard  somebody  shouting  out  "  we  want  to  cross 
the  road."  I  was  then  returning  to  the  cabin  and 
met  an  incoming  passenger  train,  and  not  having  time 
to  put  down  a  fog  signal  I  pulled  my  flags  out,  and 
halloed  to  the  driver  to  hold  on,  and  he  tried  to  stop, 
but  he  struck  the  empty  coaches.  I  met  the  passen- 
ger train  on  the  cabin  side  of  the  signals.  I  after- 
wards heard  from  the  shunter  that  there  was  a  train 
wanting  to  cross  the  road,  and  on  going  back  I  saw 
the  coaches  standing  on  the  outer  line.  I  then  ran 
back  and  did  all  I  could  to  stop  the  passenger  train. 

Wmican  Calderwood^  a  shunter  at  Bradford:  I 
took  chai'ge  of  the  Keighlev  train  after  it  had  delivered 
its  passengers.  I  was  in  the  last  van,  and  wished  to 
go  down  on  the  outside  road  to  cross  at  No.  2  cabin 
to  go  into  a  siding  on  the  other  side  of  the  up  line. 
As  I  passed  the  signal  the  proper  arm  was  off  for  my 
going  alon^  the  outer  line.  The  driver  stopped  with 
the  tail  of  the  train  where  the  collision  afterwards 
occurred,  waiting  for  a  signal  from  me  to  go  forward. 
On  the  train  stopping  I  got  out  of  my  van  and  went 
towards  the  signal  to  see  if  the  proper  signal  was  ofl, 
the  signal  being  the  bottom  arm.  On  approaching 
the  signal  I  saw  the  middle  arm  off,  that  referring  to 
No.  2  road.  I  could  not  see  this  before  I  got  right 
under  the  signal  on  account  of  the  fog.  When  I  did 
see  it  I  returned  to  my  van,  thinking  the  signalman 
was  letting  something  off  the  middle  road.  When  I 
was  walking  back  to  my  van  I  met  the  fog  signalman 
and  told  him  we  wanted  to  go  down  the  outside  road, 
and  he  left  me  going  towards  No.  2  cabin.  I  am 
confident  I  told  the  fog  signalman  we  wanted  to  go 
on  the  outside  road.  I  got  back  to  my  van  and  had 
been  there  about  two  minules  when  the  collision 
occurred  without  any  warning.  The  collision  knocked 
me  against  the  door  of  the  van  and  hurt  me  a  little. 
I  heard  the  fog  signalman  shout  '*  stop  I  stop  !"  when 
the  engine  was  quite  close  to  the  van.  My  train  was 
hardly  moved  back  by  the  collision,  and  nothing  was 
knocked  off  the  road. 


M 


John  Turner^  driver  seven  years:  I  started  from 
Shipley  with  the   10.8  a.m.    train  to  Bradford  on 
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January  16th.  I  was  driving  a  4-wheeled  coupled  at  No.  2  cabin,  at  which  tatter  cabin  we  were  stand- 
tank  engine,  running  chimney  first.  The  train  was  ing  from  two  to  three  minutes  when  the  signal  for 
not  supplied  with  continuous  breaks.  We  left  Shipley  No.  1  road  was  lowered.  The  fog  was  so  thick  that 
five  minutes  late  waiting  for  the  Tidal  train  from  the  signals  could  only  be  seen  when  we  were  close  to 
Barrow.  I  had  a  clear  run  until  we  came  to  No.  2  them.  We  were  proceeding  onwards  towards  the 
cabin,  where,  finding  the  signals  at  danger,  I  stopped,  station  'when  I  heard  a  man  shouting  out  '*  hold  on  ! 
The  fog  was  so  thick  that  I  could  not  see  the  signals  hold  on !"  We  were  very  near  the  train  of  empty 
until  I  was  close  to  them.  I  was  standing  at  the  carriages  when  I  heard  the  shouting,  our  speed  at  the 
signals  for  about  three  minutes,  when  the  top  arm  time  not  being  more  than  four  miles  an  hour.  I  had 
referring  to  the  outside  road  was  lowered.  I  then  just  time  to  put  on  my  break  before  the  collision  when 
stai'ted  at  once,  and  had  got  past  the  cabin  and  the  the  train  had  nearly  stopped.  I  felt  the  blow  slightly, 
si^'^nals  when  a  shout  from  the  fog  signalman  calling  and  was  not  knocked  down.  There  were  a  good 
out  "  hold  on  "  attracted  my  attention.  My  speed  many  passengers  in  the  train,  but  there  were  no  corn- 
was  about  three  miles  an  hour  when  I  commenced  to  plaints  of  injury.  The  collision  occured  at  10.24. 
reverse  the  engine  and  the  fireman  to  apply  the  break. 

We  struck  the  tail  of  the  empty  train,  but  I  felt  very  Henry  Scotty  driver  between  five  and  six  years  :  I 

little  of  the  collision  on  the  engine.     I  had  gone  brought  in  the  9.40  a.m.  train  Keighley  to  Bradford, 

through  the  points  and  well  on  to  No.  1  road  before  and  was  backing  the  empty  train  ^ut  along  No.  1  road 

I  heard  the  fog  signalman  shout^  and  I  was  close  on  the  and  stopped  as  soon  as  I  was  clear  of  the  crossing  at 

van  before  I  could  see  it.    We  generally  go  in  on  No.  1  No.  1  cabin,  waiting  to  know  whether  the  signal  was 

line,  lowered  for  me  at  No.  2  cabin.    There  were  nine 

vehicles  on  the  train.    I  think  I  had  waited  three 

Thomas    Sturmariy    guard   15    years  :    I  was   in  minutes  when  the  Shipley  train  ran  into  us.    I  had 

char<'e  of  the  10.8  a.m.  train  from  Shipley  to  Brad-  not  previously  to  this  got  any  signal  to  proceed.     The 

ford 'on  January  16th.     It  consisted  of  four  vehicles,  fog  was  so  thick  that  we  could  not  see  above  eight  or 

viz.,  a  slip  carriage  and  three  composites,  the  slip  nine  yards.     The  collision  knocked  the   train   from 

carriage  having  a  break  compartment,  in  which  I  was  the  engine.    Neither  I  nor  the  fireman  was  knocked 

riding.     We  started  from  Shipley  five  minutes  late.  down. 
We  were  slacked  by  signals  at  No.  3  cabin,  and  stopped 

Conclusion. 

This  slight  collision  during  a  dense  fog  between  an  incoming  passenger  train  and  a 
train  of  empty  carriages  which  were  standing  on  the  same  line  as  that  on  which  the 
passenger  train  was  approaching,  was  brought  about  by  two  causes  :  Ist,  there  was  a 
misunderstanding  between  the  signalmen  in  Nos.  1  and  2  cabins  (only  285  yards  apart) 
as  to  the  line  on  which  the  empty  train  was  being  backed  out  of  the  station ;  No.  1 
signalman  having  signalled  this  train  to  No.  2  signalman  with  four  beats  of  the  bell, 
as  proceeding  along  the  outside  line,  whereas  No.  2  signalman  was  under  the  impres- 
sion that  he  had  received  only  three  beats  of  the  bell,  and  had  therefore  concluded  that 
the  train  was  coming  back  on  the  main  down  line.  The  train  having  passed  out  of  the 
sight  of  No.  1  signalman,  he,  on  receiving  the  "  Train  waiting  '*  signal  from  No.  2 
signalman,  lowered  his  disc  in  No.  2  cabin,  intimating  that  the  train  might  enter  the 
station  on  the  outside  line,  which  he  reasonably  assumed  was  by  this  time  clear  of  the 
shunting  train.  On  this  disc  being  lowered,  and  on  having  been  informed  by  the  fog 
signalman  that  the  outside  line  was  clear.  No.  2  signalman  lowered  the  signal  for  the 
train  to  enter  the  station  on  the  outside  line,  and  hence  the  collision,  the  driver  not 
having  seen  the  van  of  the  empty  train  until  he  was  close  upon  it,  the  fog  signalman 
having  just  previously  shouted  to  him  to  stop. 

The  second  cause  of  the  collision  was  the  imperfect  manner  in  which  the  fog  signal- 
man at  No.  2  cabin  up  home-signals  performed  his  duty.  The  collision  occurred  only 
70  yards  on  the  station  side  of  the  up  home-signal  post,  and  had  the  fog  signalman 
gone  back  even  half  this  distance  he  must  have  seen  the  van  of  the  empty  train 
standing  on  the  outside  line ;  whereas  he  took  upon  himself  to  inform  the  signalman 
that  the  outside  line  was  clear,  without  having  used  any  reasonable  means  to  assure 
himself  that  it  was  so. 

As  a  means  of  guarding  against  future  collisions  of  a  similar  nature,  it  is  worth  con- 
sideration whether  it  would  not  be  expedient  to  make  a  greater  distinction  between 
the  telegraphic  signals  used  by  No.  1  signalman  for  trains  running  out  on  the  main 
down,  and  outside  lines  than  is  given  by  three  and  four  beats  respectively. 

Also,  though  it  would  not  have  affected  the  present  case,  it  seems  desirable  that, 
considering  the  very  short  distance  between  the  two  cabins,  conflicting  signals  for 
incoming  and  outgoing  trains  should  be  mutually  controlled  by  the  two  signahnen. 

I  have^  &c., 

The  Secretary,  C.  S.  Hutchinson, 

(Railway  Departmeni,)  ,    Maj or- General  JELJE. 

Board  of  Trade. 

Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  2nd  April. 
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MONMOUTHSHIRE  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  25th  January  1879. 

In  compliance  with  the  instructions  contained  in  your  Order  of  the  17th 
instant,  I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circumstances  which  attended  the  collision  that  occurred 
on  the  4th  instant  at  Newport,  near  the  Moderator  public  level  crossing  of  the 
Monmouthshire  Railway  and  Canal  Company's  mineral  and  goods  line  from  Dock 
Street  to  Mill  Street  stations. 

A  goods  train  belonging  to  the  London  and  North- Western  Railway  Company 
ran  into  part  of  a  goods  train  belonging  to  the  Monmouthshire  Railway  Company, 
which  was  shunting  out  of  the  Moderator  sidings.  The  guard  of  the  Monmouthshire 
goods  train  was  injured  by  some  rails  falling  on  him,  which  were  loaded  on  the 
waggon  he  was  riding  in.  The  guard  of  the  London  and  North- Western  train  was 
also  slightlv  bruised. 

The  engme  and  tender  of  the  London  and  North- Western  train  were  damaged.  Three 
waggons  of  the  Monmouthshire  train  were  damaged,  and  two  of  them  were  thrown  off 
the  rails.     The  permanent- way  was  very  slightly  damaged. 

Moderator  sidings  and  public  level  crossing  are  a  little  more  than  a  quarter 
of  a  mile  south  of  Mill  Street  station,  and  a  little  more  than  half  a  mile  from  Dock 
Street  station  on  the  Monmouthshire  Railway,  There  are  sidings  at  both  sides 
of  the  railway,  ,which  is  a  double  line,  and  the  public  street  crosses  the  railway 
at  this  place :  the  crossing  and  sidings  are  protected  by  up  and  down  signals, 
which  are  placed  outside  the  fouling-points,  and  are  interlocked  with  the  points. 
The  sidings  are  further  controlled  with  catch-points,  and  the  levers  by  which  the 
points  and  signals  are  worked  are  placed  in  a  cabin  which  is  close  to  the  public 
level  crossing,  intermediate  between  the  up  and  down  stop-signals.  The  railway 
from  Dock  Street  curves  to  the  left  as  it  approaches  the  crossing,  and  as  there  are 
buildings  close  to  the  railway  the  view  is  very  limited  for  a  driver  approaching  from 
Dock  Street :  he  cannot  see  a  train  moving  out  of  the  up  siding  at  Moderator  crossing  for 
more  than  about  50  or  60  yards  before  he  reaches  it ;  but  the  up  signal  is  a  very  good 
signal,  and  can  be  plainly  seen  when  the  driver  reaches  Llanarth  Street  signal,  which 
protects  the  latter  level  crossing,  and  is  about  200  yards  south  of  Moderator  crossing. 

The  evidence  is  as  follows  : — 

Evidence 

C.  Baker^  engineman  of  the  5.35  p.m.  Londoa  and  is  15  yards.)  My  engine  was  under  the  wooden 
North- Western  goods  train  from  Newport  to  Aberga-  bridge,  about  37  to  40  yards  from  the  Monmouthshire 
venny,  on  the  4th  January  1879,  stated:  We  left  coal  train,  when  I  first  observed  the  danger-signal 
Dock  Street  at  5.40  p.m.  on  the  date  in  question,  of  the  pilotman's  lamp.  I  have  been  a  driver  over 
having  on  six  waggons,  five  of  which  were  loaded  and  six  years.  I  did  not  say  anything  to  the  signalman 
one  empty,  and  the  break-van  at  the  tail  of  the  train,  at  the  time  of  the  accident  about  his  signal  showing 
My  engine  was  a  tender-engine,  running  engine  in  white.  I  went  back  to  see,  but  it  was  showing  red 
front.  On  approaching  George  Street  crossing,  which  when  I  went  back.  I  was  not  hurt,  nor  was  my  fire- 
was  the  first,  I  whistled  to  get  the  signal  pulled  "  off."  man.  We  both  stopped  on  the  engine  until  after  the 
At  Grenville  Street,  the  second  crossing,  we  slackened  collision.  The  Moderator  up  stop-signal  can  be  seen 
to  pick  up  a  basket.  At  Cross  Street,  the  third  crossing,  as  soon  as  I  reach  Llanarth  up  stop-signal, 
the  signals  were  **  off."    At  Llanarth  Street,  the  fourth 

crossing,  the  signals  were  at  **  danger."     I  whistled  TAomas  TAow/j^on,  fireman  of  the  5.35  p.m.  London 

for  them,  and  they   were  lowered.     On  approaching  and  North- Western  goods  train  from  Newport  to  Aber- 

Moderator,  the  fifth  public  street  crossing,  my  mate  gavenny,  on  the  4  th  January,  stated:  I  recollect  leaving 

said  "  Right,  away ;"  so  I  stepped  across  the  footplate,  Dock  Street :  we  left  at  about  half-past  five,  and  had 

and  saw  a  white  light.     I  then  put  on' steam,  and  four  waggons  and  a  van  on.     We  came  on,  passing 

took  it  for  granted  that  all  was  right,  until  I  Baw  tlie  George  Street  signals,  which  were  "  off."     At  Gren- 

red  light  of  the  pilot  guard  on  the  waggon  of  a  train  ville  Street  crossing  we  slackened  to  pick  up  a  basket ; 

that  \\'as  shunting  across  the  road  on  which  I  was  we  then  whistled  for  the  signal,  aud  it  was  taken  off. 

running.  I  tried  to  stop  by  shutting  off  steam,  reversing.  Cross  Street  signals  were  "off:"    Llanarth  Street 

and  wiiistling  for  breaks, — my  fireman  applied  the  signals  were  " off :"     Moderator  signal  was  "off."     I 

tender  break, — ^but  I  could  not  stop,  and  ran  into  the  first  sighted   Moderator  signal   at  «about   100  yards 

other  train.     The  speed  we  were  going  at  when  passing  distance  from  it.      I  looked   for  the   signal  before 

Llanarth  Street  crossing  was  about  four  to  ^^q  miles  passing  Llanarth  Street  bridge ;  it  was  then  showing  a 

an  hour.    At  the  time  we  struck  the  waggons  that  white  light.     I  had  no  conversation  at  all  with  the 

speed  was  reduced.    After  striking  the  waggons  we  driver  after  passing  Llanarth  Street  crossing,  until  he 

ran  about  five  yards.    (Note :  the  actual  distance  firom  called  out  and  said,  "  There  is  a  red  light  on  some 

fouling-point  to  where  the  front  pf  the  engin^  stopped  waggons."    We  were  then  aljout  12  to  14  yards  ftom 
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the  main  croBS-over  road,  and  close  to  the  trayelling 
crane  which  was  over  the  line.  When  we  came  into 
collision  with  the  waggons  we  were  travelling  at 
about  three  to  four  miles  per  hour ;  we  were  running 
not  much  taster  than  this  all  the  way  up  from  Dock 
Street.  It  is  very  seldom  that  we  ever  get  a  clear 
run  from  Dock  Street  to  Mill  Street,  but  on  this 
night  we  got  a  clear  run  ;  all  the  signals  were  right 
excepting  Grenville  Street  signal.  The  signal  at 
Moderator  crossing  was  on  my  side  of  the  engine,  and 
was  burning  well.  I  have  never  known  anything  at 
all  the  matter  with  that  signal.  I  misunderstood 
what  you  meant  for  "conversation"  when  I  stated 
that  nothing  was  said  between  me  and  the  diiver. 
Immediately  after  passing  Idanarth  Street  crossing 
my  mate  said,  "  A.re  we  right  P'  and  I .  said, 
**  Yes ;  right  away."  He  then  stepped  across  the 
footplate,  and  saw  that  it  was  so.  I  have  been 
working  between  Abergavenny  and  Newport  on  the 
North- Western  trains  for  nearly  two  years,  and  I 
know  the  road  well,  and  am  always  on  the  look-out 
for  the  signals,  as  we  are  frequently  pulled  up  at  the 
crossings.  I  was  not  aware  that  the  points  and 
signals  were  interlocked  before  I  gave  my  evidence. 
I  did  not  hear  anyone  complain  or  ask  the  signalman 
at  the  time  of  the  accident  why  he  had  given  an 
"  all  right "  signal  to  my  train  ?  I  did  not  look  at  the 
signal  after  the  accident.  I  saw  the  arm  as  we 
passed ;  it  was  half-way  down. 

Matthew  Bees,  guard  of  the  5.35  train  (London 
and  North- Western  goods,  Newport  to  Abergavenny, 
on  the  4th  January). — My  train  consisted  of  two  loaded 
waggons  and  two  empties,  and  the  van.  I  am  sure  the 
engine-driver  is  wrong  about  the  load,  as  I  entered  it 
in  my  book  at  the  time,  two  waggons,  loaded  goods,  one 
van,  and  two  empty.  The  van  was  in  rear  of  the  train. 
It  was  3.40  p.m.  when  we  passed  Jack's  Pill  Box  in 
the  station  yard  at  Nevport.  The  open  end  of  my 
van  was  towards  Dock  Street,  and  not  looking  over 
the  waggons.  I  could  not  see  ahead  unless  I  looked 
along  the  side.  The  signal  for  George  Street  cross- 
ing was  at "  danger,"  and  my  driver  whistled  it  off. 
Grenville  Street  signal  was  «  off,"  and  he  slackened 
to  a  green  hand-lamp  light  to  pick  up  a  basket.  The 
signal  for  Cross  Street  crossing  was  "all  right." 
The  signal  for  Uanarth  Street  crossing  also  was  at 
•*  all  right."  The  Moderator  crossing  signal  was  at 
•*  all  right "  as  far  as  I  could  see  out  of  the  van.  I  first 
looked  for  the  signal  just  after  passing  Llanarth 
Street.  I  was  on  the  six-foot  side  in  the  van,  I 
could  not  see  the  signal  distinctly,  as  the  night  was 
hazy,  and  through  the  steam  arising  from  the  engine. 
So  far  as  I  could  see,  the  signal  showed  a  white  light. 
I  have  been  working  trains  over  this  line  for  about 
three  years.  Immediately  after  I  looked  over  the  side 
of  my  van  I  heard  the  engineman  whistle  for  the 
break ;  I  at  once  applied  my  break  and  looked  over 
the  nearest  side  of  my  van,  and  saw  a  red  light  ahead, 
which  I  took  to  be  on  an  engine.  I  should  say  that 
the  engine  of  my  train  was  very  near  to  the  travelling 
crane  over  the  line  when  the  driver  blew  his  break 
whistle.  (The  proper  name  for  what  is  termed  the 
**  crane"  is  "  Batchelor's  gantry,"  crossing  the  Mon- 
mouthshire line  for  the  purpose  of  getting  timber  off 
the  canal  boats  to  the  timber  yard.)  We  travelled  at 
a  speed  of  about  fhe  or  six  miles  per  hour  from  Dock 
Street,  and  were  going  about  four  miles  per  hour 
when  the  collision  took  place.  I  did  not  complain 
nor  hear  any  one  complain  to  the  signalman  or  ask 
him  at  the  time  why  he  had  his  signal  at  "  all  right." 
I  went  to  Mill  Street  at  once  to  telegraph  to  Aber- 
gavenny. I  stopped  on  my  van  and  was  slightly  hurt 
in  the  arm.     I  have  been  a  guard  over  six  years. 

Samuel  Sheppard,  signalman,  stationed  at  Mode- 
rator sidings,  in  charge  of  the  signal-box  and  the 
work  there. — I  have  an  assistant  who  attends  to  the 
gates,  lifts,  bridges,  close  to  my  cabin,  and  does  other 
duties  under  my  instructions ;  but  I  work  the  signab 
and  points  from  leven  which  are  oonoentrated  in  mj 


signal-box.  I  recollect  the  night  of  4th  January. 
The  Mill  Street  pilot  engine  arrived  at  Moderator 
sidings  at  5.38  p.m.  on  the  night  in  question.  She  had 
a  lot  of  empty  waggons  on,  which  were  left  standing  on 
the  down  line  to  Dock  Street  at  the  Mill  Street  side 
of  my  box,  and  clear  of  the  through  cross-over  road. 
The  engine  was  detached  from  the  waggons,  and  ran 
ahead  over  the  cross-over  points,  which  are  at  the 
opposite  side  of  the  level-crossing  gates,  to  where  the 
train  had  been  left.  I  set  the  main  cross-over  and 
siding  points  to  turn  the  engine  into  the,  sidings  for 
the  purpose  of  taking  on  traffic.  (The  sidings  re- 
ferred to  are  situated  on  the  up-line  side.)  After  the 
guard  had  got  his  train  all  right,  they  drew  out  of 
the  siding  and  stood  by  the  gates  at  the  public 
crossing,  and  short  of  the  main  cross-over  road.  The 
front  of  the  engine  was  sfanding  near  the  further 
gatepost,  and  the  last  of  the  waggons  stood  on  the 
facing-point  on  the  up  line  near  my  box.  The  normal 
position  .  of  my  signals  is  "  danger."  Before  the 
Monmouthshire  pilot  engine  left  Mill  Street  she  was 
signalled  to  me  in  the  usual  way,  and  my  down-signal 
was  lowered  for  her,  and  then  put  back  to  **  danger." 
At  the  time — 5.38  p.m.  —  that  the  pilot  reached 
Moderator  crossing  from  Mill  Street  my  up-signal  was 
at  **  danger."  The  last  up  train  which  passed  my  box 
previous  to  the  time  the  collision  took  place  was  the 
pilot  engine  from  Dock  Street,  with  a  train  at 
4.56  p.m.,  as  recorded  in  my  book.  My  signal  was 
lowered  for  that  train,  and  put  to  '^  danger "  after  it 
passed  on  to  Mill  Street,  and  was  not  afterwards 
lowered.  I  did  not  interfere  with  my  down-signals 
between  the  time  of  the  arrival  of  the  pilot  engine 
at  5.38  until  the  collision  took  place,  viz.,  at  5.47  p.m., 
and  I  had  not  altered  my  up-signal  since  I  placed 
it  at  <^ danger"  after  the  passing  of  the  train  at 
4.56  p.m.  After  the  pilot  engine  stopped  on  the  public 
level  crossing,  I  heard  the  bell  ring  from  Llanarth 
Street,  denoting  that  an  up  train  was  coming.  I 
shouted  from  the  door  of  my  signal-box  to  the  engine- 
man  to  run  over  on  to  the  down  line  ;  he  started  to  do 
so,  and  he  had  not  proceeded  more  than  10  or  12 
yards  when  I  heard  him  put  on  steam  on  the  engine, 
and  within  half  a  minute  or  so  I  heard  the  driver  of 
the  North- Western  engine  put  on  steam,  which  I  took 
to  be  to  reverse  his  engine.  One,  the  tail  waggon, 
had  been  uncoupled  from  the  trun  that  was  brought 
out  of  the  up  siding,  and  was  left  on  the  up  line, 
when  the  pilot  engine  and  train  moved  on  towards  the 
down  line.  The  main  cross-over  road,  also  the  facing- 
point  referred  to,  and  the  safety-points  are  interlocked 
with  the  up-signal,  and  the  main  cross-over  road  is  inter- 
locked with  the  down-signal  as  well.  The  waggons 
to  be  sent  forward  were  standing  in  the  middle, 
No.  2,  siding,  and  up  to  the  catch-point.  No  one 
made  any  remark  to  me  after  the  collision  about  my 
up-signal  showing  a  white  light  for  the  London  and 
North- Western  train.  I  saw  it  at  "  danger  "  when  I 
turned  the  Monmouthshire  pilot  engine  across  from 
the  down  line  to  the  sidings  at  the  up  side.  Three  wag- 
gons were  damaged  as  well  as  the  London  and  North- 
Western  engine.  I  have  not  known  the  signal  fail 
in  my  recollection.  It  always  works  well :  it  is  close 
to  my  box.  I  walked  down  to  the  signal  immediately 
after  the  collision,  and  I  called  the  Monmouthshire 
driver's  attention  to  its  being  at  **  danger."  I  have 
been  a  signalman  over  six  years.  I  gave  the  driver 
of  the  pilot  engine  a  band-signal  and  a  whistle  to  go 
across.  The  night  was  clear,  and  I  could  see  the 
semaphore  arm  at  ^*  danger."  The  lamp  serves  for  up 
and  down  signals. 

William  Lee^  engineman  of  Monmouthshire  pilot 
engine. — I  recollect  the  4th  of  January.  We  left  Mill 
Street  at  about  5.20  p.m.  for  Moderator  sidings  with 
about  10  waggons,  and  on  arrival  at  Moderator  crossing 
we  left  them  on  the  main  down  line  clear  of  the  public 
crossing.  We  ran  over  the  cross-over  road  between 
the  down  and  up  main  line,  and  the  policeman  turned 
U8  back  into  the  up  line  sidings  to  pick  up  traffic  for 
Dock  Street    We  were  tamed  into  the  No.  1  siding. 
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I  cannot  be  sure  that  it  was  not  the  middle  siding, 
as  my  engine  stood  on  the  three-throw  and  catch-points 
of  the  sidings.  We  did  not  go  into  the  siding  bejond  the 
catch-point,  as  the  waggons  stood  close  up  to  the 
safety-point.  After  the  engine  came  to  a  stand  against 
the  trucks,  we  stood  a  few  minutes  whilst  the  guard 
looked  round  them,  and  I  then  received  a  signal  to  go 
ahead,  both  from  the  guard  and  the  policeman  who 
works  the  signals  and  points  at  the  Moderator  cabin. 
I  came  out  of  the  siding  and  proceeded  towards  the 
down  main  line.  We  did  not  stop  on  the  public  level 
crossing  or  anywhere  else,  until  struck  by  the  North- 
western train.  When  passing  the  box  the  signalman 
shouted  for  us  to  make  haste  across  to  clear  the  North- 
western train.  The  pilot  guard  was  riding  on  the 
second  waggon  from  the  engine,  and  was  knocked  off 
by  the  force  of  the  collision.  I  ran  to  pick  him  up, 
and  when  doing  s.)  I  looked  up  to  see  the  position 
of  the  signal,  and  I  noticed  that  the  arm  of  the  up 
signal  was  at  "  danger."  When  I  drew  out  of  the 
siding  I  was  standing  on  the  right-hand  side  of  the 
engine,  and  I  had  one  waggon  of  goods  next  the 
engine,  three  of  rails,  and  another  of  goods.  I  have 
been  a  driver  three  years.  The  London  and  North- 
western engine  was  under  the  wooden  gantry  close 
to  me  when  I  first  saw  it.  There  is  a  curve  in  the 
line,  and  the  houses  would  prevent  my  seeing  it  for 
more  than  about  30  yards. 

Charles  Taylor^  fireman  of  the  Monmouthshire  pilot 
engine  on  4th  January. — On  arrival  at  Moderator 
crossing  from  Mill  Street  we  lefk  our  train  on  the 
down  main  line,  and  crossed  over  with  the  empty 
engine  to  the  up-line  sidings  to  pick  up  traffic  We 
did  not  go  beyond  the  safety-points.  We  sti»od  about 
two  minutes  till  we  had  a  signal  from  the  guard  to  go 
ahead.  We  brought  out  four  or  five  waggons.  I 
understood  when  we  started  from  the  siding  with  the 
waggons  that  we  were  to  go  right  on  to  the  down  line. 
I  did  not  notice  the  up  signal  when  wo  drew  out.  I  did 
not  hear  the  No/th-V^estem  train  coming  on,  as  I  was 
on  the  6- foot  side,  but  I  heard  the  train  before  the 
collision  took  place.  I  heard  nothing  at  all  about 
our  shunting  into  the  up-line  sidings  to  let  the  North- 
western train  pass.  I  saw  the  pointsman  as  wo 
were  going  into  the  sidings.  He  was  standing 
outside  his  cabin  with  his  hand  lamp,  but  I ,  did  not 
see  him  as  we  were  coming  out.  My  engine  did  not 
go  inside  the  safety-points,  as  the  trucks  were  close 
up  to  the  points.  I  and  my  driver  stopped  on  the 
engine  and  were  not  hurt. 

George  Wyatt  states:  I  was  pilot  guard  on  duty 
on  the  4th  instant  with  the  Monmouthshire  train. 
While  going  over  the  cross-over  road  at  Moderator 
crossing  at  about  5.45  p.m.  on  Saturday  last  (4th), 
with  three  Patent  Nut  and  Bolt  Company's  waggons. 


loaded  with  rails,  and  one  Great  Western  goods 
waggon,  the  goods  waggon  being  next  the  engine, 
the  points  were  worked  from  the  box,  and  as  the 
engine  was  just  on  the  down-line  points,  the  5.35  p.m. 
London  and  North- Western  goods,  ex  Dock  Street, 
ran  into  the  waggons  loaded  with  Patent  Nut  and 
Bolt  rails,  and  knocked  the  trucks  off  the  road.  I 
was  riding  on  the  break-rack  of  the  Patent  Nut  and 
Bolt  Company's  second  truck  to  unhook  the  rails  on  the 
down  line  to  shunt  them  back  on  to  my  train,  which  was 
on  the  down  line,  and  I  was  knocked  ofi*,  and  several 
rails  fell  on  me,  and  my  leg  and  arm  were  badly 
bruised,  and  my  body  is  scratched  and  bruised  in  other 
places,  and  my  uniform  torn  to  pieces.  I  was  taken 
out  of  the  debris  into  the  pointsman's  box.  Mr.  Burton 
sent  for  a  doctor,  who  ordered  me  to  be  taken  home  at 
once.  I  have  had  medical  advice  since,  and  my  wounds 
are  dressed.  I  am  ordered  to  be  kept  still,  but  I  hope 
to  resume  work  again  in  about  a  fortnight  or  three 
weeks.  I  noticed  that  the  Moderator  crossing  signal 
was  at "  danger  "  for  up  trains  before  moving  out  of  the 
siding,  and  the  signalman  told  me  by  word  of  mouth 
that  we  could  go  out  of  the  siding  to  make  our  shunt. 
We  brought  five  waggons  out  of  the  middle  road,  and 
I  unhooked  the  last  when  the  train  stopped  for  an 
instant,  and  then  I  signalled  the  driver  to  go  ahead, 
and  I  ran  and  jumped  on  to  the  second  waggon  of 
rails.  The  waggon  that  I  unhooked  was  partly  on 
the  up  road  ;  it  had  passed  over  the  three-throw  points. 
After  putting  the  waggons  of  rails  on  to  my  train  I 
intended  to  put  the  two  waggons  of  goods  together. 
I  have  been  a  gtiard  three  yeai's.  It  was  after  un- 
hooking the  waggon  that  I  observed  the  up  signal 
at  "  ilanger."  I  think  we  had  been  about  six  or  seven 
minutes  at  Moderator  crossing  when  the  collision  oc- 
curred. I  had  remained  no  time  in  the  sidings  except 
what  was  necessary  to  hook  on  the  waggons.  I  did 
not  observe  the  up  signal  before  the  engine  crossed  to 
the  up  sidings.  The  pilot  was  a  tank  engine.  I  was 
at  the  six-foot  side  of  the  waggon  of  rails  when  I 
was  knocked  off.  I  stopped  my  driver  with  my  lamp 
to  unhook  the  waggon. 

A,  Howell^  traffic  inspector,  states:  Two  waggons 
of  rails  were  thrown  off  the  rails,  and  three  were 
damaged.    Permanent  way  was  slightly  damaged. 

J,  Hilly  locomotive  foreman,  states :  The,  London 
and  North- Western  engine  and  tender  were  also 
damaged,  but  it  was  not  thrown  off,  nor  any  vehicles 
of  this  train. 

J,  D,  Roberts^  Esq-y  C.E, — ^The  distance  from 
Llanarth  crossing  to  Moderator  crossing  stop-signal  is 
about  200  yards  ;  to  Llanarth  stop-signal  it  is  about 
300  yards. 


Conclueion. 

The  LoRdon  and  North- Western  train  consisted  of  an  engine  and  tender,  two 
loaded,  two  empty  waggons,  and  a  break- van  with  the  guard  in  charge  at  the  tail  of 
the  train.  It  left  Dock  Street  at  about  5.35  p.m.  The  driver,  fireman,  and  guard 
in  charge  of  this  train,  all  stated  that  the  Moderator  crossing  up  stop-signal  was  at 
"  all  right  '*  when  they  sighted  it,  and  the  driver  further  stated  that  the  first  thing  he 
saw  of  his  danger  was  a  red  light  exhibited  by  the  guard  of  the  Monmouthshire  train, 
who  was  riding  on  the  break  handle  of  the  third  waggon  from  the  engine  of  that  train, 
but  this  driver  admits  that  when  he  went  back  to  look  at  the  **  stop  "  signal  after  the 
accident  it  was  standing  at  **  danger." 

The  Monmouthshire  train  had  arrived  from  Mill  Street,  and  was  stopped  at 
Moderator  sidings,  where  the  train  was  imhooked  from  the  engine  and  left  on  the 
down  line,  while  the  engine  went  across  into  the  sidings  at  the  up  side  of  the  line, 
and  brought  out  one  waggon  of  goods,  three  waggons  of  rails,  and  another  waggon 
of  goods,  coupled  together  in  the  order  in  which  they  are  given.  It  drew  these 
waggons  out  on  to  the  main  up  line,  was  checked  there  for  an  instant  by  a  signal 
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from  the  guard  of  the  train,  who  then  unhooked  the  last  waggon  of  goods,  and  signalled 
his  driier  to  draw  the  rest  of  the  waggons  across  to  the  down  line  for  the  purpose  of 
putting  them  back  to  his  train.  While  crossing  towards  the  down  line  the 
second  waggon  of  the  train  was  run  into  by  the  engine  of  the  London  and  North- 
western train.  The  man  on  duty  at  Moderator  crossing  signal-cabin,  as  well  as  the 
driver  and  guard  with  the  Monmouthshire  train,  stated  that  the  up  home-signal 
was  at  "  danger  "  when  they  were  moving  from  the  sidings  towards  the  up  line ;  and 
from  the  arrangements  of  the  locking  apparatus,  which  is  in  good  order,  and  has  not 
been  altered  since  the  accident,  it  is  absolutely  necessary  that  the  lever  handle  which 
works  this  signal  should  be  in  the  position  to  put  the  signal  to  "  danger  '*  before  the 
signahiian  can  set  the  points  for  the  train  to  draw  out* of  the  sidings  and  to  cross  from 
the  up  to  the  down  line.  The  signalman  stated  further  that  this  signal  had  been 
placed  to  "danger"  after  an  up  train  had  passed  at  4.56  p.m.,  and  had  not  been 
lowered  from  that  time  up  to  the  time  when  the  collision  occurred.  The  examination 
of  his  books  to  see  what  trains  had  passed,  bears  out  his  testimony  to  that  effect. 

The  railway  between  Mill  Street  and  Dock  Street  is  crossed  by  six  public  streets, 
the  crossings  are  in  each  case  guarded  with  "  stop  "  signals,  which  are  always  kept  at 
"  danger,"  unless  they  are  required  to  be  lowered  for  passing  trains.  There  are  no 
distant-signals,  as  the  distance  apart  of  these  stop-signals  is  only  from  200  to  250  yards, 
and  no  sooner  is  one  signal  reached  than  the  other  can  be  seen. 

The  accident  appears  to  have  been  caused  by  the  neglect  of  the  engine-driver  of  the 
London  and  North- Western  train,  who  failed  to  observe  the  position  of  the  Moderator 
crossing  up  home-signal.  There  does  not  seem  to  be  any  probability  that  this  signal 
stuck  fast  or  failed  to  answer  the  movement  of  the  lever.  No  complaint  or  fault 
has  been  observed  in  the  working  of  this  signal  within  the  recollection  of  the  parties 
conceraed  in  the  accident,  or  of  the  engineer  in  charge  of  the  line,  and  the  London  and 
North-Westem  engine-driver  made  no  remark  at  the  time  of  the  accident  that  the 
signal  was  not  at  "  danger." 

I  have,  &c., 

The  Secretary,  P.  H.  Rich, 

(Railv/ay  Department,)  Board  of  Trade.  Colonel,  M.JE. 

Printed  copies  of  the  above  Report  were  sent  to  the  London  and  North- Western  and  the  Monmouthshu'e 

Railway  Ck>mpanies  on  the  13th  February. 


NORTH  BRITISH  RAILWAY. 


Sir,  Glasgow,  1st  April  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  30th  January,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  the  collision  which 
occurred  on  the  25th  January,  between  Gamgaber  junction  and  Avenue  Head,  on 
the  Garngaber  mineral  (single)  line  of  the  North  British  Railway  system. 

In  this  case,  the  2.45  a.m.  up  mineral  train  (consisting  of  engine,  tender,  32  empty 
waggons,  eight  loaded  waggons,  and  a  guards  break-van),  from  Garngaber  through 
Avenue  Head  for  Kipps,  came  into  collision  (engine  to  engine)  with  the  3.45  a.m. 
down  special  mineral  train  (consisting  of  engine,  tender,  24  empty  waggons,  six 
loaded  waggons,  and  a  guard's  break- van)  from  Summerlee  through  Avenue  Head 
and  Gamgaber  for  Garscube.  The  driver  and  fireman  of  the  down  train  were  seriously 
injured;  the  former  in  the  head  and  shoulders,  and  the  latter  had  his  thigh 
broken. 

The  engines  and  tenders  of  both  trains  were  thrown  off  the  rails  and  much  damaged. 
Twenty-six  waggons  were  more  or  less  knocked  about,  seven  having  been  entirely 
destroyed.     The  cost  of  making  good  the  damage  amounts  to  nearly  SfiOOl. 

Description. 

The  single  line  between  Gamgaber  junction  (on  the  Edinburgh  and  Glasgow  line, 
about  six  miles  from  Glasgow)  and  Avenue  Head  is  rather  more  than  three  miles  in 
length,  and  is  worked  with  Tyer  s  block-telegraph  instruments,  of  which  there  is  one 
in  the  junction  cabin  at  ^Garngaber,  and  another  in  that  at  Avenue  Head,  where 
the  single  line  merges  into  a  double  Une.  The  line  is  used  only  for  mineral  traffic. 
Each  signalman  keeps  a  train  register. 
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In  Gamgaber  cJabin  there  «re  29  levers  for  working  the  different  points  and  signals, 
and  block  instruments  for  the  main  line,  in  addition  to  that  for  the  single  line.  In 
Avenue  Head  cabin  there  is  only  one  block  instrument  for  the  single  line,  and  home 
and  distiant  signals  in  each  direction ;  the  Gamgaber  signalman  is,  therefore,  much 
more  busily  employed  than  the  one  at  Avenue  Head. 

The  whole  of  the  single  line  is  very  tortuous,  and  on  part  of  it  the  gradients  »t^ 
sharp. 

The  collision  occurred  about  three-quarters  of  a  mile  from  Garngaber  junction,  a{; 
a  part  of  the  line  where  each  driver  might  have  had  a  possible  view  of  the  other's 
engine  for  about  1,000  yards.  From  the  point  of  collision  towards  Gamgaber  the 
line  falls  at  1  in  544  for  400  yards,  then  rises  at  1  in  231  for  100  yards,  and  then  on 
gradients  of  1  in  62  and  1  in  78  for  the  rest  of  the  distance.  Prom  the  same  point 
towards  Avenue  Head  it  rises  at  1  in  544  for  370  yards,  and  at  1  in  432  for  265 
yards,  &c. 

The  collision  occurred  at  about  5.30  on  a  morning  stated  not  to  have  been 
particularly  dark. 


JEhidence. 


1.  Robert  Stewart^  signalmao  five  jears,  all  the 
time  at  Avenue  Head. — ^I  came  on  duty  at  4.56  a.m. ; 
sooner  than  usual,  on  account  of  an  arrangement  with 
my  mate  who  had  a  sick  house.  I  at  once  signalled 
on  Baird's  train,  which  was  approaching,  to  Garngaber, 
and  Garngaber  took  it  on  at  4.56  a.m.,  and  the  train  • 
passed  into  the  section.  This  train  was  cleared  by 
Gamgaber  at  5.8,  about  the  regular  time.  I  then  at 
pnce  Hignalled  on  a  special  train  fi'om  Summerlee  to 
Garscube  which  had  arrived  at  5.4 ;  Gamgaber 
at  first  refused  it ;  but  at  5.14  a.m.  Garngaber  gave 
one  beat  on  the  bell,  signifying  "ready;"  upon 
this  I  repeated  four  beats  on  the  bell,  Gamgaber 
returned  four  beats  and  pinned  the  needle  over  to 
"  down  train  on  line  '*  with  the  fifth  beat,  after  which 
the  special  train  immediately  started.  I  was  in  the 
cabin  between  5.8  and  5.14,  and  my  mate  was  with 
me.  At  5.25  Garngaber  rang  and  cleared  the  special 
train,  and  immediately  gave  on  an  up  train,  and  I  at 
once  acknowledged  the  signal  and  took  the  up  train 
on  line.  The  train  was  long  in  coming,  and  it  was 
about  7  o'clock  when  I  heard  from  the  guard  of  the 
up  train  that  there  had  been  an  accident.  No  train 
waiting  signal  (nine  beats)  had  been  given  between 
4.56  and  5.26  on  this  morning.  When  Gamgaber 
has  first  refused  a  down  train  and  then  ofiered  an  up 
train,  the  practice  is  to  accept  the  up  train  from  Garn- 
gaber, and  to  keep  the  down  train  waiting  at  Avenue 
Head;  but  nothing  of  this  kind  occurred  on  the 
moming  of  thb  accident.  The  signals  at  Avenue 
Head  are  kept  at  "  danger  *'  unless  a  train  is  known  to 
be  approaching.  My  mate  lowered  the  home-signal 
for  the  train  from  Summerlee  and  put  it  back  to 
"  danger."  The  next  time  the  signals  were  touched  was 
when  I  lowered  both  home  and  distant  signals  for  the  up 
train  about  three  minutes  after  it  had  been  given  en 
from  Gamgaber,  and  I  kept  them  so  till  I  heard  that 
there  had  been  an  accident.  It  often  happens  thi^t 
Gamgaber  will  refuse  a  train  at  first,  and  afterwards 
accept  it. 

2.  John  McGillivray^  signalman  about  four  years, 
about  \\  years  at  Avenue  Head. — Stewart  relieved 
me  by  arrangement  at  about  4.56  on  the  moming  of 
the  25th  January.  I  left  the  cabin  at  5.14  to  go  home. 
I  signalled  the  down  train  to  Garngaber  at  4.56  and 
lowered  the  signals  for  it.  I  saw  this  train  cleared  at 
5.8,  and  made  the  entry  in  the  book.  A  special  train 
had  meantime  arrived  at  5.4,  and  this  was  offered  to 
Gumgaber  at  5.8,  and  refused  by  Gamgaber  till  5.14, 
when  Gamgaber  gave  one  bell,  and  the  train  was 
then  accepted  and  went  forward  at  5.16,  I  having 
lowered  the  home- signal  as  I  left  the  cabin  and 
retumed  it  again  to  <*  danger."  It  is  a  common 
occurrence  for  Garngaber  to  refu^^  a  train  and 
then  accept  it,  because  the  rising  gradient  near 
Gamgaber  makes  it  inexpedient  to  allow  a  train  to 


start  from  Avenue  Head  unless  it  can  run  dear  into 
Gamgaber. 

3.  David  ffarkness,  signalman  10  years,  5^  years 
at  Gumgaber. — I  came  on  duty  at  6  p.m.  for  a  12 
hours  shift.  At  4.50  (at  which  time  yardsman  John 
Wilson  was  in  the  cabin)  the  Gartshore  train  was 
signalled  on  to  me  ft'om  Avenue  Head.  I  accepted  the 
train  and  pinned  the  needle  at  4.50 ;  the  train  arrived 
at  5.0,  and  I  cleared  it  back  at  once.  About  three 
minutes  afterwards,  at  5.3,  Avenue  Head  ofiered  another 
train,  and  I  refused  it,  because  I  had  no  available 
room,  and  had  a  train  standing  on  the  main  line, 
which  I  wanted  to  clear  to  allow  the  newspaper  train 
to  pass.  At  5.5. 1  signalled  an  up  train,  viz.,  the  2.45 
train  from  Garngaber,  which  was  working  in  a  siding, 
to  Avenue  Head ;  Avenue  Head  at  once  received  it, 
and  it  started  at  5.10.  No  signals  passed  after  this 
between  me  and  Avenue  Head,  but  some  time  after 
the  driver  of  the  2.45  train  returned  and  asked  me  if 
I  had  taken  or  put  on  a  train,  and  I  replied  that  I  had 
put  one  on.  The  yardsman  had  left  the  cabin  at 
5  o'clock,  and  no  one  was  in  the  cabin  with  me  when 
I  gave  on  the  Gamgaber  train  to  Avenue  Head.  The 
down  needle  was  then  showing  "  down  line  clear."  I 
liad  at  this  time  on  line  between  me  and  Lenzie 
junction  an  up  main  line  goods  train  ;  and  the  down 
line  between  me  and  Lenzie  junction  was  also  blocked 
with  the  Gartshore  down  train.  I  had  also  got  the 
signal  from  Gartshore  to  enable  me  to  send  forward 
an  up  train  standing  on  the  down  line.  I  was  busy 
at  the  time  and  did  not  therefore  enter  the  train  I 
refused  from  Avenue  Head  until  after  I  had  entered  two 
others.  The  erasure  of  the  entry  relating  to  the  Gart- 
shore train  was  owing  tc  my  having  first  entered  it  in 
the  wrong  place,  viz.,  before  instead  of  after  the  Bowling 
train.     1  had  marked  the  refusal  entry  before  I  knew  of 

he  collision.  As  the  yardsman  left  the  cabin  he  said,  I 
should  do  better  to  send  the  train  to  Avenue  Head, 
before  taking  one  from  there ;  this  I  accordingly  did. 

4.  Samuel  English^  driver  eight  years. — I  was  in 
charge  of  the  2.45  a.m.  up  mineral  train  from 
Garngaber  to  Kipps.  We  were  2|  hours  late  in 
leaving,  at  about  5.15  a.m.,  having  been  detained 
during  the  night  I  had  on  a  train  of  32  empty,  eight 
mineral  waggons,  and  a  guard's  van.  We  got  the  signal 
to  leave,  and  were  running  at  a  speed  of  about  18  iidles 
an  hour,  at  the  bottom  of  the  incline,  when  I  saw 
three  white  lights  ahead.  At  the  moment  I  did  not 
realize  that  it  was  another  train,  but  I  shut  off  steam ; 
and  on  the  lights  appearing  to  move  quickly  I  saw 
what  it  was,  and  reversed,  but  did  not  put  on  steam, 
and  jumped  off  on  the  right  side,  about  hv^  waggons' 
length  before  the  collision,  the  speed  being  a  little 
reduced.  The  fireman,  who  had  had  no  time  to  put 
his  break  on,  jumped  off  op  the  left  side.    I  fell 
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dowD,  but  escaped  without  injury,  as  did  also  the  fire- 
man. The  time  of  collision  was  about  5.19.  I  had 
no  time  to  whistle.  I  went  back  to  Gamgaber  and 
was  the  first  back  there  at  about  5.45.  I  spoke  to  the 
signalman  and  told  him  there  had  been  a  collision.  I 
asked  him  whether  he  had  put  a  train  on  or  taken 
one  on,  and  he  said  he  had  put  one  on,  and  he  asked 
me  to  look  at  the  instrument,  which  I  saw  showed 
**  up  train  on  line."  He  did  not  appear  at  all  con- 
fused.    1  did  not  look  at  his  book. 

5.  Donald  McLean. — I  was  second  guard  of  the 
2.45  a.m.  up  train.  The  collision  took  me  quite  una- 
wares. After  trying  to  liberate  the  fireman  of  the  down 
train,  I  went  forward  to  Avenue  Head  and  reached  it 
about  1^  hours  after  the  collision.  I  noticed  that  the  up 
home-signal  was  standing  at  <'  clear."  The  signalman 
was  not  aware  that  there  had  been  a  collision,  and  said 
he  had  been  wailing  above  an  hour  for  my  train. 
The  morning  was  rather  dark  ;  it  was  possible  to  see 
half  a  train's  length. 

C.  Donald  McLeody  driver  2^  years. — ^I  started 
from  Summerleewith  a  special  down  train  for  Garscube. 
We  were  due  to  leave  at  3.45,  and  left  at  4.5,  and 
we  reached  Avenue  Head  at  5.0,  with  a  load  of  24 
empty,  six  loaded  waggons,  and  a  van.  We  were 
stopped  at  Avenue  Head  for  15  minutes,  waiting  for 
signals,  and  then  started.  I  was  running  at  a  speed 
of  about  25  miles  an  hour,  when  I  saw  a  green  light, 
which  I  at  first  thought  was  being  shown  by  a  surface 
man,  and  shut  off  steam,  and  it  was  not  till  we  were 
within  60  or  70  yards  of  the  other  engine  that  I  saw 
what  it  really  was.  I  then  just  had  time  to  reverse,  but 
not  to  put  on  steam,  and  jumped  off.  I  tumbled 
down  and  some  coals  fell  on  me.  I  was  injured  in 
the  head  and  shoulder.  I  was  on  the  sick  list  for 
eight  weeks.    The  fireman  jumped   off  just  before 


me,  by  my  instmctions.  He  had  not  had  time  to  put 
on  his  break.  His  thigh  was  broken.  My  head-light 
was  a  green  one ;  the  head-light  for  all  goods  engines, 
whether  on  single  or  double  lines. 


The  collision  took  the  guard  unawai'cs. 
slightly  injured. 


He  was 


7.  John  Wilson^  yardsman  at  Giirngaber  five  years. 
— I  left  the  signal  cabin  at  about  5  o'clock,  before  the 
arrival  of  the  Gartshore  train,  and  I  was  not  in  the  cabin 
again  till  after  the  collision.  I  did  not  hear  Harkness 
refuse  to  take  on  the  special  train  from  Summerlee. 
After  the  Grartshore  train  had  arrived,  I  called  out  to 
Harkness,  not  to  take  on  another  down  train  till  he  had 
sent  on  the  Garagaber  train  to  Avenue  Head,  knowing 
that  otherwise  the  station  would  be  blocked.  When  the 
Gamgaber  train  was  nearly  ready  I  told  him  so,  and  he 
said  he  was  ready  for  us.  About  6  o'clock  I  saw 
the  needle  right  for  the  up  train.  I  did  not  look  at 
Harkness's  book.  I  did  not  hear  the  noise  of  the 
collision,  but  I  heard  some  whistling,  which  soon 
ceased. 

S.  William  Burnett,  inspector. — ^1  reached  Gam- 
gaber about  11  a.m.,  and  asked  Harkness  some 
questions  about  the  erasure  in  his  book.  He  said  he 
had  made  a  mistake  by  entering  a  main  line  train 
instead  of  a  branch  train,  and  I  saw  the  entry  *'  train 
rei'used  at  5.3  a.m."  I  then  went  to  Avenue  Head 
and  found  the  clock  there  seven  minutes  faster  than 
at  Gamgaber,  and  an  entry  at  Avenue  Head  ''  train 
refused  at  5.8."  On  retuming  to  Gamgaber  I  asked 
Harkness  whether  he  knew  of  the  collision  when  he 
made  the  refusal  entry  at 5.3.  He  at  first  said  '<  No;" 
but  afterwards  admitted  to  Inspectors  Linfield  and 
Hogg  that  he  did  know  of  it. 

This  was  confirmed  by  Inspector  Hogg. 


Conclusion. 

This  collision  on  a  single  line  between  two  mineral  trains, — a  collision  accompanied 
by  serious  personal  injury,  and  by  great  destruction  to  rolling  stock — was  caused  by  a 
mistake  having  been  made  by  one  or  other  of  the  two  signalmen  at  Gamgaber  and 
Avenue  Head,  one  of  whom  must  have  allowed  a  train  to  enter  the  single  fine  before 
the  previous  train  had  been  signalled  clear.  Allowing  for  the  difference  in  the  clocks 
at  the  two  cabins,  the  Avenue  Head  signalman's  register  gives  the  following  times  : — 

Gartshore  down  train  accepted  by  Gramgaber  at  4.49,  cleared  at  5.1, 
Summerlee        „         refused    „  „  5.1, 

„  „         accepted  „  „  5.7,     cleared  at  5.18, 

2.45  a.m.  up  train  „        „  Avenue  Head  5.18, 

the  collision,  occurring  at  about  5.18. 

The  Gamgaber  register  gives  the  following  times : — 

Gartshore  down  train  accepted  by  Garngaber  at  4.50,  cleared  at  5.0, 
Summerlee        „  offered      „  Avenue  Head  at  5.3,  refused, 

2.45  a.m.  up  train       accepted  „  „  „  5.5 ; 

the  Gamgaber  register  shows  no  entry  of  the  Siunmerlee  train  having  been  accepted 
and  cleared;  there  is,  moreover,  an  erasure  in  the  entry  of  the  train  previous  to 
that  which  was  accepted  at  4.50,  and  the  entry  of  the  refused  signal  is  placed  two 
lines  below  its  proper  place,  and  is  to  all  appearance  an  after-thought,  especially 
when  iakeri  in  conjunction  with  the  fact  of  the  Gamgaber  signalman  having  first 
denied  and  then  admitted  to  the  inspectors  that  he  had  known  of  the  collision  before 
making  the  entry  of  the  refused  signal. 

As  the  entries  in  the  Avenue  Head  book  are  perfectly  regular,  and  as  the  signalman 
there  was  apparently  acting  in  the  full  belief  that  an  up  train  for  which  he  had 
taken  off  his  signals  was  approaching  after  the  down  train  had  been  cleared  by  Gam- 
gaber, I  can  only  come  to  the  conclusion  that  the  Garngaber  signalman  had  despatched 
the  up  train  without  looking  at  his  block  instrument ;  and  that  on  hearing  the  collision 
take  place,  he  had  endeavoured  to  screen  himself  by  first  clearing  the  down  train,  and 
then  by  giving  on  the  up  train  after  the  collision  had  occurred,  and  by  making  his 
regist^  entries  to  correspond. 
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The  Gbmgaber  signalmaii  is  therefore  greatly  to  blame,  both  for  his  omission  to 
carry  out  the  rules  for  working  the  single  Ime,  and  for  his  endeavour  to  screen 
himself  and  throw  blame  on  another  man,  by  his  subsequent  conduct. 

The  driver  of  neither  train  can  have  been  keeping  a  good  look-out,  for,  although 
the  engines  must  have  come  within  sight  of  each  other  at  a  distance  of  about 
1,000  yards,  the  collision  appears  to  have  taken  each  driver  very  nearly  unawares. 

This  collision  only  shows  how  little  dependence  can  be  placed  on  the  telegraph 
only  for  insuring  safe  working  on  single  lines ;  and  I  trust  that  the  directors  of  the 
North  British  Railway  may  be  induced  to  order  the  use  of  the  train  staff,  in  addition 
to  the  telegraph,  on  this  and  the  other  single  lines  of  their  system  where  it  is  not  yet 
employed. 

I  have,  &c., 

The  Secretary,  0.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Major  OeneraU  R*^- 

Printed  copies  of  the  above  Report  were  sent  to  the  Company. 


NORTH  BRITISH  RAILWAY. 


Railway  Department,  Board  of  Trade, 
Sib,  13,  Downing  Street,  London,  S.W.,  April  8, 1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  6th  ultimo,  the  result 
of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the  3rd  ultimo,  at 
Riccarton  jimction,  on  the  North  British  Railway. 

In  this  case,  as  the  6.20  p.m.  up  passenger  train  from  Hawick  to  Carlisle,  consisting 
of  tank  engine,  two  horse-boxes,  third-class  carriage,  two  composites,  third-class 
carriage,  and  break-van,  was  running  up  to  the  platform  at  Riccarton  junction,  at 
6.64  p.m.,  it  came  into  collision,  about  70  yards  outside  the  up  home-signal,  with  the 
tail  of  the  2.30  p.m.  up  goods  train  from  Portobello,  the  engine  of  which  was  standing 
at  the  water  column  taking  in  water. 

Seven  passengers  and  one  servant  of  the  Company  are  returned  as  having  been 
injured. 

None  of  the  vehicles  in  the  passenger  train  were  thrown  off  the  rails  or  damaged 
in  any  way. 

In  the  goods  train  three  of  the  waggons  were  thrown  oflF  the  rails,  and  the  break.- 
van  and  four  waggons  were  slightly  damaged. 

Description. 

At  Riccarton  junction,  65f  miles  south  of  Edinburgh,  the  Border  Counties  section 
of  the  North  British  Railway,  a  single  line,  leaves  the  North  British  double  line  from 
Edinburgh  to  Carlisle,  the  old  Border  Union  line. 

The  station,  which  is  to  the  north  of  the  junction,  has  an  island  platform  about 
200  yards  in  length.  At  each  side  of  this  platform  are  carriage  sidings,  which  are 
placed  between  the  running  lines  and  the  platform,  the  connections  being  about  half- 
way from  either  end  of  it. 

Both  up  and  down  trains  therefore  run  for  about  100  yards  outside  these  carriage 
sidings  before  arriving  at  the  point  wheie  they  come  up  to  the  side  of  the  platform. 

There  are  also  sidings  outside  the  line  on  both  sides. 

The  whole  of  the  signals  are  worked  from  the  junction  signal  cabin,  situated  about 
160  yards  south  of  the  south  end  of  the  platform. 

The  only  signals  to  which  it  is  necessary  to  refer  are  the  up  home-signal,  situated 
about  10  yards  from  the  north  end  of  the  platform,  the  high  crossing  signal,  at  some 
siding  connections  146  yards  outside  the  home-signal,  used  only  as  an  indicator  during 
shunting  operations,  and  the  up  distant-signal,  situated  730  yards  outside  the  home- 
signal.  This  last  signal  can  be  seen  for  about  256  yards  from  an  approaching  train, 
and  immediately  after  passing  it  the  up  home-signal  becomes  visible,  and  continues 
visible  for  nearly  the  whole  distance  up  to  the  station. 

The  line  through  the  station  is  on  a  30-chain  curve  to  the  right,  and  on  a  gradient 
of  1  in  75,  falling  from  a  point  beyond  the  distant-signal.  The  point  of  collision  is 
70  yards  outside  the  home-signal,  and  the  tail  lights  of  a  train  standing  at  this  point 
should  be  seen  from  an  approaching  train  for  at  least  300  yards. 
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The  line  is  worked  on  the  block  telegraph  system,  with  a  code  of  regulations,  of 
which  Nos.  10  and  11  are  as  follows  : — 

"  No.  10. — No  obstruction  must,  under  any  circumstances,  be  allowed  on  a  block 
telegraph  section  if  the  needle  applicable  to  that  section  (up  or  down,  as  the  case 
may  be,)  indicates  the  approach  of  a  train  or  engine. 

"  Note. — Junctions  are  excepted  from  the  operation  of  this  rule.  Drivers  of  all 
trains  and  engines  approaching  any  junction,  worked  under  the  block  telegraph 
regulations,  must  be  prepared  to  find  the  line  at  the  jimction  occupied,  and  have 
their  trains  under  such  control  as  to  be  able  to  comply  with  Bule  70,  page  37,  which 
is  as  follows : — 

"  *  Engmemen  approaching  Junctions  must  have  their  trains  tmder  such  command 
that  they  can  stop  before  reaching  the  distant-signal^  whatever  may  be  the  signal 
exhibited ;  and  when  approaching  the  hom^-signal^  they  must  be  careful  to  stop  at 
such  a  distance  as  m^iy  be  sufficient  to  allow  another  engine  to  cross  the  line  before 
them  in  safety.^ 

**  No.  11. — Trains  are  not  to  be  considered  *  out,'  and  the  signal  *  line  clear  *  is  not 
to  be  given,  until  the  train  or  engine  has  actually  left  the  station  on  its  journey, 
except  where  special  instructions  to  the  contrary  have  been  issued." 

There  is  no  interlocking  between  the  signcds  and  the  points,  most  of  which  are 
worked  from  the  ground. 

Evidence. 


WiUiam  Skethewayy  signalman  11  months,  four 
months  at  Riccarton,  states  :  On  the  3rd  inst  I  came 
on  duty  at  7  a.m.  for  a  12  hours'  shift,  at  the 
Riccarton  junction  signal-box.  At  6.30  p.m.  the 
2.30  p.hi.  goods  train  from  Portobello  arrived,  and 
I  shunted  it  on  to  the  up  Counties  line  out  of  the  waj 
of  the  4.25  up  fa^t  passenger  train,  which  does  not 
stop  at  Riccarton.  The  preceding  block-telegraph 
station  is  Whitrope.  At  6.31  I  received  from  Whit- 
rope  the  <Urain  on  line"  for  the  4.25  passenger 
train.  I  had  given  *^line  clear"  at  6.31  p.m.  At 
6.36  I  got  the  passing  bell  signal  from  Whitrope, 
signifying  that  this  train  had  entered  the  section. 
It  arrived  and  passed  at  6.39.  I  then  gave  ''line 
clear"  at  6.39.  I  then  allowed  the  goods  train  to 
oome  back  on  to  the  main  line,  in  order  to  do  the 
necessary  work  to  make  up  its  load  to  get  away  in 
frx>nt  of  the  slow  passenger  train^  as  it  is  timed  to  do. 
It  made  two  shunts  into  the  siding  on  the  up  side 
of  the  line,  and  then  went  to  take  water.  My  up 
signals  were  kept  at  danger.  At  6.42  I  got  "  train 
on  line "  for  the  6.20  p.m.  up  passenger  train  from 
Hawick,  signifying  that  the  train  had  passed  Shank 
End.  I  have  no  record  of  the  time  this  train  passed 
Whitrope,  but  it  must  have  been  at  about  6.50.  At 
6.54  it  arrived,  and  ran  into  the  tail  of  the  goods 
train,  which  was  standing  at  the  platform  taking  in 
water.  I  can't  say  exactly  where  the  tail  of  the  train 
was  standing,  as  I  cannot  see  it  from  the  box.  The  * 
fast  passenger  was  seven  minutes  late.  The  goods 
train  ought  to  have  left  at  6.35  p.m.  The  slow  pas- 
senger train  was  due  at  6.52,  and  was  therefore  two 
muiutes  late.  My  up  distant  and  up  home-signals 
were  at  danger.  The  high  crossing  signal  was  off. 
That  is  its  normal  position,  and  it  is  put  on  by  me 
only  when  giving  permission  for  the  crossing  to  be 
used.  The  points  at  the  crossing  are  worked  by  a 
yardsman.  Before  I  give  permission  for  them  to  be 
used,  I  get  a  signal  from  the  yardsman,  which  works 
a  lever  and  bell  in  my  cabin.  The  signal  is  not 
intended  to  apply  to  the  main  line  at  ail,  but  merely 
as  an  indicator ;  but  it  shows  a  light  to  tiains  on  the 
up  line.  I  have  been  in  the  service  altogether  three 
years.  I  saw  the  6.20  train  passing  the  distant-signal, 
and  I  thought  it  was  coming  &ster  than  it  ought  to 
have  come.  The  *'  train  on  line  "  signal  corresponds 
with  the  "  be  ready "  signal  on  some  lines,  and  the 
passing  bell  signal  with  the  "  train  on  line  "  on  those 
lines. 

William  McAdam^  line  inspector  in  the  traffic  de- 
partment, states:  It  is  my  duty  to  travel  over  the 


Hawick  to  Carlisle  section,  to  see  that  the  signals 
are  properly  worked.  On  the  3rd  inst.,  I  got  into 
the  6.20  p.m.  up  train  from  Hawick  at  Stobs.  I  was 
riding  in  the  guard's  van  at  the  rear  of  the  train. 
When  approaching  the  distant-signal  we  were  running 
from  20  to  25  miles  an  hour,  and  I  said  to  the  guard, 
"  Why,  that  signal  is  at  danger."  He  was  standing 
at  his  break,  and  immediately  applied  it  as  tight  as 
he  could.  The  speed  of  the  train  didn't  seem  to 
diminish  at  all,  and  I  don't  think  the  driver  can  have 
put  on  his  br^k  at  this  point.  I  was  looking  out  of 
the  left-hand  side  of  the  train,  so  did  not  see  the 
home-signal,  or  the  high  crossing  signal.  We  con- 
tinued to  approach  the  station  at  about  the  usual 
speed,  and  the  first  I  knew  of  anything  being  wrong 
was  from  being  thrown  against  the  end  of  the  van. 
I  was  slightly  hurt.  We  must  have  been  running 
10  to  15  miles  an  hour  at  the  time ;  but  as  it  was  a 
light  train,  I  think  the  driver  would  have  been  able 
to  stop  at  the  proper  part  of  the  platform.  I  got  out 
and  found  we  had  run  into  the  taU  of  a  goods  train. 
The  engine  of  this  train  was  at  the  water  column  on 
the  up  line,  and  the  tail  was  40  or  50  yards  north  of 
the  north  end  of  the  platform.  None  of  the  vehicles 
in  the  passenger  train  were  off  the  rails,  or  damaged 
in  any  way.  We  did  all  we  could  to  stop  the  train. 
There  were  no  means  of  communicating  with  the 
driver.  I  spoke  to  the  driver  after  the  accident.  He 
told  me  ho  had  seen  the  distant-signal  at  danger. 
I  said,  *'  Why  have  you  made  a  mess  like  this."  He 
pointed  to  the  crossing-signal  and  said,  "  That  one  is 
clear."  I  said,  ^  That  has  nothing  to  do  with  it."  And 
he  replied,  "That  is  what  deceived  me."  I  have 
never  seen  the  tail  light  of  the  Carlisle  train  put  on 
till  after  the  6.20  p.m.  train  has  arrived. 

Percival  Hall^  passenger  guard  21  years,  states : 
On  the  3rd  inst.  I  was  guard  of  the  6.20  p.m.  up 
passenger  train  from  Hawick,  consisting  of  tank- 
engine,  two  horse  boxes,  third-class  carriage,  two 
composites,  third-class  carriage,  and  break-van,  in 
which  I  was  riding.  Inspector  McAdam  was  with 
me ;  no  one  ebe.  We  leit  Shank  End  at  6.38,  right 
time,  and  found  the  signals  at  Whitrope  all  right. 
On  approaching  the  up  distant-signal  at  Riccarton 
we  were  running  15  or  16  miles  an  hour,  and  I  saw 
it  was  at  danger.  My  break  was  just  rubbing  at  tlio 
time,  and  I  put  it  on  tight  at  once.  It  skidded  ti.o 
wheels.  It  didn't  check  the  train  much.  We  came 
past  the  distant-signal  faster  than  usual  when  it  is  at 
danger,  as  fast  as  if  it  had  been  off.  I  looked  out  and 
saw  that  the  home-signal  was  at  danger.  I  went 
back  to  the  break,  but  couldn't  get  it  any  titter. 
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I  know  that  the  sight  of  the  home-eignal  is  lost  for  a 
short  distance.  It  was  still  on  when  we  came  in 
sight  of  it  again.  The  train  had  reduced  to  about 
10  or  12  miles  an  hour  when  we  struck  the  tail  of  a 
goods  train,  about  70  yards  outside  the  home-signal. 
I  was  slightly  hurt,  but  I  got  out  and  found  none  of 
the  vehicles  of  my  train  were  off  the  rails.  Three 
or  four  passengers  complained  of  injury.  We  were 
delayed  here  about  40  minutes.  There  was  no  break 
on  the  train  but  the  engine-break  and  my  hand-break. 

William  McKay,  goods  guard  three  years,  states : 
On  the  3rd  instant  I  was  guard  of  the  2.30  p.m.  up 
goods  train  from  Portobello.  We  arrived  at  Riccarton 
at  6.30  p.m.,  and  were  immediately  drawn  forward  on 
to  the  Border  Counties  up  line  to  let  the  fast  up 
passenger  train  pass.  I  was  timed  to  follow  this  train 
in  front  of  the  slow  passenger  train,  as  we  have  to 
stop  before  Carlisle.  As  soon  as  the  fast  passenj^er 
train  had  passed,  we  were  hand-signalled  back  on  to 
the  up  main  line,  and  the  engine  and  two  waggons 
were  detached,  made  two  shunts,  picked  up  11  waggoYis, 
and  moved  on  again.  The  train  then  consisted  of 
engine  and  tender,  40  waggons,  all  loaded  but  two, 
and  the  van  in  rear  of  the  train.  As  soon  as  the 
engine  was  attached,  the  driver  set  back  a  little  to 
get  opposite  to  the  water  column  to  take  in  water.  I 
went  to  my  van  and  got  in.  We  had  been  standing 
about  a  minute  when  I  got  up  from  my  seat,  and 
looking  out,  saw  the  lights  of  the  train  approaching, 
about  10  yards  off.  I  jumped  out,  and  the  collision 
happened  at  once.  Four  waggons  and  my  van  were 
slightly  damaged.  The  van  was  not  off  the  rails,  but 
two  or  three  of  the  trucks  had  mounted  and  got  off 
the  rails,  when  the  ti^^n  was  being  pulled  up.  I 
don't  think  the  passenger  train  was  running  above 
five  or  six  miles  an  hour  at  the  time.  My  engine  was 
driven  forward  a  little,  but  I  can't  say  how  far.  I 
had  three  red  tail  lights  on.  They  were  all  showing 
welL    It  was  a  dear  night. 

James  Davidson^  goods  driver  3^  years,  states: 
I  am  sometimes  employed  as  a  relief  passenger  driver, 
and  on  the  3rd  instant  I  was  driver  of  the  6.20  p.m. 
up  passenger  train  from  Hawick  The  signals  at 
Whitrope  were  all  right  for  me,  and  I  passed  it  at  the 
usual  speed.  We  had  left  Stobs  right  time.  It  was 
a  fine  clear  night.  On  approaching  the  up  distant- 
signal  at  Riccarton,  I  saw  it  was  at  danger.  I  was 
running  about  10  miles  an  hour,  or  scarcely  so  much. 
I  whisSed  for  the  signal,  and  told  my  mate  to  apply 
the  break.    He  did  so,  and  I  reduced  to  about  six 


miles  an  hour.  I  didn't  whistle  for  the  ^oiard's  brerik. 
My  steam  was  off.  On  passing  the  distant-signal,  I 
looked  and  saw  that  the  home-signal  also  was  at 
danger,  and  I  was  proceeding  to  stop  my  train,  when 
I  saw  three  red  lights  ahead,  ik^hich  I  thought  were 
on  the  sidings.  I  didn't  think  they  were  on  the  line 
upon  which  I  was  running,  and  I  had  my  train  under 
such  control  that  I  could  have  stopped  it  easily  at  the 
home-signal.  We  struck  the  tail  of  the  goods  train 
about  70  yards  outside  the  home-signal,  running  at 
about  six  miles  an  hour  at  the  time.  The  home- 
signal  is  visible  all  down  the  bank,  and  I  don't  think 
it  was  ever  taken  off.  I  know  the  road  very  well, 
and  I  knew  quite  well  what  the  crossing-signal  meant. 
I  didn't  mistake  it  for  the  home-signid.  My  engine 
is  a  six-wheel  coupled  tank  engine,  with  4'  6''  wheels, 
and  with  a  hand  break  working  one  block  on  each 
wheel.  I  never  whistled  for  the  guard's  break.  I 
was  within  20  yards  of  the  goods  van  when  my  fire- 
man called  out  to  me.  Until  that  time  I  had  thought 
the  lights  were  those  of  the  Carlisle  carriages  standing 
on  the  siding.  I  was  on  the  left  side  of  my  engine, 
that  is,  on  the  outside  of  the  curve.  I  have  always 
seen  the  lights  of  the  Carlisle  portion  of  the  ti'ain 
lighted  when  I  approached  Riccarton.  I  have  driven 
this  train  about  once  in  10  days  for  three  years. 

Richard  Crone,  fireman  two  years,  states :  On  the 
3rd  instant  I  was  fireman  to  James  Davidson.  We 
were  running  about  16  miles  an  hour  when  we  first 
saw  the  Riccarton  up  distant-signal  at  danger.  I  put 
on  my  break,  and  reduced  to  about  eight  or  nine  miles 
an  hour  on  passing  the  signal.  I  eased  my  break  a 
little.  The  home  signal  was  at  danger.  I  didn't  see 
it  till  half  way  between  the  distant-signal  and  the 
crossing-signal.  I  slacked  off  my  bre^  a  little  to 
draw  up  to  the  home,  as  soon  as  I  saw  the  crossing- 
signal  all  clear.  I  thought  the  distant  had  been  at 
danger  because  the  crossing-signal  had  been  at 
danger.  I  saw  the  tail  lamps  of  the  goods  train  about 
half  way  between  the  distant-signal  and  the  crossing- 
signal.  I  thought  they  were  for  the  Carlisle  train, 
and  we  were  nearly  on  them  before  I  found  out  my 
mistake.  I  immediately  went  to  my  break  and  stuck 
to  it. 

'/^Lancelot  Philipson^  station-master  at  Riccarton, 
states :  It  is  not  usual  for  the  tail  lamps  of  the 
Carlisle  portion  of  the  6.20  p.m.  train,  which  is 
attached  at  Riccarton,  to  be  lighted  before  the  train 
arrives  from  Hawick.  It  is  never  done  to  my 
knowledge. 


Conclusion. 

Prom  the  foregoing  evidence  it  appears  that  the  2.30  p.m.  up  goods  train,  which 
arrived  at  Riccarton  at  6.30  p.m.,  was  shunted  on  to  the  Border  Counties  line,  out  of 
the  way  of  the  4.25  p.m.  up  fast  train,  and  that,  when  this  train  had  passed  at  6.39  p.m., 
it  was  brought  back  on  to  the  main  line  to  take  on  some  waggons,  and  to  prepare  to 
go  forward  to  Carlisle  in  front  of  the  next  passenger  train,  the  6.20  p.m.  up  slow 
passenger  train  from  Hawick. 

The  4.25  p.m.  fast  train  being  seven  minutes  late,  and  the  goods  train  having  also 
been  late  had  caused  some  delay,  and  this  latter  train,  which  ought  to  have  left 
Riccarton  at  6.35  p.m.,  was  only  taking  in  water,  preparatory  to  a  start,  at  6.54  p.m., 
two  minutes  after  the  6.20  passenger  train  was  due.  This  train  is  timed  to  leave 
Riccarton  for  Hexham  and  Newcastle  at  7  p.m. ;  the  Carlisle  portion,  which  is  made 
up  at  Riccarton,  leaving  two  minutes  later.  On  the  evening  of  the  accident  it  had 
left  Hawick  at  right  time,  and  on  arriving  at  Riccarton  it  came  into  collision,  while 
running  at  about  10  miles  an  hour,  with  the  tail  of  the  goods  train,  which  was  on  the 
up  maui  line  about  70  yards  outside  the  up  home-signal. 

Both  the  distant  and  home-signals  were  at  danger,  and  the  accident  was  clearly  due 
to  the  fault  of  the  driver  of  the  passenger  train,  in  not  getting  his  train  under  proper 
control  on  finding  the  distant-signal  against  him,  in  accordance  with  the  rules  of  the 
Company. 

He  admits  that  he  saw  these  signals  at  danger,  but  states  that  he  could  have 
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stopped  his  train  short  of  the  home-signal,  which  is,  however,  very  improhahle,  although 
no  doubt  he  could  hare  stopped  it  at  the  proper  place  at  the  platform.  He  at  first 
excused  himself  by  saying  that  he  was  deceived  by  the  high  crossing  signal  being  oflP, 
but  at  my  inquiry  he  acknowledged  that  he  knew  that  the  signal  did  not  apply  to  the 
main  line,  and  stated  that,  although  he  saw  the  tail  lamps  of  the  goods  train  a  long 
distance  off,  he  thought  they  were  the  lamps  on  the  Carlisle  carriages,  and  that 
therefore  they  were  on  a  siding,  and  not  on  the  main  line.  It  is,  however,  shown  by 
the  evidence  that  it  is  not  the  practice  to  put  the  tail  lamps  on  the  Carlisle  carriages 
until  after  the  arrival  of  the  6.20  train,  and  the  statement  of  the  driver  was  no  doubt 
an  after  thought,  to  excuse  himself  for  his  culpable  disregard  of  the  rules  of  the 
Company. 

Although  this  accident  was  due  solely  to  the  fault  of  one  of  the  servants  of  the 
Company,  yet  it  is  incumbent  upon  me  to  call  attention  to  the  state  of  this  station, 
which  has  not  been  in  any  way  improved  since  it  was  opened  in  1862,  and  which 
is  very  far  from  fulfilling  the  present  requirements. 

I  am  informed  that  this  is  the  first  time  that  any  accident  has  occurred  here,  and 
if  this  be  so  it  speaks  well  for  the  care  and  attention  of  those  responsible  for  the 
working  of  the  traffic  at  this  station,  for  the  arrangement  of  both  the  lines  and  the 
signals  are  faulty  and  incomplete,  inasmuch  as  the  points  and  signals  are  not  inter- 
locked, the  points  are  not  worked  from  the  signal  cabin,  the  signals  in  some  instances 
are  wrongly  placed,  not  covering  the  fouling  points,  there  are  not  safety  points  on  all 
the  goods  sidings,  and  there  are  some  most  objectionable  crossings. 

mien  it  is  remembered  that  this  state  of  things  exists  at  a  junction  station  on  an 
incline  of  1  in  75,  upon  a  line  conveying  fast  through  passenger  traffic  by  one  of 
the  main  routes  between  London  and  Edinburgh,  it  is  to  be  hoped  that  the  North 
British  Railway  Company  will  see  the  necessity  for  a  complete  rearrangement  of  this 
station,  short  of  which  nothing  can  be  considered  as  being  satisfactory. 

I  have,  &c.. 
The  Secretary  J  F.  A.  Marindin, 

{Railway  jDepartmenty)  Major  R.E. 

Board  of  Trade. 

Printed  copies  of  the  above  Report  were  sent  to  the  Companj. 


NORTH  LONDON  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  London,  S.W.,  January  14th,  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  8th  instant,  the  result 
of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the  3rd  instant  at 
Shoreditch  station,  on  the  North  London  Railway. 

In  this  case,  as  the  9.20  a.m.  down  passenger  train  from  Broad  Street  to  Poplar, 
consisting  of  tank  engine,  running  coal  Dunker  in  front,  front  hreak-van,  10  passenger 
carriages,  and  rear  break-van,  was  approaching  Shoreditch  station  at  about  9.38  a.m. , 
during  a  dense  fog,  it  came  into  collision  with  the  tail  of  a  train  of  10  empty  carriages, 
and  two  break- vans,  the  engine  attached  to  which  was  standing  at  Shoreditch  station 
down  home-signal. 

One  passenger  and  the  guard  of  the  Poplar  train  are  returned  as  being  injured. 

In  the  passenger  train  the  tender  of  the  engine  was  slightly  damaged,  and  one 
carriage  head-stock,  some  bufTer  castings  and  axle  boxes  were  broken. 

In  the  empty  train  the  under-frame  of  the  rear  break-van  was  broken  up,  and  the 
body  much  damaged.  The  under-frames  of  the  three  rear  carriages  were  shifted. 
The  passenger  train  was  fitted  with  Clark  and  Webb's  ch^in  break  in  two  sections, 
the  front  van  and  four  carriages  being  connected  with  the  engine,  and  the  four  rear 
carriages  with  the  rear  break- van,  the  two  centre  carriage^  being  free.  The  engine, 
a  4-wheel  coupled  bogie  engine,  was  also  fitted  with  steam  break  with  cast-iron 
break  blocks,  one  to  each  coupled  wheel. 

Description. 

Shoreditch  station  is  the  first  station  on  the  North  London  Railway  after  leaving 
Broad  Street,  and  the  Shoreditch  station  signal-box,  at  the  north  or  down  end  of  the 
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station,  is  about  1,180  yairds  from  the  down  starting-signal  at  Broad  Street.  There  are 
two  intermediate  signal-cabins,  viz.,  Skinner  Street  and  New  Inn  Yard,  distant 
respectively  from  Broad  Street  300  yards  and  555  yards. 

The  down  home-signal  at  Shoreditch  is  159  yards,  and  the  down  distant-signal 
which  is  a  slot  on  the  New  Inn  Yard  down  home-signal,  is  681  yards  from  Shoreditch 
signal-cabin.  The  point  of  collision  was  104  yards  outside  Shoreditch  down  home- 
signal. 

The  line  is  worked  on  the  absolute  block  system,  and  between  New  Inn  Yard  and 
Shoreditch  is  straight  and  level. 


Evidence. 


Edward  Harvey  states  :  I  have  been  in  the  Com- 
pany's service  14^  years,  and  12  months  a  driv^.  On 
the  3rd  instant  I  left  Broad  Street  with  empty  train 
about  9.20  a.m.,  and  found  signals  "off"  at  Skinner 
Street  and  also  at  New  Inn  Yard.  On  approaching 
Shoreditch  I  saw  a  flagman  with  a  red  flag,  and  whistled 
for  the  signal,  drew  up  to  it  and  found  it  **  on."  The  fog 
was  so  thick  that  I  could  only  see  the  signal  about  an 
engine's  length  from  it.  I  stood  about  four  minutes,  and 
whistled  again  for  the  signal,  but  it  was  not  taken  off. 
iShoitly  aAer  the  collision  occurred.  I  was  not 
hurt  We  were  driven  about  30  or  40  yards  past  the 
main  signal.  We  went  over  two  fog  signals  when 
drawing  up  to  Shoreditch  main  signal.  I  was  standing 
right  at  the  signal  post.  I  could  not  see  the  signal- 
box  on  account  of  the  fog.  The  train  consisted  of 
eight  carriages  and  two  break- vans. 

Samuel  Shed  states:  I  have  been  in  the  service 
3^  years,  and  a  fireman  16  months.  I  was  fireman  of 
the  empty  train.  We  found  signals  **  off  "  at  Skinner 
Street,  and  slackened  for  the  signal  at  New  Inn  Yard 
which  we  whistled  off*.  We  found  Shoreditch  signal 
against  us.  A  fogman  gave  us  a  signal  to  stop ;  and 
we  pulled  up  steadily  to  the  signal,  and  whistled  for  it 
to  be  taken  off!  I  think  we  stood  there  about  five 
minutes,  when  the  collision  occurred.  I  was  not  hurt. 
We  were  driven  about  three  carriage  lengths. 

Benjamin  Hodson  states :  I  have  been  in  the 
service  28  years  as  guard.  On  the  3rd  instant  I  was 
in  charge  of  the  empty  train  which  left  Broad  Street  at 
9.28  a.m.  by  my  watch.  It  was  so  foggy  that  I  could 
only  see  aY>out  two  carriage  lengths.  Skinner  Street 
signal  was  "off"  for  us.  On  approaching  New 
Inn  Yard  I  could  not  see  the  signal,  but  we  slackened, 
and  then  went  on  to  Shoreditch.  I  did  not  see  a 
fogman  at  Shoreditch.  I  was  riding  in  the  rear  break. 
We  had  stopped  about  three  minutes  at  Shoreditch, 
and  I  had  just  lit  my  side  lamps,  when  I  heard  some 
one  shout  and  also  something  coming,  so  I  jumped  out 
of  my  break  and  the  collision  occurred.  We  were 
driven  about  a  train's  length.  My  van  was  smashed. 
The  tail  lamp  was  lighted  but  it  was  not  visible  for 
above  10  or  15  yards. 

Christopher  Patterson  states :  I  have  been  in  the 
service  as  driver  16  years.  On  the  3rd  instant  I  took 
out  the  9.20  a.m.  Poplar  train.  There  was  a  very 
dense  fog  at  the  time.  The  signal  at  Skinner  Street 
was  "  off."  I  could  not  see  the  signal  at  New  Inn 
Yard  when  approaching,  but  drew  steadily  up  to  it, 
and  heard  the  fogman  shout  out  '^  All  right,  go  on," 
and  then  I  saw  the  signal  lowered.  I  then  went  on 
steadily  towards  Shoreditch,  and  saw  what  I  thought 
was  the  shadow  of  a  train  about  12  or  14  yards  ah^. 
I  told  my  mate  to  hold  on,  reversed  the  engine,  and 
applied  my  steam  break,  but  immediately  came  into 
collision  with  the  empty  train.  We  were  going 
about  12  miles  an  hour.  I  was  not  hurt.  The 
empty  train  was  driven  53  yards;  I  stepped  the 
distance.  My  engine  was  slightly  damaged.  We 
ran  about  60  feet  after  the  collision.  Immediately 
after  the  collision  the  fogman  fogging  for  the  Shore- 
ditch main  signal  came  from  towards  Shoreditch 
and  asked  if  I  was  hurt.    I  saw  no  fogman  between 
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New  Inn  Yard  and  Shoreditch.  We  were  about 
eight  minutes  late  in  starting.  I  had  no  time  to 
apply  my  patent  break  to  the  front  section  of  the 
train.  1  whistled  for  the  guard's  break  immediately 
I  had  reversed,  and  had  applied  my  steam  break,  but 
there  was  no  time  to  do  anything.  My  engine  is  a 
tank  engine  with  trailing  and  driving  wheels  coupled, 
and  a  front  bogie.  We  were  running  coal  buuker 
first.  There  is  a  cast-iron  break  block  on  each 
coupled  wheel,  which  can  be  applied  either  by  hand 
or  by  steam. 

Joseph  Hvhble  states :  I  have  been  in  the  service 
nine  years,  firing  six  years.  I  was  fireman  of  the 
9.20  a.m.  Blackwall  train.  The  driver's  statement 
is  correct. 

William  Herbert  states :  I  have  been  in  the 
service  13  years,  and  as  guard  nine  years.  I  was  in 
charge  of  the  Poplar  train  and  riding  in  the  rear  van. 
We  left  Broad  Street  at  9.32  a.m.  by  my  watch. 
The  fog  was  very  thick  at  the  time,  and  I  did  not 
see  the  signal  at  Skinner  Street,  but  applied  my 
break  when  approaching  New  Inn  Yard,  and  released 
it  when  the  driver  whistled  it  ofL  We  did  not  oome 
quite  to  a  stand  at  New  Inn  Yard.  We  went  on  in 
the  direction  of  Shoreditch.  I  did  not  see  any  train 
ahead,  and  could  not  see  more  than  three  coach 
lengths  from  mv  break.  We  came  into  collision 
with  a  train  and  I  was  thrown  on  the  floor  of  the 
carriage. .  I  saw  no  fogman  between  New  Inn  Yard 
and  Shoreditch.  The  train  consisted  of  tank  engine, 
front  van,  10  carriages,  and  rear  van.  Four  carriages 
and  front  break-van  were  coupled  with  chain  breaks 
to  the  engine,  and  the  four  rear  carriages  to  my  van. 
The  two  centre  carriages  were  free.  I  did  not  hear 
any  whistle  for  my  break  on  approaching  Shoreditch. 
I  was  knocked  down  and  too  much  hurt  to  take  any 
steps  after  the  accident.  I  do  not  know  if  any 
passengers  were  hort. 

Jesse  Grattoick  states  :  I  have  been  in  the  service 
six  years,  and  two  years  as  guard.  I  was  under- 
guaid  of  the  Poplar  train,  and  was  riding  in  the  front 
break- van.  The  Skinner  Street  signal  was  "off-" 
We  drew  up  steadily  towards  New  Inn  Yard,  and  I 
felt  my  mate  apply  his  break.  Just  before  the  train 
came  to  a  stand  I  saw  the  signal  drop,  and  the  fogman 
called  out ''  right  aivay."  We  then  went  on  towards 
Shoreditch,  and  came  into  collision  with  the  other 
train.  I  did  not  see  the  train  in  front  of  us.  The 
fog  was  so  thick.  I  was  standing  up  in  the  break 
looking  out  of  the  window  at  the  time,  and  was 
thrown  down.  We  were  going  about  10  or  12  miles 
an  hour.  No  passenger  complained  to  me  of  being 
hurt.  I  do  not  recollect  hearing  any  whistle  for  the 
breaks.  I  had  a  hand-break  in  my  van.  I  went  back 
to  protect  the  train. 

Eli  Bursey  states:  I  have  been  in  the  service  as 
signalman  13  years,  and  have  been  in  New  Inn  Yard 
box  since  it  was  opened,  about  two  years  ago.  I  gave 
on  to  Shoreditch  the  train  which  passed  in  front  of  the 
empty  train,  and  received  "  line  clear "  for  it  from 
Shoreditch.  I  also  gave  on  the  empty  train,  and  got 
clear  for  that  one  from  Shoreditch.    The  empty  train 
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did  not  faaye  to  stop  at  my  signal,  as  I  dropped  it  just 
as  the  train  arrived  at  mj  box.  As  soon  as  I  got 
clear  from  Shoreditch  for  the  empty  train  I  gave  on 
the  Pophir  train  and  dropped  my  signal.  I  think  the 
Poplar  train  was  slackened  by  my  signal.  There  was 
an  interval  of  about  three  minutes  between  the  passing 
of  the  empty  train  and  the  Poplar  train,  and  over  five 
minutes  between  the  train  in  front  of  the  empty  train, 
and  the  empty  train  itself,  i  am  positive  no  train  was 
allowed  to  go  on  to  Shoreditch  without  my  having 
previously  got  "  line  clear "  for  the  preceding  train. 
We  do  not  book  the  time  of  trains  passing.  There 
was  a  fogman  at  my  down  home-signal.  My  distant 
is  a  slot  on  Skinner  Street  down  home-signal.  This 
was  off.  The  train  before  the  empty  train  was  a 
Barnet  train.  I  gave  that  on,  and  it  was  accepted, 
and  as  soon  as  I  got  "  line  clear,"  I  gave  on  the  empty 
train  at  once  and  got  it  accepted.  I  got  "  line  clear  " 
for  it,  and  at  once  gave  on  the  Poplar  train,  and  it  was 
accepted. 

Patrick  Sculliver  states:  I  have  been  in  the  service 
about  15  months,  and  in  Shoreditch  box  one  month. 
The  train  which  preceded  the  empty  train  was  not 
given  on  to  me  by  telegraph  from  New  Inn  Yard,  and 
I  blocked  the  road,  and  threw  up  my  slot  to  New  Inn 
Yard  as  soon  as  I  saw  the  train  in  the  station.  At 
that  time  New  Inn  Yard  was  trying  to  give  me  another 
train  on,  which  I  did  not  accept.  As  soon  as  the 
train  in  front  of  the  empty  train  left  the  station  I 
cleared  back  to  New  Inn  Ycid  and  took  off  the  slot. 
Then  I  had  another  train  given  on  from  New  Inn 
Yard.  The  next  thing  I  heard  was  the  station- 
master  telling  me  to  block  all  lines  as  a  collision  had 
occurred.  I  did  not  see  the  fogmen,  but  heard  the 
fog  signals  going  off.  I  could  not  see  a  train  standing 
at  my  home-signal  In  consequence  of  the  fog.  I  do  not 
recollect  whether  my  signals  were  off  for  the  Barnet 
train  or  not.  I  blocked  the  road  back  when  it  arrived 
by  giving  six  beats  on  the  gong,  and  put  on  the  slot 
which  would  keep  the  New  Inn  Yard'  down  home- 
signal  at  danger.  Before  I  did  this  New  Inn  Yard 
gave  me  two  beats  for  another  train.  I  would  not 
answer  it,  but  gave  him  Ihe  block  instead.  He  did 
not  repeat  it.  As  soon  as  the  Barnet  train  went  on 
I  gave  "  line  clear  "  to  New  Inn  Yard,  and  took  off 
the  slot.  New  Inn  Yard  then  gave  me  two  beats,  and 
I  answered  it,  giving  one  beat,  and  turning  the  needle 
from  "  line  clear  "  to  "  train  on  line."  I  am  certain  I 
took  my  slot  off  for  only  one  train  after  the  Barnet  train 
had  gone  on  from  Shoreditch. 

Alfred  Dilley  states:  I  have  been  in  the  service 
as  platelayer  three  years.     I  came  on    duty  at  the 


Shoreditch  main  signal  as  fo^an  at  8  o'clock  on  the 
3rd  instant.  I  had  run  short  of  fog  signals  (I  had  begun 
with  three  dozen),  and  I  asked  the  man  fogging  for 
No.  2  road  to  look  after  my  road  whilst  I  went  and 
fetched  a  further  supply.  I  put  two  fog  signals  on 
the  line  when  I  went  away,  and  whilst  the  station- 
master  was  giving  me  some  more  I  heard  my  two 
signals  gooff,  being  exploded  by  the  empty  train.  I  then 
ran  back,  and  just  as  I  got  past  the  engine  of  the 
empty  train  the  collision  occurred.  Alfred  Sawar^ 
who  undertook  my  fog  duty  while  I  was  away,  flagged 
in  the  empty  train. 

Alfred  Saward  states  :  I  have  been  in  the  service  as 
platelayer  about  eight  months.  I  was  fogging  for  No.  2 
down  r<md,  when  my  mate  asked  me  to  fog  for  him 
whilst  he  went  for  some  more  fog  signals.  He  put 
two  down,  and  ran  back.  The  empty  train  then  came 
up  and  I  flagged  it  up  to  Shoreditch  main  signal.  It 
exploded  the  two  signals  my  mate  had  put  down.  I. 
was  going  back  behind  it  when  I  heard  a  train  coming 
down  No.  2  road,  and  I  ran  to  see  how  the  signal  was 
for  it,  and  finding  it  **on  "  put  down  two  fog  signals 
for  it  I  was  then  going  to  the  rear  of  the  empty 
train,  but  before  I  could  get  there  the  collision 
occurred.  I  '<  holload  "  to  the  driver,  but  had  no  time 
to  put  down  any  signals.  The  empty  train  stood  at 
the  Shorditch  home-signal  about  three  minute.  Dilley 
was  not  away  above  a  few  minutes.  He  ran  to  the 
station  as  soon  as  the  Barnet  train  had  passed  and  he 
had  put  down  two  fog  signals. 

William  Goldsmith  states  :  I  have  been  a  platelayer 
for  30  years,  and  three  years  in  the  service  of  the 
Company.  I  came  on  duty  at  7  a.m.  on  the  3rd  instant 
1  was  posted  at  the  down  home-signal  at  New  Inn 
Yard.  I  cannot  remember  what  trains  they  were 
which  passed  exactly,  but  I  am  perfectly  certain  that 
no  train  whatever  passed  the  signal  until  it  was  dropped. 
I  remember  the  Poplar  train  passing,  and  when  it  was 
approaching  the  signal  was  at  danger.  Before  it 
came  to  me  the  arm  dropped,  and  I  took  my  fog- 
signals  off,  and  held  up  my  hand  to  the  driver  saying 
^'  all  right."  He  had  not  quite  stopped  but  had  nearly 
done  so.  The  train  preceding  the  Poplar  train  ran 
over  one  fog  signal,  but  I  am  certain  the  arm  was 
dropped  before  it  went  on,  and  if  it  ran  over  the  fog 
signal  it  is  because  I  had  not  time  to  pick  them  up. 

The  station-master  at  Shoreditch  states  that  Dilley, 
the  fogman,  lost  no  time  when  getting  a  fresh  supply 
of  fog  signals,  and  hurried  back  to  his  post 


Conclvsion. 

Prom  the  foregoing  evidence  it  appears  that  on  the  morning  of  the  3rd  instant 
there  was  a  dense  fog  which  prevented  the  signalman  in  the  Shoreditch  station  signal- 
cabin  from  seeing  a  train  when  standing  at  his  down  home-signal,  and  causea  the 
signals  to  be  invisible  at  a  distance  of  a  few  yards  only,  to  which  state  of  the  weather 
this  accident  must  in  the  first  instance  be  attributed. 

It  further  appears  that  a  train  of  empty  carriages,  which  left  Broad  Street  station 
at  9.20  a.m.,  was  pulled  up  at  Shoreditch  down  home-signal,  until  the  station  had  been 
cleared  of  a  down  train  for  High  Barnet,  and  that  while  it  was  so  standing,  the  signal 
being  at  danger,  it  was  run  into  from  behind  by  the  9.20  a.m.  down  passenger  train 
for  Poplar,  which  had  left  Broad  Street  at  9.28  a.m.,  and  was  approaching  Shoreditch 
station  at  about  12  miles  an  hour. 

The  signalman  at  New  Inn  Yard,  the  cabin  next  before  Shoreditch,  states  positively 
that  he  gave  on  both  these  trains  to  Shoreditch,  and  that  they  were  accepted  in  the 
proper  manner,  while  the  signalman  at  the  latter  cabin  is  equally  positive  that  he 
received  no  signal  for  the  empty  train,  that  he  did  not  give  permission  for  it  to 
approach,  and  that  up  to  the  time  that  the  accident  occurred,  he  took  off  his  slot  on 
the  New  Inn  Yard  down  home-signal  for  one  train  only  after  he  had  done  so  for  the 
High  Barnet  train. 
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This  statement  of  the  Shoreditch  signalman  is  however  contradicted  by  the  evidence 
of  the  drivers  of  the  empty  train  and  of  the  Poplar  train,  and  by  that  of  the  fogman 
at  New  Inn  Yard  down  home-signal,  to  the  effect  that  this  signal  was  oflf  for  both 
these  trains,  which  could  not  have  been  the  case  had  not  the  slot  been  taken  off  from 
Shoreditch  signal-cabin. 

The  accident  was  clearly  due  to  a  mistake  between  these  two  signalmen,  and  it  is 
impossible  to  be  certain  which  of  them  is  in  fault,  but,  under  the  above  circumstances, 
I  am  of  opinion  that  the  one  responsible  is  the  signalman  at  Shoreditch,  who  probably 
forgot  that  he  had  accepted  the  empty  train,  and  not  seeing  it  standing  at  Ins  down 
home-signal,  permitted  the  Poplar  train  to  approach. 

It  was  unfortunate  that  just  at  this  moment  the  fog  signalman  at  this  signal  post, 
having  used  all  his  fog  signals,  was  obliged  to  go  away  for  a  fresh  supply,  and  that 
the  man  whom  he  left  in  temporary  charge  of  his  post,  having  another  line  to  attend 
to,  was  delayed  in  going  back  to  protect  the  empty  train,  for  had  it  been  otherwise 
the  accident  might  probably  have  been  averted. 

The  very  frequent  occurrence  of  accidents  of  this  description,  arising  from  mistakes 
between  the  signalmen  in  two  adjacent  boxes,  points  to  the  advantage  which  would 
accrue  from  the  adoption  of  some  means  of  stopping  signalmen  from  giving 
"  line  clear,"  before  a  train  which  they  have  accepted  in  block  has  passed  out  of  the 
block  section. 

The  system  of  interlocking  the  signals  and  the  block  telegraph  instruments,  which 
has  been  successfully  tried  on  one  or  more  lines  of  railway,  effectually  prevents  a 
signalman  from  lowering  his  signal  for  a  train  to  proceed,  until  he  has  received 
"line  clear''  from  the  signal-box  in  advance,  and  if  this  system  were  supplemented 
by  some  mechanism  which  would  equally  prevent  the  signalman  in  this  advance  box 
from  giving  "  line  clear,''  after  a  train  had  entered  the  block  section,  until  his  block 
telegraph  instruments  had  been  set  at  liberty  by  the  actual  passing  of  this  train,  then 
the  necessary  safeguard  against  accidents  of  tins  nature  would  be  provided. 

I  have,  &c.. 

The  Secretary,  F.  A.  Mabindin, 

(Railway  Department,)  Board  of  Trade.  Major  R.E. 

Printed  copies  of  the  above  Report  were  sent  to  the  Compaay  on  the  Idth  February. 


RHTMNEY  RAILWAY. 


Railway  Department,  Board  of  Trade, 
Sm,  February  1st,  1879. 

In  compliance  with  the  instructions  contained  in  t)ie  order  of  the  28th 
ultimo,  I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the 
result  of  my  inquiry  into  the  circumstances  which  attended  the  running  away  of  a 
mineral  train  on  the  Rhymney  Railway,  and  its  subsequent  collision  with  another 
mineral  train  at  the  south  side  of  OardiflE  station,  which  occurred  ou  the  22nd  ultimo. 

The  engine-driver  and  breaksman  of  the  runaway  train,  and  the  breaksman  of  the 
train  that  was  run  into,  were  injured. 

The  engine  and  13  waggons  of  the  runaway  train  were  damaged  and  thrown  off  the 
rails,  and  the  van  at  the  tail  of  the  mineral  train  that  was  run  into  was  also  damaged 
and  thrown  off  the  rails.    The  permanent  way  was  only  slightly  injured. 

The  Rhymney  Railway  is  a  line  with  severe  inclines.  It  extends  from  Dcwlais  and 
Rhymney  to  Cardiff.  Between  these  places  it  is  a  passenger  line  as  well  as  a  mineral 
line,  but  from  Cardiff  station  to  the  Docks  the  line  is  used  for  mineral  purposes  only. 

The  train  ran  away  after  it  passed  the  signal-cabin  at  the  south  end  of  CaerpMlly 
tunnel.  This  cabin  is  about  half-way  between  the  tunnel  and  lianishen  station. 
The  distance  from  this  signal-cabin  to  Cardiff  station  is  about  four  miles.  The 
railway  falls  1  in  130  from  the  north  to  the  south  end  of  the  tunnel ;  it  falls  1  in  80 
from  the  south  end  of  the  tunnel  to  within  half  a  mile  of  Cardiff  station ;  and  from 
thence  to  Cardiff  station  and  to  the  Windsor  Road  bridge,  which  is  half  a  mile  south 
of  Cardiff  station,  the  line  is  level.  The  runaway  train  collided  with  another  mineral 
train  that  was  standing  on  the  down  line  close  to  Windsor  Road  bridge. 

The  evidence  is  as  follows : — 

Thomas  Baldwin,  driver,  states  : — On  the  22nd  on  my  way  down,  and  the  last  place  I  stopped  at  was 
instant  I  started  from  Yochriew  and  collected  waggons     at  Aber  junction.     On  leaying  Aber  junction  my 
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train  consisted  of  a  tank-engine,  rnnning  with  its  coal 
bunker  in  front,  38  or  39  loaded  waggons,  and  a 
break-van  at  the  rear  of  mj  train.  The  signfdman 
at  Aber  junction  lowered  the  signal  for  us  to  start, 
and  the  guard  of  my  train  gave  me  a  white  light  with 
his  hand-lamp  to  start  from  Aber.  The  break sm an  of 
my  train  travelled  on  the  engine,  and  the  guard  was 
in  the  van  on  leaving  Aber.  We  entered  the  tunnel 
at  a  speed  of  about  six  or  seven  miles  an  hour ;  the 
guard  told  me  on  leaving  Ab^r  to  go  easy,  so  that  ho 
could  put  down  breaks.  The  north  end  of  the  tunnel 
is  about  2^  miles  from  Aber.  I  did  not  see  the  guard 
on  entering  the  tunnel,  and  the  breaksmau  remained 
on  the  engine.  I  ran  through  the  tunnel  at  about  the 
same  speed  (about  seven  miles  an  hour)  as  we  entered 
it,  and  came  out  of  it  at  that  speed.  I  had  my  break 
slightly  on  to  keep  the  train  steady  coming  thi*ough 
the  tunneL  I  did  not  see  the  guard  coming  out  of 
the  tunnel.  The  signals  at  the  tunnel  south  box, 
which  is  about  half  a  mile  south  of  the  tunnel^  were 
at  *'  all  right,"  and  after  passing  this  signal-cabin  I 
found  my  train  was  gaining  speed,  so  I  told  the 
breaksman  to  go  back  along  the  train  and  put  some 
breaks  down,  and  I  opened  the  break-whistle  to  tell 
the  guard  to  put  down  breaks.  The  train,  however, 
continued  to  gain  speed,  and  it  ran  past  Llanishen  at 
a  speed  of  about  30  miles  an  hour.  I  had  whistled 
several  times  for  the  guard  to  put  down  breaks,  but 
the  train  was  not  checked  at  all,  and  continued  to  gain 
speed  till  1  reached  Cardiff  signals.  I  was  going 
about  40  miles  an  hour  at  this  time;  the  Cardiff 
signals  were  against  us,  and  I  reversed  my  engine, 
keeping  the  breaks  hard  on.  After  passing  Cardiff 
station  I  and  my  fireman  were  engaged  sanding  the 
rails,  when  the  fireman  saw  the  lamps  at  the  tail  of  a 
train  standing  on  the  line  in  front  of  us.  He  jumped 
off  and  called  to  me  to  jump  off  also,  but  I  did  not 
hear  him,  and  my  engine  ran  into  the  van  of  the  coal 
train  that  was  standing  on  the  main  line  near  Windsor 
Koad  bridge.  I  kept  my  break -whistle  on  the  whole 
time  after  sighting  Cardiff  signals  at  ^'danger."  I 
think  I  was  going  at  20  to  25  miles  an  hour  when 
my  engine  struck  the  van  of  the  coal  train.  Several 
of  the  waggons  on  my  train  were  knocked  off  the 
rails ;  I  do  not  know  how  many.  The  weather-board 
of  my  engine  was  broken  and  fell  on  me  and  hurt  me 
in  the  back,  but  I  jumped  off  the  engine  after  the 
collision.  My  engine  was  knocked  off  the  rails ;  the 
bunker-end  of  the  engine  was  tilted  up.  I  have  been 
13  years  in  the  Company's  service,  and  about  two 
years  a  driver.  Our  usud  load  is  50  to  60  waggons. 
I  generally  on  entering  the  tunnel  and  leaving  it  get 
a  hand-signal  from  the  guanl  of  my  train,  to  signify 
that  he  is  all  right  and  has  got  sufficient  breaks  down. 
I  did  not  get  a  signal  from  the  guard  on  the  present 
occasion,  because  he  was  in  his  van,  and  I  had  the 
breaksman  on  the  engine  to  put  down  such  breaks  as 
were  required,  and  I  felt  the  train  as  I  thought  coming 
all  right.  When  I  sent  the  breaksman  back  to  put 
breaks  down  I  did  not  think  we  were  going  so  fast. 
The  breaksman  did  go  back  on  the  train.  I  do  not 
know  what  he  did,  whether  ho  put  down  breaks  or 
not.  He  never  came  back  to  the  engine.  I  had  often 
travelled  with  the  breaksman  before.  I  believe  it  was 
about  11.25  p.m.  when  we  passed  Cardiff  station.  It 
is  usual  for  me  to  signify  by  crow-whistle  when  I  am 
in  the  tunnel,  if  1  ^el  that  the  train  has  sufficient 
breaks  on.  I  thought  in  going  through  the  tunnel 
on  the  night  in  question  that  I  had  sufficient.  I  did 
not  crow  on  the  night  in  question  ;  sometimes  we  do 
and  sometimes  we  don't.  It  is  usual  to  put  down 
more  breaks  on  coming  out  of  the  tunnel.  There  is  a 
foot-path  laid  down  to  enable  the  guards  and  breaks- 
men  to  walk  along  the  train  to  put  them  down.  On 
the  night  in  question  none  were  put  down  there, 
as  I  did  not  think  it  necessary  from  the  easy  way 
the  train  was  running.  I  know  that  I  ought  not 
to  have  come  through  the  tunnel  with  my  break  on. 
My  back  is  stiff,  but  I  am  getting  better.  I  cannot  re- 
collect the  guard  of  my  train  ri£ng  on  the  engine  on 
leaving  Aber.    I  remember  his  telUng  me  at  Aber  to 


go  steady  into  the  tunnel  so  that  be  could  pot  the 
breaks  down. 

Edmund  Hili,  breaksman,  states: — I  was  breaks- 
man  of  the  10  p.m.  coal  train  from  Bargoed  on  the 
22nd  instant.  The  last  place  the  train  stopped  was 
at  Aber  junction.  I  had  ridden  in  the  van  at  the  tail 
of  the  train  until  we  came  to  Aber.  We  left  seven 
waggons  of  coal  at  Aber.  I  rode  on  the  engine  from 
Aber.  It  is  a  rule  of  tlie  railway  for  me  to  do  so  from 
Aber  to  the  south  end  of  the  tunnel.  We  entered  the 
tunnel  at  such  a  speed  that  I  could  have  put  down 
breaks  if  required,  but  they  were  not  put  down.  I 
saw  my  mate  put  down  one  break  at  the  off-side  of 
the  train  next  the  six-foot.  We  ran  through  the 
tunnel  about  the  same  speed,  but  the  ti*ain  from  the 
middle  of  the  tunnel  to  the  south  box  gained  speed 
somewhat.  On  coming  out  of  the  tunnel  the  driver 
said  to  me  ^^  Edmund,  she  is  going  nicely. '  I  said 
^^  Tes."  After  passing  the  south  box,  he  said  "  She 
'*  is  gaining  speed,  you  had  better  go  back  and  put 
**  some  breaks  on."  I  went  back,  put  down  the  break 
of  the  first  waggon,  and  then  went  on  and  put  down 
several  at  the  near  or  out  side  of  the  train  ;  some  of 
these  breaks  would  not  catch,  others  did  not  seem  to 
bite,  and  some  did.  I  remained  about  the  8th,  9th, 
or  10th  waggon  from  the  engine  till  I  came  in  si^t 
of  the  Cardiff  signals,  and  then,  as  my  waggon  was 
rocking  violently,  I  thought  I  should  be  better  on  the 
Bargo^  small  cx)al,  so  I  moved  back  further,  and  I 
remained  there  until  the  collision  occurred,  when  I 
was  thrown  off  the  waggon.  I  believe  the  waggon 
remained  on  the  road,  but  the  door  was  stove  in.  I 
was  hurt  a  little  bit  in  the  leg.  I  think  the  10 
leading  waggons  belonged  to  the  same  owner,  and 
that  the  break-handles  were  on  the  same  side.  I 
have  been  about  six  or  seven  months  a  breaksman  in 
the  Company's  service.  I  think  there  were  about 
four  of  the  breaks  that  would  not  catch.  I  could  do 
no  more  than  I  did.  The  driver,  I  think,  could  have 
stopped  at  the  south  end  of  the  tunneL 

David  John,  guard,  states: — We  left  Vochriew 
about  6.10  p.m.  I  do  not  know  what  time  we  are 
timed  to  leave  it.  I  have  been  two  years  and  a  half 
in  the  Company's  service,  and  six  weeks  a  guard.  I 
have  been  acting  guard  about  12  months.  We  arrived 
at  Aber  at  10.40  p.m.  We  put  off  seven  trucks  of  coal 
there,  and  left  Aber  at  10.50  p.m.  When  we  left 
Aber  the  train  consisted  of  39  waggons  of  coal,  with 
a  break-van  at  the  tail.  I  travelled  on  the  engine  on 
leaving  Aber.  I  left  the  engine  as  the  train  entered 
the  tunnel,  and  put  down  six  breaks  at  the  six-foot 
side  of  the  train ;  they  were  the  breaks  on  the  Dowlais 
wa$2;gons,  from  the  13th  from  the  engine  to  the  18th. 
I  then  kept  on  the  18th  waggon,  and  rode  on  it  through 
the  tunnel.  We  were  going  about  walking  speed  when 
we  came  out  of  the  tunnel.  I  was  still  riding  on 
the  same  waggon  till  the  train  passed  the  signal-cabin 
at  the  south  end  of  the  tunnel,  when  the  driver  gave 
two  whistles  for  breaks.  I  then  went  back  and  put 
on  about  12  more ;  some  of  them  were  good  and  some 
were  not  I  did  not  press  them  all  down,  because 
they  dropped  to  the  bottom  when  I  took  them  out  of 
the  rack.  I  think  six  or  seven  that  I  pressed  down 
held  down.  I  thought  the  breaks  were  in  good  order 
when  I  brought  them  out  of  the  colliery.  I  think 
some  of  them  were  burnt  coming  down  the  incline 
from  the  colliery,  and  the  consequence  was  they  would 
not  act  after  leaving  Aber.  When  the  train  came  out 
of  the  tunnel  we  were  going  rather  too  fast  to  walk, 
but  not  so  fast  that  if  I  had  got  off  the  train  I  could 
have  got  on  again.  I  got  into  the  van  when  I  reached 
Crvvys  Bridge,  close  to  Cardiff  distant-signal.  I  put 
'  the  break  on  the  van  as  soon  as  I  got  into  it.  We 
were  going  pretty  fast  at  this  time.  I  stood  at  my 
break  when  the  collision  occurred,  and  I  was  not 
hurt.  Thirteen  of  my  waggons  next  tlie  engine  were 
damaged  and  thrown  off  the  rails.  The  driver  applied 
the  break-whistle  continually  coming  down  the  incline; 
he  first  applied  it  after  passing  Uaiiishen  station    I 
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conld  not  do  any  more  than  I  did  to  stop  the  speed  of 
the  train.  When  coming  out  of  the  tunnel  we  were 
going  too  fast  for  me  to  put  breaks  on,  although  I 
think  I  could  have  got  down  and  got  up  again.  I 
could  hare  put  on  breaks,  but  I  did  not  think  we  were 
going  sufficiently  fast  to  require  them.  We  do  walk 
alongside  trains  at  the  south  end  of  the  tunnel  to  put 
breais  down,  but  not  always.  When  bringing  a  train 
down  the  same  morning,  of  55  waggons,  I  did  not  get 
off  at  the  south  end  of  the  tunnel,  but  rode  on  the 
waggons  the  whole  way  to  Cardiff.  When  I  put  the 
six  breaks  down  at  the  north  end  of  the  tunnd  I  was 
walking  alongside  the  train  ;  they  were  rack-breaks 
without  pins ;  there  are  sometimes  pins  but  not  always. 
I  had  my  lamp  in  my  hand  coming  through  the  tunnel, 
and  all  the  way  down,  and  it  was  alight  When  the 
train  passed  the  cabin  at  the  south  side  of  the  tunnel 
I  had  only  put  on  the  six  breaks  at  the  north  end  of 
the  tunnel.  I  did  not  signal  to  the  driver  either 
going  into  the  tunnel  or  going  out  to  show  that  I 
was  all  right,  it  is  not  usual  for  me  to  do  so.  The 
driver  did  not  give  a  crow  on  the  night  in  question, 
it  is  not  usual  for  him  to  do  so.  We  were  a  couple  of 
hours  later  than  usual  on  the  night  in  question.  I 
came  on  duty  at  8.30  a.m.  on  January  22nd«  I  left 
off  duty  at  8.30  p.m.  the  evening  l)efore.  I  went  on 
duty  at  3.30  a.m.  on  the  21st 

Evan  Phillips^  signalman,  states : — I  am  stationed 
at  the  tunnel  south  signal-box.  The  Bargoed  coal 
train  passed  my  cabin  about  11.16  p.m. ;  it  was  going 
about  the  usual  rate.  I  lowered  both  our  home  and 
•  starting  signals  for  the  train  to  pass  me,  and  I  entered 
the  time  of  its  passing  in  my  register.  I  saw  someone 
on  the  engine.  I  cannot  say  how  many.  I  did  noc 
see  any  one  on  the  waggons  of  the  train.  I  saw  no 
one  on  the  van.  I  saw  no  light  on  the  waggons,  but 
I  saw  two  red  lights  on  the  van  at  the  tail  of  the 
train.  I  saw  one  green  head-light  on  the  engine.  I 
have  been  over  two  years  a  signalman,  four  months 
of  which  I  have  been  at  tunnel  south  box.  I  do  not 
think  a  man  could  have  passed  on  the  train  at  my 
side  without  my  seeing  him. 

Thomas  Thomas^  driver  of  an  up  train  on  January 
22nd,  states: — I  passed  the  runaway  train  on  the 
night  of  the  22nd  instant  on  the  Llanishen  viaduct 
I  was  driving  an  iron  ore  train  in  the  opposite 
direction.  I  thought  the  train  was  going  too  fast  and 
running  away.  I  think  I  should  have  seen  any  one 
on  the  train  had  they  had  their  hand-lamps,  but  I  did 
not  see  any  one.  I  did  not  notice  any  one  at  either 
end  of  the  van  at  the  break-wheel.  I  saw  no  fire  or 
smoke  coming  from  any  of  the  breaks  on  the  train. 
If  the  breaks  had  been  down  there  would  have  been 
fire  or  smoke,  considering  the  speed  that  the  train 
was  running. 

WilUam  Lewis  Lanffley^  signalman  at  Cardiff 
station,  states: — I  recollect  the  night  of  the  22nd 
instant    The  coal  train  ran  past  my  box  at  11.22 


p.m. ;  it  was  going  very  fast  indeed.  My  signals 
were  against  it.  I  had  no  means  of  preventing  the 
runaway  in  any  way.  I  did  not  notice  any  one  on 
the  engine,  it  was  going  so  fast,  neither  did  I  see  any 
one  on  the  train.  There  was  no  one  at  the  back  of 
the  van.  I  cannot  say  if  there  was  any  one  at  the 
front  end  of  the  van. 

William  Jenkins^  waggon  inspector,  Cardiff,  states  : 
— ^I  examined  the  breaks  of  the  runaway  train  after 
the  accident  The  13  waggons  next  the  engine  were 
damaged,  so  that  I  could  not  jud^e  of  the  condition  of 
the  breaks  ;  of  the  26  others  that  I  examined  the  breaks 
were  all  in  good  order.  As  far  as  I  could  judge  from 
the  state  of  the  blocks,  only  five  of  these  hcul  been 
applied.  None  of  them  had  been  burnt ;  some  of 
them  were  not  even  taken  out  of  the  racks.  I  have 
been  15  years  waggon  inspector  under  the  Company. 
There  was  not  one  of  the  breaks  on  the  26  waggons 
in  such  a  state  that  the  levers  would  drop  to  the 
bottom  of  the  racks  when  taken  off  the  rest. 

John  JoneSf  traffic  inspector,  Cardiff,  states : — I 
examined  the  waggons  of  the  runaway  train  &ve 
minutes  after  the  collision,  and  out  of  the  25  Dowlais 
waggons  which  remained  on  the  rails  I  only  found 
four  of  the  break-levers  that  had  been  dropped  on  the 
wheels,  and  these  were  neither  pressed  down  into  the 
rack  nor  pinned  down.  The  others  were  not  taken 
off  the  rest. 

John  Jones,  fireman  to  Baldwin,  states:  —  On 
leaving  Aber  on  the  night  of  the  22nd  instant  the 
guard  and  breaksman  l)oth  rode  on  the  engine  as  far 
as  the  tunnel.  The  guard  got  off  the  engine  to  put 
on  breaks  at  the  north  end  of  the  tunneL  The 
breaksman  continued  on  the  engine  till  half  way 
between  the  cabin  at  the  south  end  of  the  tunnel  and 
the  Llanishen  station.  He  then  went  back  to  put  on 
breaks,  because  the  train  was  running  away.  We 
first  observed  the  train  gaining  on  us  just  at  the  south 
end  of  the  tunnel.  The  driver  whistled  for  the  breaks 
just  before  the  breaksman  left  the  engine.  Just 
below  Llanishen  station  he  opened  the  large  whistle, 
and  continued  to  blow  it  all  the  way  to  Cardiff. 

David  Evans,  breaksman  of  Bargoed  coal  train  that 
was  run  into,  states  : — When  we  came  to  a  stand  at  the 
south  side  of  Cardiff  station,  on  the  22nd  instant,  the 
train  consisted  of  a  tank  engine,  nine  waggons  of  coal, 
and  break-van,  in  which  I  was  riding,  at  the  tail  of 
the  train.     The  guard  who  had  been  with  me  had  just 

fone  out,  and  as  I  had  nothing  to  do,  and  it  was  cold, 
closed  the  door  and  took  up  my  hand-lamp  to  prick 
up  the  wick.  I  heard  the  engine  of  the  runaway 
train,  but  had  no  time  to  get  out  of  my  van  before  it 
struck  it,  and  I  was  knocked  down  senseless.  When 
I  came  to  my  senses  I  found  myself  under  the  van, 
caught  by  the  l^s  with  the  timbers.  I  was  cut  in 
the  eye.  My  mate  released  me.  I  was  severely  burnt 
in  the  hand,  but  I  am  recovering  fast. 


Concluaion. 

It  appears  from  the  foregoing  evidence,  that  on  the  evening  in  question  a  mineral 
train,  which  consisted  of  a  famk-engine  running  with  its  coal  bunker  in  front, 
39  waggons  loaded  with  coal,  and  a  break- van  at  the  tail  of  the  train,  left  Aber 
junction  about  10.50  p.m.  There  was  a  guard  and  a  breaksman  with  the  train,  and  in 
accordance  with  the  Company's  rules  these  men  should  put  down  some  breaks  on 
entering  Caerphilly  tunnel,  which  is  a  little  more  than  two  miles  from  Aber  junction. 
The  train  should  go  quietly  through  the  tunnel,  and  leave  it  at  such  a  speed  that  the 
guard  and  breaksman  can  put  down  all  the  breaJcs  that  are  required  as  the  train  leaves 
the  tunnel.  There  is  a  path  at  the  south  end  of  the  tunnel  which  was  made  on 
purpose  to  facilitate  the  operation  of  putting  down  breaks. 

*-  Chi  the  night  in  question  both  the  guard  and  the  breaksman  rode  on  the  engine  as 
far  as  the  north  end  of  Caerphilly  tunnel.  The  guard  then  left  the  engine,  and  he 
appears  to  have  put  down  five  break-levers,  viz.,  those  on  the  14ith,  16th,  16th,  17th, 
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and  18th  waggons,  bat  not  to  have  pressed  or  pinned  them  down.  The  train  appears 
to  have  run  through  the  tunnel  at  a  speed  of  about  6  or  7  miles  an  hour,  having  been 
held  back  by  the  break  on  the  engine,  and  to  have  emerged  from  the  timnel  at  about 
the  same  speed.  It  passed  the  signal-cabin  about  half  a  mile  south  of  the  tunnel  at 
a  moderate  speed.  Immediately  after  passing  the  signal-cabin  the  driver  thought 
that  the  train  was  going  too  fast,  and  that  he  was  losing  control  over  it ;  he  thereupon 
sent  the  breaksman  back  along  the  waggons  to  put  down  breaks,  and  he  whistled  for 
the  guard  to  apply  breaks.  The  breaksman  stated  that  he  put  down  all  the  breaks  on 
the  six-foot  side  between  the  engine  and  the  13th  waggon ;  that  there  were  about 
10,  and  that  five  of  these  were  good  breaks  and  five  ineflfedive. 

The  guard  stated  that  he  put  down  all  the  breaks  that  he  had  not  put  down  at  the 
north  end  of  the  tunnel,  and  then  got  into  his  van  and  put  on  the  van  break.  The 
train,  however,  continued  to  gain  speed,  ran  through  Llanishen  station  and  on  towards 
CardiflP  gaining  speed  all  the  way,  till  it  came  to  the  foot  of  the  incline,  where  it 
appears  to  have  been  running  at  the  rate  of  at  least  40  miles  per  hour. 

The  Cardiff  signals  were  at  "  danger  *'  against  it,  but  it  continued  its  course  through 
the  station,  and  struck  a  mineral  tiuin  that  was  standing  on  the  line  about  half  a  mile 
south  of  the  station,  at  a  speed  that  is  estimated  to  have  been  about  20  to  25  nules  an 
hour.  The  driver  of  the  runaway  train  stated  that  after  applying  the  break  to  his 
engine  as  much  as  he  could,  he  reversed  his  engine  and  put  steam  against  her,  but  this 
had  no  effect  in  stopping  his  train. 

From  the  evidence  of  the  traffic  inspector  and  waggon  examiner,  it  would  appear 
that  of  the  25  breaks  which  the  guard  stated  that  he  put  down,  only  five  of  them  appear 
to  have  been  taken  off  their  rest  or  dropped  on  to  the  wheels,  and  that  these  five  did 
not  appear  to  have  been  pressed  down.  With  reference  to  the  13  leading  waggons 
of  the  runaway  train,  they  wer^  so  damaged  that  it  could  not  be  ascertained  how  far 
the  breaks  had  been  on  or  not ;  but  according  to  the  breaksman^s  own  statement  he 
only  appears  to  have  applied  five  of  these  in  an  effective  manner.  From  the  evidence 
of  the  waggon  examiner  and  traffic  inspector  the  whole  of  the  breaks  of  the  train 
were  in  good  order,  and  would  have  b^n  effective  had  they  been  properly  applied, 
in  which  case  the  train  would  not  have  nmaway. 

The  accident  appears  to  have  been  caused  by  the  engine-driver  of  the  mineral 
train  that  left  Aber  at  10.50  p.m.  proceeding  from  Caerphilly  tunnel  to  Cardiff 
without  having  a  sufficient  number  of  breaks  on  the  waggons  of  his  train  to  enable 
him  to  control  it  while  descending  the  incline.  He  ought  to  have  known  this  by  his 
being  obliged  to  keep  his  engine-break  on,  while  passing  through  the  tunnel,  and  he 
shoidd  have  stopped  the  train  at  the  south  end  of  the  tunnel  and  required  the  guard 
and  breaksman  to  apply  a  sufficient  number  of  breaks. 

There  can  be  no  doubt  that  a  sufficient  amount  of  break-power  was  not  applied  to  the 
train  on  entering  the  Caerphilly  tunnel,  and  that  much  more  should  have  been  applied 
on  emerging  from  the  tunnel.  This  is  contemplated  and  required  by  the  Company's 
rules,  in  order  to  secure  the  safety  of  trains  descendiug  a  long  incline  of  1  in  80  to 
Cardiff. 

Whether  the  guard  was  riding  on  a  vtaggon  about  the  centre  of  the  train  when  it 
emerged  from  the  Caerphilly  tunnel,  or  whether  he  had  gone  and  shut  himself  up  in 
his  van,  could  not  satisfactorily  be  ascertained ;  but  from  the  evidence  of  the  signal- 
men at  Cardiff  and  at  the  signal-cabin  at  the  south  end  of  Caerphilly  tunnel,  as  well 
as  from  the  state  of  the  breaks,  and  the  evidence  of  the  driver  of  the  up  train  who 
passed  the  runaway  train  on  the  Llanishen  viaduct,  I  think  the  guard  was  travelling  in 
his  van,  and  was  probably  asleep.  There  is  no  doubt  that  he  neglected  to  apply  the 
breaks  as  he  should  have  done.  He  seems  to  have  been  employed  for  very  long  hours, 
viz.,  from  3.30  a.m.  to  11.30  p.m.  on  the  day  of  the  accident,  and  from  3.30  a.m.  to 
8.30  p.m.  on  the  day  previous,  and  no  doubt  he  was  fatigued,  and  probably  unfit  from 
fatigue  to  do  his  duty  properly. 

His  train  had  been  blocked  up  and  delayed  for  two  or  three  hours  by  signals  while 
passing  over  the  Brecon  and  Merthyr  line.  There  is  some  difficulty  and  danger  in 
working  these  long  mineral  trains  over  heavy  inclines.  The  Railway  Companies  say 
that  the  accidents  take  place  more  frequently  with  the  light  trains  than  they  do 
with  the  heavy  trains ;  and  in  the  present  case  the  same  men  had  brought  a  train 
of  55  loaded  waggons  safely  down  the  same  incline  in  the  morning,  whereas  they 
allowed  39  waggons  to  runaway  with  the  engine  in  the  evening,  when  the  rails  were 
in  an  equally  good  state,  and  there  is  no  doubt  that  these  accidents  frequently 
occur  from  the  men  taking  liberties  with  the  light  trains  that  they  take  chsurge  of. 
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belieying  that  they  can  control  them,  but  they  find  when  it  is  too  late  that  they  are 
mistaken. 

It  is  essential  to  safety  in  working  these  inclines,  that  a  sufficient  number  of  waggon 
breaks  should  be  applied  at  starting,  and  steam  applied  to  the  engine,  which  ought  to 
pull  the  train  and  keep  the  couplmgs  in  tension,  so  that  the  weight  of  the  engine 
with  its  breaks  may  be  in  reserve  to  check  any  undue  speed ;  and  further,  that  there 
should  be  a  fair  amoimt  of  break- van  power  as  a  reserve,  in  addition  to  the  breaks  that 
are  applied  to  the  waggons. 

Moreover,  it  is  important  that  the  engine-driver  and  guard  should  communicate 
with  each  other,  and  be  mutually  satisfied  and  agreed  that  all  that  is  necessary  has 
been  done  before  starting  down  these  long  inclines.  To  insure  this  being  done  it 
is  desirable  that  the  trains  shall  come  to  a  stand  before  starting  down  the  inclines ; 
and  I  recommend  that  all  mineral  trains  shall  be  brought  to  a  stand  at  the  south 
end  of  Caerphilly  tunnel,  at  the  top  of  the  incline  of  1  in  80,  so  that  the  men  can 
have  no  excuse  for  not  applying  sufficient  breaks. 

Engine-drivers  while  descending  these  inclines  on  dark  nights  cannot  always  judge 
accurately  at  what  speed  their  trains  are  running.  Whilst  the  speed  is  10  ndles  an  hour 
or  less  the  trains  can  be  easily  controlled,  but  when  the  speed  is  12  nules  an  hour  or 
more  it  becomes  often  impossible  to  control  heavy  mineral  trains.  The  margin  of 
speed  between  safety  and  cUtnger  is  very  small,  and  it  is  therefore  necessary  that  the 
break-power  of  the  engine  and  a  fair  amount  of  break- van  power  should  be  available 
the  moment  it  appears  to  be  required. 

The  time  necessarily  lost  by  the  guard  and  breaksman  running  along  the  waggons 
to  put  down  the  waggon  breaks  renders  the  application  of  these  breaks  ineffective  if 
the  speed  gets  beyond  the  driver's  control,  whether  by  accident  or  owing  to  momentary 
inattention  on  his  part. 

Moreover,  putting  down  waggon  breaks  when  mineral  trains  are  running  fast  is  a 
dangerous  duty. 

I  have,  &c., 

The  Secretary,  F.  H.  Bich, 

(Railway  Department,)  Board  of  Trade.  Colonel^  B.JS. 

Printed  copies  of  the  above  Report  were  sent  to  the  Companj  on  the  22nd  February. 


RHTMNEY  BAILWAY. 


Board  of  Trade  (Railway  Department), 
13,  Downing  Street,  London,  S.W., 
Sir,  1st  February  1879. 

In  compliance  with  the  instructions  contained  in  the  order  of  28th  January,  I 
have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the  result  of  my 
inquiry  into  the  circumstances  connected  with  the  collision  between  a  London  ana 
North-Western  goods  train  and  a  Rhymney  Company's  passenger  train,  which  occurred 
on  24th  January  at  Cardiff  station  of  the  Rhymney  Railway. 

No  persons  were  injured. 

The  engine  of  the  London  and  North-Western  train,  and  the  last  coach  and  break- 
van  of  the  passenger  train,  were  damaged. 

Cardiff  station  of  the  Rhymney  Railway  is  protected  with  home  and  distant  signals. 
The  down  distant-signal  is  more  than  half  a  mile  north,  and  the  down  home-signal  is 
opposite  the  cabin,  which  is  situated  at  the  north  end  of  the  down  line  platform. 
These  are  good  signals,  and  are  interlocked  with  the  points. 

There  is  a  cross-over  road  between  the  up  and  down  lines  opposite  the  cabin. 

The  collision  occurred  between  a  goods  train,  which  was  running  into  Cardiff  station 
on  the  down  line,  and  the  6.30  a.m.  up  passenger  train,  which  had  been  standing  at 
the  down  line  platform,  and  was  just  leaving  the  station  by  the  cross-over  road  and 
passing  on  to  the  up  road,  at  the  time  that  it  was  run  into  by  the  goods  train. 

The  passenger  train  consisted  of  an  engine  and  tender,  two  passenger  coaches,  and  a 
break- van,  with  the  guard  in  charge  at  the  rear  of  the  train. 

The  goods  train  consisted  of  a  tank  engine,  running  with  its  funnel  in  front,  14  loaded 
waggons,  6  empties,  and  a  break-van,  with  the  guard  in  charge  at  the  rear  of  the 
tram.  The  goods  train  was  running  at  a  speed  of  about  six  or  seven  miles  an  hour, 
and  the  passenger  train  was  just  starting  at  the  time  of  the  collision. 
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The  evidence  is  as  follows : — 


Evidence. 


WiUiam  Morgan, — I  was  the  engine-driver  of  the 
3.35  a.m.  London  and  North- Western  goods-train  ex 
Abergavenny   on   24th  instant.     The  train  consisted 
of  tank-engine,   funnel  in  front,  14  waggons  goods, 
six  empty  waggons  and   break-van,  with  guard   in 
charge.  Left  Rhymney  at  6.20  a.m.,  and  had  a  through 
run  to  Cardiff.     On  descending  Llanishen    Bank,   I 
found  the   Cardiff    down   distant-signal    showing   a 
bright  white  light,  and   coming  down  between  the 
distant   and    home  signals    found   the     home-signal 
showing  a  white  light,  but  not  so  bright  as  the  distant, 
but  enough  to  satisfy  myself  that  the  road  was  clear. 
The  guard  had  his  break  on,  coming  down  the  "bank, 
and  the  fireman  also  had  on  his  break,  which   reduced 
the  speed  of  the  ti*ain  to  about  between  7  or  8  miles 
an  hour.     1  then  found  the  train  would  not  run  into 
the  station,  and  put  on  a  little  steam,  and  was  drawing 
up  to  the  signal-cabin  south  of  station,  as  we  had  to 
stop  there  for  the  purpose  of  taking  numbers.     On 
approaching    the  signal-box   I    saw  the  passenger- 
train   crossing  over  from  the  down  to  the  up  line, 
and  we  came  in  contact  vrith  the  break-van.     Had 
the  passenger  engine  driver  opened  his  whistle,  or  the 
signalman  given  some  kind  of  hand  signal,  I  might 
have  used  a  little  exertion  and  prevented  the  collision. 
The  engine  of  the  Rhymney  Company  had  a  white 
head  light,  and  I  therefore  thought  the  train  viras 
standing  on  the  up  line.    About  20  minutes  after  the 
collision  took   place,  I  went   back  in  company  with 
guard  Lloyd  to  ascertain  the  state  of  the    signals, 
and  found  that  the  *'  home  "  signal  was  showing  three 
parts,  white  light,   and   the  other    part  red.     This 
appeared  from  the  distant-signal,  and  all  the  way  down 
to  the  ^'  home ''  signal.     The  arm  was  at  danger  at 
this  time.    I  went  beyond  the  distant  signal,  and  found 
it  showing  a  red  light.     I  am  not  sure  whether  I  drew 
the  attention  of  the  Rhymney  Company's  servants  to 
the  state  of  the  signals.     I  was  not  injured,  and  did 
not  jump  off  my  engine.     The  damage  to  my  engine 
was  as    follows  : — ^Buffer     plank    broken  ;  framing, 
right-hand  side  knocked  up,  also  dry  sand-box  broken ; 
one  cylinder  cock   knocked  off;  one  crank  pin,  one 
side  rod  brass  and  cotter  damaged ;  two  tool  boxes 
on  the  framing  also  damaged ;  and  union  under  the 
tank  also  broken.    Neither  the  engine  or  any  of  the 
waggons  of  my  train  were  knocked  off  the  line.    I 
may  say  I  came  into  the  station  with  perfect  confi- 
dence on  account  of  the  state  of  the  signals ;  in  fact 
I  never  came  in  with  greater  confidence.     I  have  been 
in  the   service   of    the  London  and  North- Western 
Company  between  11  and  12  years,  and  have  been   a 
driver  between  ^vq  and  six  years.     I  did  not  see  the 
passenger  train  till  my  engine  was  alongside  of  the 
passenger  train  engine.    I  was  running  about  seven 
miles  a:n  hour.    I  reversed  my  engine ;  I  put  on  steam, 
but  could  not  stop.     When  driving  a  passenger  train, 
I  always  change  my  lights  when  crossing  from  one 
road  to  another.     We  do  not  come  to  a  stand  at  the 
station  for    the  purpose  of  taking  numbers.     Could 
not  see  the  engine  light  when  it  was  on  the  down 
road,  further  than  130  yards,  as  it  is  obstructed  by  the 
signal-box.     Was  going  about  seven  miles  an  hour 
when  the  collision  occurred,  at  6.35  a.m.     I  have  been 
running  into  Cardiff  for  19  months.     I  was  before  my 
time.     My  train  is  due  at  the  docks   at  7.40  a.m. 
I  have  arrived  tft  Cardiff  as  early  on  previous  occa- 
sions.    I  have  arrived  when  passenger  train  was  on 
the  line,  but  the  signals  have  been  at  danger,  and  I 
have  stopped  short.     I  have  been  to  the  signal -cabin, 
and  cannot  lower  the  down  signals  when  the  lever  that 
works   the  cross-over  road  on   which  the  passenger 
train  was  moving  is  out  of  the  notch. 

John  Hill  says:  1  was  the  fireman  of  3.35  a.m. 
« London  and  North- Western  goods  train  "  ex  "  Aberga- 
venny on  the  24th  instant.    When  within  sight  of  Uie 


Cardiff  down  distant-signal,  which  is  visible  from  the 
cemetery  or  thereabouts,  which  is  half  a  mile  or  more 
north  of  signal,  I  saw  it  showed  a  white  light ;  and 
this  drew  my  attention,  knowing  that  the  passenger 
train  would  be  about,  and  I  was  specially  on  the  look 
out  for  signals.  When  I  passed  the  distant-signal  I 
noticed  the  "home"  signal  was  showing  a  white 
light,  but  not  so  distinct  as  the  distant-signal.  I  had 
not  found  it  necessary  to  put  on  my  engine  break 
coming  down  the  bank,  as  the  guard  was  able  to 
control  the  train  with  his  break.  On  getting  inside 
the  distant-signal  1  found  the  train  coming  a  little 
free,  so  I  applied  my  break,  which  reduced  the  speed 
so  much  that  I  had  to  let  it  out  again,  which  I  did 
near  the  level-crossing  which  is  about  400  yards 
from  the  Cardiff  station,  and  after  running  about 
100  yards  the  driver  put  on  steam.  I  observed  the 
home-signal  showing  a  white  light  as  long  as  I  could 
see  it.  I  then  saw  the  Rhymney  railway  passenger 
engine  upon  the  up  road  with  a  white  head  light ; 
and  we  came  in  collision  with  the  through  carriage  and 
break-van  of  the  passenger  train,  causing  the  damage 
to  our  engine  as  described  by  my  mate.  The 
Rhymney  Railway  Company's  driver,  Forbes,  who 
was  standing  with  his  engine  and  train  on  the 
machine  road  when  we  passed,  remarked  after  the 
collision  to  me  that  he  saw  us  slack  our  train,  and 
wondered  at  our  putting  on  steam,  knowing  the  pas- 
senger train  was  about.  I  asked  him  if  he  noticed 
the  signals,  and  he  said  he  did  not.  Have  been  in 
the  service  of  the  London  and  North- Western  Com- 
pany seven  years,  and  have  been  a  fireman  five  years. 
Was  not  injured,  nor  did  not  jump  off  my  engine. 

William  Lloyd  says:  I  was  the  guard  of  the 
London  and  North-Westei'n  3.35  a.m.  goods  train 
ex  Abergavenny,  24th  instant.  When  within  sight 
of  the  Cardiff  distant-signal  I  saw  it  showed  a  white 
light.  I  eased  my  break  a  little  on  passing  the 
distant-signal,  and  on  passing  the  level-crossing 
noticed  the  driver  putting  on  a  little  steam,  but  I 
did  not  ease  my  break  any  more.  After  passing  the 
level-crosssng  I  went  into  the  break- van.  Shortly 
after  I  found  the  train  had  stopped,  but  was  not 
aware  that  a  collision  had  taken  place.  I  looked 
immediately  from  the  van,  which  was  standing  about 
70  yards  from  the  home-signal,  and  saw  the  "  home  ** 
signal  showed  red  and  a  glimpse  of  white.  After 
the  passenger  train  had  left  I  walked  back  with  the 
driver  of  my  train  to  see  what  the  signals  showed, 
and  found  the  distant-signal  showing  red,  and  the 
home-signal  still  red  with  a  glimpse  of  white.  Two 
or  three  of  the  sheets  upon  the  wagons  were  grazed. 
I  was  not  injured.  Have  been  in  the  Loudon  and 
North- Western  Company's  service  14  to  15  years. 

William  Langley^  signalman,  Cardiff  station  box, 
says :  I  was  on  duty  on  the  morning  of  the  24th 
instant.  The  London  and  North-Western  Company's 
goods  train  was  signalled  to  me  from  "Tunnel 
south  "  box  at  6.28  a.m.,  and  I  gave  "  Line  clear  " 
for  same.  At  that  time  the  down  line  within  the 
Cardiff  station  and  south  of  my  box  and  signals  was 
occupied  by  the  6.30  a.m.  up  passenger  train ;  this 
train  being  protected  by  my  distant  and  home  signals, 
which  were  set  at  danger.  The  passenger  train  had 
been  passed  from  the  up  to  the  down  road  over  the 
cross-over  road  in  front  of  my  box  before  1  accepted 
block  for  the  Loudon  and  North-Western  train  from 
•*  Tunnel  south."  The  points  of  the  cross-over  road 
remained  unaltered  after  the  passenger  train  went 
through  them  to  the  down  road,  and  remained  in 
readiness  for  the  train  to  go  out  again  to  the  up 
road.  At  6.35  a.m.  the  passenger  train  left.  The 
engine  had  passed  over  the  cross-over  road,  and  was 
upon  the  up  line  when  the  London  and  North-Western 
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goods  train  came  into  collision  with  the  passenger 
carriage  and  break-van,  which  had  not  passed  clear 
of  the  crossing.  The  points  of  the  crobs-over  road 
stood  open  for  tiie  passenger  train.  Had  they  not 
stood  correctly  either  the  train  would  have  gone  up 
the  down  line,  or  have  been  thrown  off  the  rails  or 
broken  the  points.  While  those  points  stand  open 
for  a  train  to  go  through  from  down  to  up  road  it 
is  impossible  for  me  to  lower  either  the  down  distant 
or  down  **  home-signals."  While  the  passenger  train 
was  going  through  the  cross-over  road  I  did  not 
touch  the  lever  handles  of  either  points  or  signals. 
During  all  the  time  the  passenger  train  was  standing 
at  the  platform  and  going  out,  the  down  signals  stood 
at  danger.  The  locking  machinery  was  and  is  in 
perfect  working  order.  After  the  collision  I  did  not 
touch  any  of  my  levers.  Went  immediately  out  upon 
the  line  to  see  what  the  home-signals  were  showing, 
and  from  the  back  of  the  London  and  North- Western 
Company's  break  van  found  the  signal  showing  red, 
and  no  white  whatever.  At  the  same  time  looked 
at  the  distant-signal  post,  and  found  the  back  spec 
showing  green,  which  indicates  the  front  was  showing 
danger.  The  locking  machinery  stands  now  in  the 
same  state  as  it  was  before  the  collision.  No  work- 
man of  any  kind  has  touched  it,  nor  have  the  signals 
been  interfered  with  in  any  way.  The  arms  and 
spectacles  stand  now  as  they  did  before  the  collision. 
I  heard  a  complaint  during  the  snow  of  the  distant- 
signal^  but  I  then  worked  my  lever  sharply,  and  it 
worked  right  to  danger,  and  I  kept  it  there  for  the 
night.  It  worked  all  right  next  morning.  The 
engine  of  the  passenger  train  was  signalled  to  me  from 
Gaol  Lane  box  at  6.17  a.m.,  and  arrived  about  6.18. 
I  then  turned  them  across  into  the  cattle-pen  siding 
for  the  purpose  of  picking  up  their  train,  which  was 
afterwards  shunted  across  from  the  up  to  the  down 
line,  the  passenger  train  being  started  on  that  side 
as  a  matter  of  convenience,  and  the  train  stood  clear 
of  the  points  on  the  down  line.  I  should  think  the 
train  was  placed  in  position  there  at  6.23.  I  did  not 
adjust  my  signals,  because  the  distant-signal  is  fitted 
up  with  a  compensator  which  is  self-adjusting.  WTiile 
the  passenger  train  stood  upon  the  down-line  at  the 
platform  clear  of  the  points  it  would  have  been 
possible  to  alter  the  points  of  the  cross-over  road  so 
as  to  enable  the  signals  to  have  been  put  at  all  right. 
I  did  not  do  this.  I  came  out  of  my  signal-box 
after  taking  the  block  at  6.28  a.m.  for  London  and 
North- Western  train,  leaving  the  signals  at  danger^ 
and  did  not  enter  it  again  till  after  the  collision. 
I  left  my  box  to  hurry  the  passenger  train  away,  as 
the  London  and  North-Westem  was  on  the  road.  I 
told  the  guard  and  newspaper  boy  this.  There  was  no 
other  person  in  the  box  in  the  interval,  and  there 
could  have  been  no  object  in  altering  the  points. 
At  the  time  of  the  collision  the  London  and  North- 
Westem  engine  ran  over  the  points  on  the  down  line, 
which  were  not  damaged,  and  I  worked  them.  Have 
been  in  the  service  of  the  Rhymney  Company  eight 
years,  and  have  been  in  my  present  box  nearly  six 
years.  The  London  and  North- Western  engine  did 
not  stop  till  it  passed  the  end  of  our  station.  The 
driver  of  Rhymney  train  whistled  just  before  starting. 

John  Thomas^  driver  of  the  Rhymney  Railway 
Company's  6.30  a.m.  passenger  train  ex  Cardiff  on  the 
24th  instant. — When  I  arrived  from  the  docks  at  the 
station  I  was  shunted  into  the  cattle-pen  siding  for  my 
train.  Afterwards  I  was  shunted  across  to  the  down 
platform,  where  I  stood  with  my  train  to  receive  the 
passengers  and  luggage.  My  engine  was  clear  of  the 
cross-over  road  points  ;  and  those  points  were  not 
shifted  from  m^  arrival  on  the  down  Une  to  my 
departure.  About  6.35  a.m.  I  received  the  signal 
with  hand  lamp  and  "all  right"  by  mouth  from 
signalman  Langley,  who  was  on  the  platform.  I  also 
received  signal  from  my  guard  to  start,  and  as  I  was 
leaving  I  saw  the  London  and  North-Western  goods 
train  coming  down,  and  I  made  every  effort  to  get  my 
train  clear  of  the  cross-over  that  the  train  might  go  by, 


but  I  did  not  suooeed  in  getting  the  tul  of  my  train 
quite  clear,  and  the  goods  engine  came  in  collision 
with  the  step  of  the  through  carriage,  and  with  the 
break- van,  which  was  the  next  carnage.  My  engine 
was  carrying  a  white  head  light.  #When  the  collision 
took  plac^  I  immediately  looked  at  the  '^  home  "  signal, 
and  found  it  showing  a  clear  red  lifirht  I  was  not 
injured,  nor  did  I  jump  off  my  engine.  My  engine 
and  no  vehicles  of  my  train  left  the  rails.  I  have 
been  in  the  Rhymney  Railway  Company's  service 
20  years,  during  the  whole  of  which  time  I  have  been 
a  driver.  Langley  was  in  his  cabin  when  I  placed 
my  train  alongside  the  down  platform,  and  I  went  into 
the  signal  cabin  to  warm  my  hands.  Langley  accom- 
panied me  when  I  left  the  cabin  to  go  to  the  platform, 
and  he  certainly  did  not  move  any  of  the  levers  while 
I  was  in  the  cabin.  Langley  was  still  on  the  plat- 
form when  I  left.  He  gave  me  a  hand  signal,  and 
spoke  to  me  to  tell  me  to  start.  There  was  no  one  in 
the  cabin  except  Langley  and  myself.  I  cannot 
recollect  whether  Langley  said  anvthing  abont  the 
London  and  North-Western  train  bemg  blocked  from 
Tunnel  South  cabin. 

Richard  Francisy  fireman  of  the  Rhymney  Railway 
Company's  6.30  a.m.  passenger  train  ex  Cardiff,  says  : 
Immediately  after  the  collision  I  looked  at  the 
"  home  "  signal,  and  saw  it  showing  a  clear  red  light. 
The  points  from  the  cross-over  road  were  not  moved 
during  the  time  we  stood  at  the  down  platform,  which 
was  four  to  five  minutes.  I  was  not  injured,  and  did 
not  jump  off  my  engine.  I  have  been  in  the  service 
of  the  Rhymney  Railway  Company  between  ^yq  and 
six  years,  the  whole  time  as  fireman. 

John  ReeSy  station-  master  at  the  Cardiff  passenger 
station,  says :  I  was  on  duty  on  the  morning  of  the 
24th  inst.,  and  saw  to  the  despatch  of  the  6.30  a.m. 
passenger  train.  At  6.34  gave  "all  right"  to  the 
porter  to  start  the  train.  Was  in  the  station  when 
the  collision  took  place,  but,  hearing  something,  imme- 
diately went  out,  and  found  that  the  London  and 
North-Westem  goods  had  come  in  contact  with  the 
outgoing  passenger  train,  damaging  the  steps  of  the 
London  and  North-Western  Company's  through  coach 
and  the  Rhymney  Railway  break-van.  There  was  a 
young  woman  in  the  third-class  carriage  booked  to 
Windermere.  One  or  two  of  the  Rhymney  Railway 
Company's  workmen  were  riding  in  the  same  com- 
partment. These  were  the  only  passengers,  and  none 
of  them  complained  of  being  hurt.  Another  break-van 
and  carriage  was  obtained,  and  the  train  left  at 
6.50  a.m.  I,  immediately  on  coming  on  the  platform, 
looked  at  the  home-signsd,  and  saw  it  showing  a  red 
light,  and  I  also  noticed  the  back  spectacle  of  the 
distant  signal,  which  also  indicated  danger.  When  I 
went  out,  the  London  and  North-Western  men,  I  think 
it  was  the  engine-driver,  was  saying  that  the  signals 
had  been  at  "  all  right "  for  them.  Our  men  denied 
it,  and  the  signalmen  called  my  attention  to  the 
signals. 

Mr,  Richard  Evans,  Rhymney  railway,  says:  I 
arrived  at  the  Cardiff  station  at  7.15  a.m.  on  24th 
inst.,  and  found  that  the  signals  and  locking  gear 
were  working  all  right.  I  then  gave  instructions  that 
no  one  was  to  interfere  in  any  way  with  the  locking 
machinery  or  signals.  I  again,  in  company  wi^ 
Mr.  Canty,  went  up  at  5.45  p.m.  same  day  north  of 
the  distant-signal,  and  examined  the  lights  in  the 
distant  and  home  signals,  and  found  them  to  show  full 
danger  lights.  The  cross-over  road  points  from  the 
down  to  the  up  road,  and  which  had  been  run  over 
by  the  London  and  North-Westem  Company's  engine, 
were  all  right. 

Mr.  John  Canty,  locomotive  foreman,  Rhymney 
Railway,  states  :  I  accompanied  Mr.  Evans  at  5.45  p.m. 
on  24th  inst.  north  of  the  distant-signal,  and  confirm 
his  statement  in  relation  to  the  signal  lights. 
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Jaeph  FFiUiam*. — ^I  am  porter  at  the  Rhjmnej  I  was  on  the  platform  at  the  time  the  train  was 

Compan/s  passenger  station,  Cardiff.     I  was  on  the  backed  to  the  platform.     This  was  about  6.23  a.m. 

platform    on    the    morning    in    question  when    the  I  did  not  notice  the  driver  going  into  the  signalman's 

accident  occurred.      The   signalman  Langlej   came  cabin.     When  I  was  putting  the  parcels  in  the  van 

down  from  his  cabin  to  hurry  us  on.     The  last  thing  I  saw  the  signalman  come  down  from  the  cabin  to 

we  did  was  to  light  the  side  lights.     He  told  me  a  hurry  us  on,  as  he  said  a  train  was  coming  down.. 

London  and  North- Western  train  was  blocked  down.  I  got  on  as  fast  as  I  could.   The  foot-warmers  were 

The  newspapers  were  late  arriving  on  the  morning  put  in  the  carriages,  and  doors  locked  next  the  down 

in  question.     It  was  about  6.31  a.m.  when  the  signal-  platform,  as  the  passeuger  train  was  on  its  wrong  road; 

man  came  down.     About  a  minute  after  this  we  got  then  the  lamps  were  lit  at  the  tail  of  the  train,  and  it 

the  train  away.     I  did  not  see  the  driver  of  our  started.     I  think  it  was  over  a  minute,  probably  two, 

train.     The  guard  was  in  his  break-van  after  helping  from  the  time  the  signalman  spoke  to  me  until  the 

us  with  the  newspapers.    I  did  not  notice  the  signal-  train  started.    I  jumped  into  my  van  when  the  train 

man  at  all.  started,  and  as  I  was  looking  at  my  watch  just  after 

starting  I  was  thrown  to  the  other  side  of  my  van, 

Shadrach  WcUHns, — I  was  guard  of  the  6.30  a.m«  and  there  was  a  great  crash  of  something  running 

passenger  train  from  Cardiff  to  Rhymney  on   24th  into  my  van.    The  side  of  my  van  was  broken,  but  I 

January.     My  train   consisted   of  a  tender    engine  do  not  think  it  left  the  rails.     The  carriage  next  my 

(engine  in  front),  two  composite  carriages,  and  a  break-  van  was  slightly  damaged  by  being  struck    by  the 

van,  in  which  I  travelled.    The  engine  was  getting  the  engine    of    the  London    and  North- Western    goods 

carriages  out  of  the  sidings  when  I  arrived  at  the  train.    I  have  been  a  guard  on  the  Rhymney  raUway 

station.    I  booked  my  parcels  out  of  the  office  first.  13  yeiu's. 

Concltmon. 

This  collision  was  caused  by  the  neglect  of  the  engine  driver  of  the  London  and 
North-Western  goods  train,  who  appears  to  have  run  past  the  Cardiff  down  distant 
and  home  signals  while  these  signals  were  standing  at  danger.  The  evidence  is 
very  conflicting.  The  engine  driver,  fireman,  and  guard  in  charge  of  the  London  and 
North- Western  train  stated  that  these  signals  were  showing  a  white  light  "  all  right,** 
whereas  all  the  servants  of  the  Rhymney  Company  stated  that  these  signals  were  at 
danger. 

All  parties  admit  they  were  at  danger  after  the  accident  occurred;  and  there 
can  be  no  doubt,  from  the  nature  of  the  locking  arrangements,  which  are  in  very  good 
order,  and  have  not  been  altered  since  the  collision,  aa  well  as  the  circumstance  of  the 
signalman  not  being  in  his  cabin  at  the  time,  and  who  could  not  therefore  have  moved 
these  signals  just  before  the  train  arrived,  that  they  must  have  been  at  danger  when 
the  driver  and  other  servants  with  the  London  and  North- Western  train  came  in  sight 
of  and  passed  them. 

This  collision  shows  one  of  the  many  disadvantages  of  starting  trains  from  the 
platform  at  the  wrong  side  of  the  line.  There  are  platforms  at  both  sides  of  the 
Rhymney  Company's  Cardiff  station,  which  are  provided  with  proper  shelter.  I 
recommend  that  in  future  the  trains  should  be  started  from  their  proper  platforms, 
as  this  will  not  only  prevent  collisions  of  this  kind,  but  also  prevent  the  danger  of  the 
passenger  trains  working  over  points  which  become  facing-points  when  the  up  and 
down  fines  are  improperly  used. 

I  have,  &c.. 
The  Secretary,  F.  H.  Rich, 

Board  of  Trade  (Railway  Department).  Colonel^  B.JE. 

Printed  copies  of  the  above  Report  were  sent  to  the  Loudon  and  North- Western  and  the  Rhymney  Railway 

Companies  on  the  1 7th  February. 


SOUTH-EASTERN  RAILWAY. 


Sir,  Chester,  3rd  Fehruary  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  27th  idtimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  an  accident  that  occurred  on 
the  24th  ultimo  to  a  down  passenger  train  in  the  act  of  leaving  the  Cannon  Street 
station  of  the  South-Eastem  Railway,  when  two  carriages  were  pulled  off  the  rails 
on  which  they  were  travelling,  and  one  of  them  was  thrown  over  on  its  side. 

It  is  stated  that  one  passenger  was  injured. 

The  carriage  which  was  dragged  off  the  rails  and  upset  had  its  side  and  end  hroken, 
and  that  hehind  it,  which  was  also  off  the  rails,  had  one  tjomer  damaged.  The  draw- 
bars of  the  carriage  which  was  upset,  and  that  next  in  front  of  it,  were  broken,  as 
well  as  one  of  the  side  chains. 
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Description. 

The  train  which  met  with  the  accident  was  the  9.6  a.m.  down  passenger  train  from 
Charing  Cross  to  Maidstone,  calling  at  Cannon  Street  on  the  way.  It  had  left  the 
general  departure  platform  on  the  eastern  side  of  the  Cannon  Street  station,  having 
stood  on  No.  7  line  of  rails  on  the  eastern  side  of  that  platform ;  the  engine  standing 
at  the  south  end  of  the  train,  about  50  yards  north  of  the  overhead  signal-box  at 
Cannon  Street  station,  and  the  signal  No.  7,  giving  permission  for  the  train  to  leave, 
is  placed  immediately  above  the  signal-box.  A  pair  of  facing-points,  on  the  east 
departure  line,  on  which  the  train  had  to  travel  across  the  river,  are  situated  about 
46  yards  south  of  the  overhead  signal-box,  and  these  were  properly  interlocked  by 
No.  7  signal  lever,  when  it  was  lowered  for  the  train  to  leave  the  station  platform ; 
but  as  soon  as  that  signal  was  replaced  at  "  danger"  the  interlocking  was  removed, 
and  the  signalman  coiild  shift  the  facing-points,  as  there  was  no  locMng-bar  in  front 
of  them  to  prevent  their  being  moved  while  the  carriages  were  passing  over  them. 

Eoidence. 


Robert  Sullivan^  relieving  signalman  18*  months, 
and  2^  years  in  the  Company's  service,  states: — T 
came  on  duty  at  7  a.m.  on  the  24th  instant  at  the 
Cannon  Street  station  signal-box.  About  9.20  a.m. 
the  9.5  a.m.  passenger  train  from  Charing  Cross  to 
Maidstone  was  leaving  the  Cannon  Street  station,  and 
I  took  off  the  down  signal  for  No.  7  ix)ad,  and  when 
the  train  had  passed  about  three  quarters  of  its  length 
beyond  my  signal  box  I  put  that  down  signal  back 
to  "  danger."  That  train  left  the  eastern  side  of  the 
platform.  I  had  received  a  telegraphic  signal  from 
Stoney  Street  signal-box  for  another  down  train  from 
Charing  Cross,  calling  at  Cannon  Street, — ^the  9.10 
a.m.  down  train  from  Charing  Cross  to  Woolwich, — and 
it  was  waiting  outside  the  Cannon  Street  west  arrival 
down  distant-signal,  wliich  stood  at  "  danger"  against 
it.  I  did  not  take  off  that  down  distant-signal,  but  I 
shifted  levers  H2  and  63  in  order  to  get  the  ti-ain  on 
to  the  east  arrival  road,  and  then  I  shifted  Nos.  54 
and  55  levers,  thus  moving  the  points  for  the  down 
train  to  get  to  the  east  departure  road,  on  which  the 
9.5  a.m.  down  train  was  then  leaving  the  station.  I 
forgot  when  I  pulled  over  levers  012  and  63  that  this 
train  was  then  leaving  the  station,  and  I  did  not  dis- 
cover that  I  had  made  this  mistake  until  I  looked  out 
of  the  window,  and  saw  that  a  carriage  was  off  the 
road  and  lying  on  iia  side.  I  could  not  see  very 
clearly  what  had  happened,  owing  to  the  steam  from 
an  engine  standing  on  the  engine  siding.  This  oc- 
curred between  9.20  and  9.25  a.m.  The  down  dis- 
tant-signal (which  in  this  instance  was  virtually  a 
stop-signal)  had  not  been  taken  off  for  the  9.10  a.m. 
down  train. 

William  Tickenor,  driver  9  years,  and  about  20 
years  in  the  Company's  service,  states : — I  was  driving 
engine  274  with  the  9.5  train  from  Charing  Cross  to 
Maidstone  on  the  24th  instant.  I  had  a  tender  engine, 
and  was  running  with  the  engine  in  front,  and  had 
14  vehicles  attached,  including  two  break  vans  with 


two  guards,  one  at  each  end  of  the  train.  I  knew 
that  I  had  to  leave  the  Cannon  Street  station  on  the 
straight  road,  for  which  No.  7  signal  was  lowered, 
and  the  facing-points  were  all  right,  as  I  passed  over 
them  all  right,  and  when  about  11  carriages  had 
passed  the  facing- points  I  felt  a  jerk,  and  I  at  ^  once 
shut  off  steam,  and  my  mate  put  on  the  tender  break. 
I  did  not  whistle  for  the  breaks.  On  looking  back 
I  saw  that  a  carriage  was  off  the  road ;  that  was  the 
ninth  carriage  from  the  tender.  I  believe  that  was  the 
only  carriage  off  the  rails,  and  when  I  first  saw  it, 
that  carriage  was  on  its  wheels,  but  subsequently  it 
fell  over  on  its  side.  I  think  I  was  not  travelling 
more  than  five  miles  an  hour  when  1  passed  over  the 
facing-points.  I  believe  that  four  other  carriages, 
besides  the  one  that  fell  over  on  its  side,  had  been 
diverted  to  the  cross-over  road.  The  left  side  chain 
still  connected  the  ninth  venicle  with  the  eighth  vehicle 
at  the  tail  of  my  train.  I  got  off  my  engine  and  went 
back.  1  believe  all  the  carriages  behind  the  ninth  were 
all  coupled  together.  The  ninth  carriage  was  thrown 
right  over  on  its  side.  I  think  there  were  four  pas- 
sengers in  the  ninth  carriage,  which  was  a  composite 
(1st  and  2nd)  carriage.  I  saw  one  gentleman  had 
received  a  cut  on  the  head.  We  left  Cannon  Street 
station  at  9.22  a.m.  I  took  on  six  vehicles  of  my 
train  after  a  delay  of  about  a  quarter  of  an  hour.    . 

George  Abbott,  station-master  at  Cannon  Street 
station:  —  The  signalman  Sullivan  was  doing  duty 
for  a  signalman  who  was  ill.  He  is  a  very  careful, 
steady  man,  and  an  excellent  signalman.  The  car- 
riage which  fell  over  on  its  side  had  one  side  and  end 
broken,  and  the  draw-bars  of  the  eighth  and  ninth  car- 
riages were  both  broken,  and  the  right  side  chains 
between  those  vehicles,  were  also  broken.  The  corner 
of  the  tenth  carriage  was  also  damaged  ;  It  was  off  the 
rails  of  the  cross-over  road,  but  standing  on  its  wheels. 
Both  carriages  were  4-wheeled  carriages. 


Concltmon. 

This  accident  was  occasioned  by  a  mistake  of  the  signalman  on  duty,  in  having 
forgotten  that  the  9.6  a.m.  down  passenerer  train  to  Maidstone  was  leaving  the  Cannon 
Street  station,  when  he  proceeded  to  make  the  road  right  for  the  entry  into  the 
station  of  the  9.10  a.m.  down  passenger  train  from  Charing  Cross  to  Cannon  Street, 
and  thence  on  to  Woolwich ;  and  this  he  proceeded  to  do  by  first  shifting  the  points 
at  the  cross-over  road  between  the  west  arrival  and  the  east  arrival  roads,  by  means  of 
levers  62  and  63,  and  then  by  shifting  the  points  of  the  cross-over  road  between  the 
east  arrival  and  the  east  departure  roads,  by  moving  levers  64  and  65. 

He  states  that  about  three-quarters  of  the  length  of  the  9.6  a.m.  passenger  train 
had  passed  under  his  box  when  he  replaced  signal  No.  7  at  "  danger,'*  and  as  soon  as 
he  had  done  this,  the  facing-points  on  the  east  departure  line  on  which  that  train  was 
travelling  were  unlocked,  and  could  be,  and  were,  shifted  by  the  moving  of  No.  54 

Digitized  by  ViiOOQIC 


(    108    ) 

lever ;  and  thus  while  the  front  part  of  the  train,  which  had  passed  over  the  points 
before  they  were  moved,  continued  to  travel  on  the  east  departure  line,  the  rear  part 
of  the  train,  commencing  at  the  ninth  carriage  from  the  engine,  was  diverted  by  the 
shifting  of  those  points  to  the  cross-over  road  to  the  east  arrival  line,  and  thence  by 
the  next  cross-over  road,  whose  points  had  been  shifted  by  levers  62  and  63,  towards 
the  west  arrival  line. 

The  ninth  and  tenth  carriages  were  pulled  off  the  i*ails,  and  the  leading  carriage,  the 
ninth,  was  thrown  over  on  its  left  side,  about  100  yards  beyond  the  facing-points  on 
the  east  departure  road,  to  which  it  was  improperly  diverted  by  the  act  of  the  signal- 
man Sullivan. 

This  man  is  described  as  being  a  very  careful,  steady  man,  and  an  excellent  signal- 
mian.  He  made  a  mistake,  and  freely  admits  that  he  did  so ;  but  it  must  frequently 
happen  in  this  station  yard  that  the  signalman  cannot  actually  see  when  the  last 
carriage  of  a  passenger  train  has  passed  over  the  facing-points.  Two  similar  accidents 
occurred  at  two  different  sets  of  facing-points  in  this  station  yard  in  1875,  which  were 
reported  upon  by  Sir  Henry  W.  (then  Captain)  Tyler ;  and  a  like  accident  occurred 
on  the  6th  November  last,  on  which  I  reported  on  the  16th  of  that  month. 

Most  fortunately  in  this  instance  the  signalman  had  not  taken  off  the  distant- 
signal,  acting  also  as  a  stop-signal,  for  the  9.10  a.m.  down  passenger  train  from 
Charing  Cross  to  Woolwich,  which  was  waiting  outside  the  stop-signal  for  permission 
to  enter  the  Cannon  Street  station,  when  he  discovered  the  mistake  he  had  made,  or 
it  might  have  run  into  the  carriage  which  was  upset  and  lying  on  the  rails. 

Tiie  Cannon  Street  station  yard  is  full  of  facing-pointe,  worked  from  the  Cannon 
Street  overhead  signal-box,  but  not  protected  by  locking-bars  to  prevent  their  being 
shifted  by  the  signalman  through  inadvertence  while  a  train  is  in  the  act  of  passing 
over  them. 

I  had  occasion  to  remark,  when  reporting  on  the  accident  of  the  5th  November 
last,  that  if  the  Railway  Company  are  unable  to  fit  locking-bars  in  front  of  these 
facing-points,  or  to  prohibit  the  signalmen,  in  any  cases,  from  replacing  the  signals 
at  "  danger  *'  imtil  the  whole  of  the  vehicles  of  each  train  have  passed  over  the  facing- 
points,  the  only  alternative  appeared  to  be  that  the  lines  in  this  station  yard  should 
be  so  arranged  as  to  admit  the  whole  of  the  facing-points  being  properly  controlled 
by  facing-point  locks  and  locking-bars,  so  that  the  lives  of  passengers  may  not  be 
unnecessanly  endangered. 

In  reference  to  Mr.  Gladwell's  complaint  of  the  "  excessively  worn  condition  of 
the  metals,  more  particularly  where  the  rails  run  one  into  the  other,"  I  have  to  state 
that  I  have  walk^  through  the  station  yard,  and  beg  to  say  that  the  rails  generally 
are  in  very  fair  condition, — some  few  are  a  good  deal  spread  on  the  outer  edges  of  the 
rails, — and  in  several  cases  new  rails  are  lying  alongside  ready  to  be  put  into  the 
different  roads.  What  probably  attracted  Mr.  Gladwell's  attention  was  the  state  of 
the  check  rails,  which  in  many  cases  are  a  good  deal  worn,  but  their  state  does  not 
render  the  travelling  unsafe. 

I  have,  &c.. 

The  Secretary,  W.  Tolland, 

(Railway  Department,)  Colonel. 

Board  of  Trade. 

Printed  copies  of  the  above  Report  were  sent  to  the  Company  on  the  26th  March. 


SOUTH-EASTERN  EAILWAT. 


Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  Ix)ndon,  S.W.,  27th  March  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  14th  instant,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  accident  which  occurred  on 
the  night  of  the  10th  instant,  at  Deptford  station,  on  the  South-Eastem  Railway, 

In  this  case  the  11.32  p.m.  down  passenger  train  (consisting  of  engine,  running 
tender  first,  guard's  break- van,  nine  carriages,  and  guard's  break- van)  from  Charing 
Cross  for  Woolwich  overran  the  platform  at  Deptford  for  a  considerable  distance,  viz., 
about  60  yards,  and  just  as  the  train  stopped  a  passenger  opened  a  door  in  the  carriage 
next  to  the  front  van,  stepped  on  to  the  top  of  the  parapet  wall  of  the  viaduct, — ^the 
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top  of  which  is  nearly  on  a  level  with  the  carriage  floors, — and  thence  fell  to  the 
ground,  a  height  of  about  24  feet. 

He  was  immediately  picked  up  in  a  state  of  insensibility,  bleeding  from  the  mouth, 
nose,  and  ears,  and  was  taken  in  an  ambulance  to  the  Dreadnought  Hospital,  where 
he  was  found  to  have  had  three  ribs  broken,  and  to  be  otherwise  seriously  injured. 
He  is,  however,  stated  to  be  going  on  favourably. 

Description. 

Deptford  station — the  state  of  which,  in  consequence  of  a  complaint,  formed 
the  subject  of  a  report  to  the  Board  of  Trade  in  April  1877,  and  of  further  communi- 
cation with  the  company,  in  consequence  of  a  fresh  complaint,  in  June  1878 — ^is  one  of 
the  very  worst  now  existing  in  the  neighbourhood  of  London ;  on  both  up  and  down 
platforms,  which  have  each  an  available  length  of  126  yards,  there  are  portions  of 
about  16  yards  length  having  a  width  of  no  more  than  4  feet,  in  addition  to  which 
the  verandah  pillars  on  the  down  side  are  dangerously  close  to  the  platform  edge. 
At  both  ends  of  the  up  platform,  and  at  the  down  end  of  the  down  platform,  the  inner 
face  of  the  parapet  wall  of  the  viaduct,  which  carries  the  Greenwich  lines,  comes  * 
within  3  feet  of  the  outer  edge  of  the  rail,  the  top  being  3  feet  9  inches  above  the 
rail  level,  or  very  slightly  below  the  floor  level  of  the  carriages ;  it  being,  consequently, 
an  easy  step  from  a  carriage  door  to  the  top  of  the  parapet  wall.  This  wall  is  about 
18  inches  thick,  the  top  being  about  24  feet  above  the  ground  below.  There  is  no 
railing  of  any  description  on  the  top  of  the  wall  in  the  proximity  of  the  station,  to 
guard  against  such  an  accident  as  the  present,  viz.,  from  a  down  train  overrunning  or 
from  an  up  train  overrunning  or  stopping  short. 

The  Hue  near  Deptford  is  level. 

Evidence. 


1.  Gforge  Cronky  driver  14  years,  on  the  Green- 
wich line  all  the  time  off,  and  on. — I  joined  the 
11.32  p.m.  down  train  at  Cannon  Street  with  engine 
No.  34,  a  tender  engine,  running  tender  first ;  four 
rear  wheels  coupled  ;  the  ordinary  hand-break  on  the 
six  tender  wheels ;  no  breaks  on  the  engine  wheels, 
and  no  continuous  breaks  on  the  train,  which  con- 
sisted of  eleven  vehicles  with  two  guards.  We  left 
Cannon  Street  at  right  time,  1 1.42.  At  London  Bridge 
I  did  not  overrun  the  platform,  but  might  have  done 
80  had  I  not  reversed  my  engine  and  got  steam 
against  it,  the  rails  being  very  greasy.  We  left 
London  Bridge  at  right  time,  viz.,  about  11.46.  At 
Spa  Road  I  stopped  ail  right  without  reversing,  and 
left  it  at  right  time,  viz.,  31.49.  1  then  got  clear 
signals  to  Deptford.  The  rails  bein^r  gieasy  I  shut 
off  steam  rather  sooner  than  usual  had  the  rails  been 
dry,  the  speed  being  27  or  28  miles  an  hour,  about 
the  regular  speed.  Before  getting  to  the  engine 
sheds  I  found  I  should  overrun  the  end  of  the 
platform,  and  consequently  reversed  tlie  engine  and 
got  steam  against  it.  The  breaks  had  been  applied 
when  I  shut  off  steam^  and  were  never  released. 
Notwithstanding  these  measures  I  overran  the  end  of 
the  platform  by  the  amount  pointed  out  on  the  ground, 
viz.,  about  58  yards.  I  cannot  say  that  the  guards' 
breaks  were  not  properly  applied.  I  whistled  for  the 
guards'  breaks  by  the  distant-signal,  and  kept  the 
whistle  open  for  a  few  seconds.  I  applied  sand 
when  drawing  down  towards  the  engine  shed,  both  from 
the  engine  and  tender  sand-boxes.  The  engine  sand- 
box delivers  sand  on  both  rails  in  front  of  the  driving 
wheels.  The  tender  sand-box  delivers  its  sand  in 
front  of  one  of  the  tender  wheels,  and  was  therefore 
a  help  to  the  engine's  reversing  action.  The  sand- 
boxes remained  open  up  to  the  time  we  stopped. 
After  stopping  and  getting  a  signal  from  the  front 
guard,  I  set  back  to  the  platform.  1  saw  nothing 
of  the  passenger  getting  out,  and  had  got  back  to 
the  plattorm  before  I  knew  any  accident  had  hap- 
pened, and  then  I  heard  some  one  say  a  person  had 
fallen  over  the  wall.  There  was  a  moon,  but  it 
was  overcast.  I  started  again  at  once  after  the 
station  work  had  been  done.  My  engine  was  a 
moderately  heavy  one,  and  in  perfectly  good  order. 
The  engine  did  not  pick  up  at  once  on  my  reversing, 

(Cronk  bears  a  good  character  as  regards  previous 
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2.  Edward  Surridge,  fireman  seven  years,  with 
Cronk  about  four  months. — I  had  charge  of  the 
tender  break ;  it  was  in  good  order,  the  blocks  biting 
properly,  one  on  each  of  the  six  tender  wheels.  At 
London  Bridge  we  had  a  difficulty  in  stopping  owing 
to  the  greasy  state  of  the  rails,  but  we  did  not  over- 
run, as  my  mate  reversed  in  time.  We  approached 
Deptford  station  rather  faster  than  usual,  due  again 
to  the  gieasy  state  of  the  rails.  My  break  had  been 
applied  about  100  yards  before  1  reached  the  distant- 
signal.  The  driver  eased  steam  going  through  North 
Kent  junction,  and  shut  it  off  about  50  yards  past 
the  corner  of  the  wall,  the  usual  place  for  shutting  off 
steam  ;  with  greasy  rails  it  would  be  shut  off  earlier. 
On  nearing  the  station  1  made  the  remark,  '*  We  are 
not  going  to  stop."  He  then  whistled  for  the  guards' 
breads  and  reversed  just  this  side  of  the  engine 
^ed.  When  we  stopped  I  was  standing  on  the 
6-ft.  side  of  the  engine.  My  mate  said  we  had  a 
signal  to  go  back,  and  we  did  so,  seeing  nothing  of  the 
accident  which  had  occurred.  We  pulled  up  gradually, 
not  sharply,  towards  the  end  of  the  stop. 

3.  William  Wash,  guard  13  months. — I  was  riding 
in  the  rear  van  of  the  11.32  p.m.  train  from  Charing 
Cross  to  Cannon  Street,  and  was  afterwards  in  the 
front  van.  At  London  Bridge  we  |ran  further  down 
the  platform  than  usual,  but  not  so  as  to  overrun ; 
the  rails  were  very  greasy.  On  approaching  Dept- 
ford I  applied  my  break  100  yards  sooner  than  usual 
(just  after  passing  North  Kent  junction  signal-cabin), 
on  account  of  the  state  of  the  rails  and  of  the  speed 
appearing  higher  than  usual.  I  heard  the  driver  give 
a  break  whistle  when  he  was  near  to  Deptford  distant- 
signal  at  which  time  my  break  was  on.  I  could  not 
see  for  the  beating  rain  what  was  being  done  on  the 
engine.  About  the  engine  shed  our  speed  was  such 
that  I  made  sure  we  should  overrun  the  end  of  the 
platform,  and  we  did  so  by  five  carriages.  As  soon 
as  we  stopped  I  looked  out  of  the  window  and  saw 
a  door  open  in  the  second  front  compartment  of  the 
next  carriage  to  the  break,  and  called  out  that  the 
door  was  open.  I  saw  no  one  come  out  of  the  door, 
which  was  at  once  shut.  I  gave  the  driver  no  signal 
to  set  back,  and  the  only  signal  I  saw  shown  was  a 
red  light  from  the  rear  guard.  The  train  then  set 
back,  and  on  reaching  the  platform  I  was  informed 
by  one  of  the  passengers  tlf^^,^^§ifj|i<|dj^5ed  ov^^ 


(   no   ) 

the  wall  from  the  compartment  of  which  I  had  seen  for  six  months. — ^I  was  standing  at  the  London  end  of 

the  door  open.    I  went  to  look  over  the  wall,  but  the  down  platform  when  the  11.32  p.m.  train  was 

could  see    nothing  on   account  of  the  state  of  the  running  in.    Looking  at  the  state  of  the  rails  I  was 

night.     I  informed  the  inspector  on  duty  of  what  had  sure  the  speed  was  too  great  for  it  to  stop  at  the  end 

liappened.    I  have  never  overrun  Deptford  platform  of  the  platform.     I  did  not  see  any  steam  on,   nor 

before.  whether  the  engine  was  reversed.     I  cannot  speak  as 

to  the  state  of  the  breaks,  whether  applied  or  not. 

4.  JVilliam  R.  Jessofty  guai*d  five  years. — I  was  in  The  speed  was  about  10  or  11  miles  an  hour.     I 

charge  of  the  11.32  p.m.  train  from  Charing  Cross  to  followed  the  train  up  pretty  fast,  and  had  got  two 

Woolwich.     It  consisted  of  van,  three  third-dass  carri-  carriages  up  the  train  when  it  began   to  set  back, 

ages,  three  composites,  three  third  class,  and  another  van.  without  any  signal  from  me,  or  any  other  that  I  saw. 

From  Cannon  Street   I   was  in   the  rear   van.    At  Guard  Jesson  gave  a  red  light,  but  the  train  was  then 

London  Bridge  we  ran   further  down  the  platform  in  backward  motion.     I  saw  nothing  of  the  accident, 

than  usual,  owing  to  the  greasy  state  of  the  rails,  but  was  informed  of  it  by  a  passenger  (a  policeman), 

We  left  it  at  11.47,  a  minute  late.     We  were  a  minute  who  said  he  had  been  in  the  same  compartment  with 

late  at  Spa  Road.     The  speed  seemed  more  than  usual  the  man  who  met  with  the  accident,  and  was  about  fol- 

in  approaching  Deptford.     I  put  my  break  on  about  lowing  him  out,  when  he  exclaimed,  **  Mind,  old  fellow, 

North  Kent  junction,  the   usual  place  with  greasy  how  you  step  out  here,  it  is  dangerous,"  and  he  then  saw 

rails.     I   did   not  hear  the   driver   whistle    for  the  him  disappear.    I  did  not  ask  him  whether  he  had  got 

breaks.     Before  reaching  the  engine-shed  I  was  sure  out  before  the  train  stopped.     As  soon  as  the  train  had 

we  should  overrun.     On  stopping  I  showed  the  driver  started  I  went  down  to  look  for  the  man  who  had 

a  red  light,  to  prevent  him  setting  back  till  the  doors  fallen  down,  having  previously  sent  on  two  porters, 

were  shut,  but  he  came  back  almost  at  once  without  I  found  him  lying  on  his  left  side  with  his  head  next 

any  signal  from  me.     I  saw  nothing  of  the  accident,  the  arches,    quite    unconscious,   bleeding    from   the 

and  knew  nothing  about  it  until  the  train  had  set  nose,  ears,  and  mouth ;   no  wounds  visible,  or  bones 

back.     We  left  Deptford  at  1 )  .57  or  58,  two  or  three  apparently    broken.      He    was   first   removed    to    a 

minutes  late.     I  never  remember  a  previous  overrun  neighbouring  public-house,  and  thence,  in  less  than 

at  Deptford.  an  hour,  to  the  Dreadnought  Hospital  in  an  ambu- 
lance.   I  have  been  informed  that  he  had  three  ribs 

5.   William  Hester,  inspector  at  Deptford  station  broken,  besides  other  injuries. 

Conclti8ion. 

This  accident  occurred — (1.)  From  want  of  judgment  on  the  part  of  the  driver  of 
the  11.32  p.m.  down  train  in  approaching  Deptford  station  (on  a  night  when  the  rails 
were,  as  he  knew,  in  a  very  greasy  condition)  at  so  high  a  speed  that,  notwithstanding 
his  having  reversed  his  engine  and  put  steam  against  it  some  200  yards  from  the 
point  at  which  he  ought  to  have  stopped,  he  nevertheless  overran  the  platform  about 
60  jrards.  (2.)  Prom  want  of  a  railing  on  the  top  of  the  parapet  wall  of  the  viaduct, 
which  railing  should  be  provided  in  all  cases  for  a  reasonable  distance  beyond  the 
ends  of  the  platforms  in  stations  on  viaducts,  wherever  it  is  possible  for  accidents  to 
occur  in  the  dark  from  passengers  stepping  from  the  carriages  on  to  the  top  of  the 
walls,  in  case  of  trains  overrunning  or  stopping  short. 

When  I  inspected  Deptford  station,  in  consequence  of  a  complaint  as  to  its  platform 
accommodation,  in  April  1877,  the  engineer  informed  me  that  he  had  received 
instructions  to  improve  the  station  generally,  and  that  if  the  necessary  improvements 
could  not  be  effected  on  land  which  would  become  available  on  pulling  down  the 
existing  engine  sheds  (to  be  removed  to  Charlton  on  the  opening  of  the  Greenwich 
and  Woolwich  line),  parliamentary  powers  for  acquiring  additional  land  would  be 
applied  for  in  the  session  of  1878. 

The  engineer  was  unable  to  be  present  at  my  inquiry  to-day  in  consequence  of 
having  to  attend  a  parliamentary  committee,  but  in  answer  to  a  note  which  I  wrote 
to  him  to  ask  how  he  accounts  for  nothing  having  yet  been  done  at  Deptford, 
notwithstanding  what  he  told  me  in  April  1877, 1  have  received  the  following  reply : — 

"  The  directors  are  this  session  applying  for  powers  to  purchase  a  large  quantity  of 
additional  land  in  the  neighbourhood  of  Deptford,  with  the  object  of  making  improve- 
ments in  the  conduct  of  their  traffic.  These  improvements  may  render  it  necessary 
to  shift  the  position  of  Deptford  station." 

Prom  this  reply  it  would  almost  seem  that  there  is  less  probability  now  of  any 
immediate  improvement  in  the  exceedingly  defective  condition  of  Deptford  station 
than  there  was  two  years  since. 

I  have,  &c. 

The  Secretary,  0.  S.  Hutchinson, 

Bailway  Department,  Board  of  Trade.  Major- Oeneralf  R.E. 

Printed  copies  of  the  above  Report  were  sent  to  the  Company. 
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Summary  of  Accidents  and  Casualties  which  have  been  reported 
to  the  Board  of  Trade  as  having  occurred  upon  the  Railways  in 
the  United  Kingdom,  during  the  six  months  ending  30th  June 
1879. 


1. — Accidents  to  Trains,  Rolling -Stock,  Permanent- Wat,  &c. 

Accidents  to  trains,  rolling-stock,  permanent-way,  &c.  caused  the  death  of  2  persons 
and  injury  to  270,  viz.  :^ 


Killed. 

Injured. 

Son- ants  of  companies 

Other  persons      -                 -                 - 

1                                        Totiil 

1 

■■ : 

1 
1 

227 

1           43 

1 

2 

270 

During  the  six  moqths  there  were  reported  11  collisions  between  passenger-trains 
or  parts  of  passen^r-trains^,  by  which  65  passengers  and  1  servant  were  injured ;  38 
collisions  between  passenger- trains  and  goods  or  mineral- trainsj  engines,  &c.j  by  which 
1  servant  was  killed  and  114  passengers  and  21  servants  were  injured;  11  collisions 
between  goods-trains  or  parts  of  goods-train s,  by  which  14  servants  were  injured;  33 
cases  of  passenger-trains  or  parts  of  passenger- trains  leaving  the  rails,  by  wliich  5  passen- 
gers were  injured  j  4  cases  of  trains  or  engines  travelling  the  wrong  direction  through 
points,  by  which  8  passengers  and  1  servant  were  injured;  7  cases  of  trains  running 
into  stations  or  sidings  at  too  high  a  speed,  by  which  a  jnan  who  had  come  to  a  station 
on  business  was  killed,  and  33  passengers  were  injured ;  603  fiulures  of  tj^res,  2  servants 
being  injured ;  217  failures  of  axles^  2  passengers  and  2  servants  being  injured;  2  iailures 
of  ropes  used  in  working  inclines,  1  servant  being  injured;  and  1,282  broken  rails,  1 
servant  being  injured. 

Of  other  casualties,  in  which  no  personal  injury  was  inflicted,  there  were  3  cases  of 
goods-trains  or  parts  of  goods- trains,  engines^  &c.  leaving  the  rails ;  62  cases  of  trains 
running  over  cattle  or  other  obstructions  on  the  line ;  28  cases  of  trains  running  through 
gates  at  level-crossings ;  5  cases  of  failure  of  machinery,  springs,  &c,  of  engines ; 
15  failures  of  wheels;  6  failures  of  couplings;  I  failure  of  a  bridge;  1  case  of  flooding 
of  portion  of  permanent-way ;  6  slips  in  cuttings  or  embankments;  1  fire  in  a  train j 
and  1  other  accident. 

Of  the  603  tyres  which  failed,  32  were  engine-tyres,  13  were  tender-tyres,  2  were 
carriage-tyres,  18  were  van-tyres,  and  538  were  wagon-tyres;  of  the  wagons,  422 
belonged  to  owners  other  than  the  railway  companies ;  464  tyres  were  made  of  iron, 
and  129  of  steel,  while  th^  material  of  10  was  not  stated  ;  38  of  the  tyres  were  fastened 
to  their  wheels  by  Gibson's  patent  method,  16  by  Beattie's  patent,  5  by  ManselFs 
patent,  and  2  by  Brotherhood's  patent,  all  of  whicli  remained  on  their  wheels  when  they 
failed ;  537  tyres  were  fastened  to  their  wheels  by  bolts  or  rivets,  of  which  9  left  their 
wheels  when  they  failed ;  5  tyres  were  secured  to  their  wheels  by  various  other  methods ; 
95  tyres  broke  at  rivet-holes/l23  in  the  solid,  12  at  the  weld,  and  373  split  longitudinally 
or  bulged. 

Of  the  217  axles  which  failed,  114  were  engine-axles,  viz.,  102  crank  or  drivingi  and 
12  leading  or  trailing  ;  7  were  tender-axles,  1  was  a  carriage-axle,  91  were  wagon-axlesi 
and  4  were  axles  of  salt-vans*  40  wagons,  including  the  salt-vans,  belonged  to  owners 
other  than  the  railway  companies-  Of  the  102  crank  or  driving-axles,  78  were  made  of 
iron,  and  24  of  fiteeL  The  average  mileage  of  71  iron  axles  was  198,568  miles,  and  of 
21  steel  axles  144,813  miles. 

Of  the  1,282  rails  which  broke,  1,189  were  double-headed,  72  were  single-headed, 
9  were  of  the  bridge  pattern,  and  11  were  of  Vignoles'  section,  whilst  the  section  of  1 
was  not  stated;  of  the  double-headed  rails,  760  had  been  turned;  1,131  rails  were  made 
of  iron,  and  151  of  steeL 
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II, — Occidents  to  Passengers  from  Causes  other  than  Accidents  to  Trains, 
iloLUNG- Stock,  Permanent  -  Way,  &c.,  including  Accidents  from  their 
own  want  of  Caution,  or  Misconduct;  Accidents  to  Persons  passing  over 
Level-Crossings;  Trespassers;  and  Others. 

Of  the  214  persons  killed  and  307  injured  in  this  division,  34  of  the  killed  and  215  of 
the  injured  were  passengers.  Of  the  latter,  11  were  killed  and  19  injured  by  falling 
between  carriages  and  platforms,  viz.,  6  killed  and  12  injured  when  alighting  from,  and 
5  killed  and  7  injured  when  getting  into  trains;  4  were  killed  and  154  injured  b^*^ 
falling  on  to  platforms,  ballast,  &c.,  viz.,  4  killed  and  1,42  injured  when  alighting  from, 
and  12  injured  when  getting  into  trains;  10  were  killed  and  4  injured  whilst  passing 
over  the  line  at  stations ;  13  were  injured  by  the  closing  of  carriage-doors ;  4  were 
killed  and  11  injured  by  falling  out  of  carriages  during  the  travelling  of  trains;  and  5 
were  killed  and  14  injured  from  other  causes.  27  persons  were  killed  and  14  injured 
whilst  passing  over  railways  at  level-crossings,  viz.,  17  killed  and  11  injured  at  public 
level-crosslngsj  8  killed  and  2  injured  at  occupation  crossings,  and  2  killed  and  1  injured 
at  foot-crossings,  118  persons  were  killed  and  46  injured  when  trespassing  on  the 
railways ;  21  pcrsons^ommitted  suicide  on  railways  ;  and  of  other  persons  not  specifically 
classed,  but  mostly  private  people  having  business  on  the  Companies'  premises,  14  were 
killed  and  32  injured. 

III,^ — Accidents  to  Servants  in  the  Employ  of  Railway  Companies  or  Contractors, 

CAUSED     BY     THE    TRAVELLING    OF    TrAINS    OR    THE    MOVEMENT    OF    VEHICLES    USED 
EXCLUSIVELY   UPON    RAILWAYS. 

During  the  six  months  there  were  188  servants  of  companies  or  contractors  reported 
as  having  been  killed  and  820  injured,  in  addition  to  those  included,  in  Division  L* 
Of  these  9  were  killed  and  145  injured  whilst  coupling  or  uncoupling  vehicles ;  1  was 
killed  and  22  were  injured  by  coming  in  contact,  whilst  riding  on  vehicles  during 
shuntingj  with  other  vehicles,  &c.,  standing  on  adjacent  lines ;  25  were  injured  whilst 
passing  over  or  standing  upon  buffers  during  shunting ;  11  were  killed  and  110  injured 
m  getting  on  or  off,  or  by  falling  off  engines,  wagons,  &c.  during  shunting ;  2  were 
killed  and  46  injured  whilst  breaking,  spragging,  or  chocking  wheels;  7  were  killed  and 
26  injured  whilst  attending  to  ground  points,  marshalling  trains,  &c. ;  2  were  killed 
and  47  injured  whilst  moving  vehicles  by  capstans,  turn-tables,  props,  &c.,  during 
shu?iting,  and  10  were  killed  and  77  injured  by  various  other  accidents  during  shunting 
operations ;  8  were  killed  and  10  injured  by  falling  off  engines,  &c.,  during  the  travelling 
of  trains ;  2  were  killed  and  16  injured  by  coming  in  contact  with  over-bridges  or 
erections  on  the  sides  of  the  line  during  the  travelling  of  trains ;  5  were  killed  and 
17  injured  whilst  getting  on  or  off  engines,  vans,  &c.  during  the  travelling  of  trains; 
1  was  killed  and  26  were  injured  whilst  attending  to,  or  by  the  failure  of,  machinery,  &c. 
of  engines  in  steam;  39  were  killed  and  61  injured  whilst  working  on  the  permanent- 
way,  sidings,  &c, ;  1  was  killed  and  2  were  injured  whilst  attending  to  gates  at  level- 
crossings  ;  53  were  killed  and  66  injured  whilst  walking,  crossing,  or  standing  on  the 
line  on  duty ;  12  were  killed  and  56  injured  by  being  caught  between  vehicles;  13  were 
killed  and  34  injured  by  falling  or  being  caught  between  trains  and  platforms  ;  10  were 
killed  and  14  injured  whilst  walking,  &c.  on  the  line  on  the  way  home  or  to  work ; 
and  2  were  killed  and  20  injured  from  various  other  causes. 

Altogether,  the  numbers  of  persons  killed  and  injured  on  railways  in  the  United 
Kingdom  in  the  course  of  public  traffic,  during  the  six  months  ending  30th  June  1879, 
as  reported  to  the  Board  of  Trade,  were  as  follows  : — 


EOled. 

Injured. 

227 

34 

215 

1 

43 

188 

820 

27 

14 

139 

46 

15 

32 

('     404 

1,397. 

Passengers : 

From  accidents  to  trains,  rolling-stock,  pernoianen  t-waj,  &c. 

By  accidents  from  other  causes  -  .  - 

Servants  of  companies  or  contractors : 

From  accidents  to  trains,  rolling  stock,  permanent- way,  &c. 

By  accidents  from  other  causes  -  -  ^ 

Persons  passing  over  railways  at  level-crossings     - 
Trespassers  (including  suicides)         -         -  - 

Other  per^ns  not  coming  in  above  classification 

Total  -  •  -  - 


*  For  a  classification  of  the  injuries,  see  Table  No.  6. 
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Note, — In  addition  to  the  above,  the  Railway  Companies  have  reported  to  ihe  Board  of 
Trade,  in  pursuance  of  the  6th  Section  of  the  Regulation  of  Railways  Act,  1871,  the 
following  accidents  which  occurred  upon  their  premises,  but  in  which  the  movement  of 
vehicles  used  exclusively  upon  railways  was  not  concerned,  namely : — 43  passengers 
injured  whilst  ascending  or  descending  steps  at  stations;  14  injured  by  being  struck 
by  barrowsj  falling  over  packages,  &c.  on  station  platforms;  11  injured  by  falling  off 
platforms ;  and  1  killed  and  14  injured  from  other  causes*  Of  servants  of  companies  or 
contractors  1  was  killed  and  19^  were  injured  whilst  loading,  unloading,  or  sheeting 
wagons ;  65  were  injured  whilst  moving  or  carrying  goods  in  warehouses,  &c, ;  3  were 
killed  and  56  injured  whilst  working  at  cranes  or  capstans  \  2  were  killed  and  44  injured 
by  the  falh'ng  of  wagon-doors,  lamps,  bales  of  goods,  &c. ;  14  were  injured  by  ftlling  ofFj 
or  when  getting  on  or  off,  stationary  engines  or  vehicles;  2  were  killed  and  74  injured 
by  falling  off  platforms,  ladders,  scaffolds,  &c. ;  1  was  killed  and  57  were  injured  by 
stumbling  whilst  walking  on  the  line  or  platforms  ;  35  were  injured  whilst  attending  to 
stationary  engines  in  sheds ;  12  were  injured  by  being  trampled  on  or  kicked  by  horses  ; 
6  were  killed  and  108  injured  whilst  working  on  the  line  or  in  sidings;  and  50  were 
injured  from  various  other  causes,  4  persons  who  were  transacting  husiness  on  the 
companies*  premises  were  also  kUled  and  35  were  injured,  making  a  total  in  this  class 
of  accidents  of  20  persons  killed  and  953  injured, 

Thus  the  total  numbers  of  personal  accidents  reported  to  the  Hoard  of  Trade  b}' 
the  several  railway  companies  during  the  six  months  amount  to  424  persons  killed  and 
2,350  injured. 
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TABLE  Ko,  I. 

GENERAL  TOTAL. 

Number  of  Persopts  reported^  during  the  Six  Months  ending  30th  June  1879,  as  Killed  or  Ihjurkd  oi*  the  R4iilway@ 
of  the  United  KingdoMj  distingiiii^ihion^  between  Passengers,  Servants  o£  the  Companies  or  of  CoNTHAOTOBa, 
and  Other  Persons  ;  and  diatinguishing  also  in  the  QmQ  of  the  Two  former  Classes  between  AcClJ>KHT^s  caused  by 
AcciBENTS  to  Trains,  Rolling-Stock,  pEBKANBiST-WAr,  &c,,  and  Accidents  happening  otherwise. 


WAI^i. 


RtLled.       lajured 


SCOTU^ND. 


Killed,       iBJured. 


Irsijikd. 


Killed.       lE^iired* 


United  KiKoooii. 


KiKed. 


It^urcd« 


PA5SEKGER6: — 

From  accidents  to  trains,  rolling- 
fc^Lock^  pernmufnt-waVj  &c* 


Bj  accidents  from  other  cniisesj 
including  accidents  from  their 
own  want  of  caution,  or  mis- 
conduct -  _  - 


Servaj*jt9  : — ^ 

From  nccidenls  to  traiES,  rolling- 
stock,  permnnent-wayj  &c- 


Bj  accidents  from  other  causes, 
including  accidentia  from  their 
own  want  of  caution,  or  mis^ 
conduct 


Other  Peiesons  ; — 

Whilst  pussmg  over  railways  at 

levei'Crossingfi 


TreapQBS€Fs 

Suicides  - 


Miscellaneous,   not    included    In 
either  of  the  ah  ore 


Total 


30 


139 


26 


16 


lo** 


202 


206 


m 


674 


n 


m 


39 


22 


lo 


13 


142 


314 


25 


1,184 


70 


194 


10 


10 


34 


188 


20 


19 


27 


404 


227 


215 


4S 


820 


14 


118  46 

21 

16»  32 


1,397 


JV;^, ^ITie  Board  of  Ti-ade  state  the  cause  of  accident  as  returned  by  the  Companies,  hut  do  not  guarantee  or 

otherwise  adopt  the  sfatement,  except  in  cpbcs  where  an  official  inquiry  has  been  hehh 

*  One  of  theae  wai  a  in  an  who  w&g  killetl  by  a  train  ranning  into  a  etttUon  at  too  high  u  Bpccd,     See  page  30* 


A  4 


Digitized  by 


Google 
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TABLE  No.  2. 

Number  of  Pkesonb  reported,  during  the  Six  Months  ending  30th  June  1879,  as  Kili^ed  or  Injubed  in 
the  Umtep  Kingbom  by  the  Travelling  of  Trains  or  the  Movement  of  Vehicles  used  exclusively  upon 
liailwujsj  ditftinguiBbing  between  Passengers,  Servants  of  Bailwat  Companies,  and  Other  Persons,  and 
classifying  as  ^'  as  practicable  the  Nature  and  Causes  of  the  Accidents  occasioning  the  Death  or  Injury. 


Emoland  and 
Walbb. 

SCOTLAKD. 

Irbulxd. 

UHmD  KnroDoiE. 

Killed. 

Izjured. 

ElUed. 

Ii^ured. 

KiUed. 

Ldnred. 

Killed. 

Iigued. 

PaSSEKOEKS:^ 

^rom  accidenti  to  trams,  &o,>  see  Table 

iVo,3.             -            .            -            - 

- 

202 

- 

15 

-. 

10 

. 

227 

From  fiilJing  between  trains  aod  plat- 

forms             _            ,            -            - 

8 

16 

3 

8 

- 

- 

11 

19 

^ 

From  ffllliug  on  to  the  platform,  ballast, 

Ike.  when  getting  into  or  out  of  trams - 

4 

151 

- 

8 

- 

- 

4 

154 

Whilst  crosftin^r  tte  line  at  stations 

10 

4 

- 

- 

- 

- 

10 

4 

By  the  closing  of  carriage  doors    - 

- 

13 

- 

- 

- 

- 

. 

18 

From  falling  oat  of  carriages  during  the 

- 

travelling  of  tmitiH      ,            *            - 

3 

10 

1 

1 

- 

- 

4 

U 

By  other  accideDts 

5 

12 

— 

1 

- 

1 

5 

14 

Total  -           -           - 

SxBTAim  i— 

From  BGCidenta  to  tFainfi,  &c.,  Mte  Table 

30 

408 

4 

28 

- 

11 

34 

442 

No,  3.            -             .            ,              - 

- 

30 

1 

13 

. 

« 

1 

48 

Whilst  coupling  or  onconpling  vehicles  - 

6 

116 

3 

29 

_ 

» 

9 

145 

By  combg  in  contact  whilst  riding  on 

vehicles  during  shunting  with  other 

vehicles^  &<^-  ^taot^ng  on  adjacent  lines 

1 

18 

- 

4 

- 

- 

1 

22 

Whilst   passing  over  or  Btiioding  upon 

buffers  during  shmiting 

- 

17 

- 

8 

. 

. 

- 

25 

Wben  getting  on  or  off  or  falling  off  en- 

gines, waggons,  &c.,  during  shunting  - 

6 

82 

6 

27 

- 

1 

11 

110 

Whilst  hreaking,  Bprfiggiog,  or  chocking 

wheelf*            _            _             -            _ 

2 

39 

- 

7 

- 

_ 

2 

46 

Wbliet  attending  to  ground-points,  mar- 

shalling train F,  &c.         -            -          - 

4 

20 

3 

6 

. 

. 

7 

26 

Whilst    moving    veliicles    by   capstans, 

turntables,  props,  Stc,  during  shunting 

1 

44 

1 

8 

-. 

. 

2 

47 

By  olhtT  accidents  during  shunting  opera- 

lions  ^  not  included  in  the  preceding    - 

7 

68 

2 

14 

1 

- 

10 

77 

From  fidling  off  engines,  &c.,  during  the 

traveUiug  of  trains        *            -          - 

6 

5 

- 

4 

2 

1 

8 

10 

By  coming  in  contact  with  over-bridges 

<ir  LTeetions  on  the  Asides  of  the  line. 

during  the  travelling  of  trains     - 

2 

18 

- 

3 

~ 

m. 

2 

16 

When  g*.^tting  on  or  off  engines,  vans, 

&c.,  during  the  travelling  of  trains     - 

4 

15 

1 

2 

- 

« 

5 

17 

Whilst  attending  to,  or  by  the  failure  of 

inachineTy,  &c.  of  engines  in  steam     • 

1 

23 

- 

3 

- 

-. 

1 

26 

Whilst  working  on  iJie  pennaoent-way. 

sidings,  &c. 

32 

53 

6 

8 

1 

. 

39 

61 

Whilst    attending    to    gates    nt    level- 

crossings         -             ,             _            - 

1 

2 

- 

- 

- 

. 

1 

2 

Whilst  walking,  crossing,  or  fiUioding  on 

tlie  line  on  duty              -              -         - 

40 

56 

12 

10 

1 

. 

58 

66 

From  being  caught  between  vehicles 

10 

49 

2 

7 

. 

_ 

12 

56 

From  falling  or  being  caught  between 

trains  and  platfonns,  walb,  &c. 

11 

81 

1 

8 

1 

^ 

18 

8l 

Whilst  walking,  &c.*  along  the  line  on 

the  way  home  or  to  work 

4 

11 

2 

1 

4 

2      • 

10 

14 

Miseellaneous     ^           »           -           - 

2 

17 

- 

8 

- 

2 

20 

TOTAi        -                -           - 

189 

704 

40 

155 

10 

4 

189 

868 

Otuek  Persons  :  — 

* 

Whilst  paflsing  over  railways  nt  level 

cross  inga            .            -            -         - 

26 

11 

1 

1 

- 

2 

27 

14 

Trea passers         -                         -            - 

88 

36 

22 

9 

8 

1 

118 

46 

Suicides      -              ,             ^             -         - 

16 

- 

3 

- 

2 

. 

21 

MisceUaneoujs     -            -            -            - 

15* 

25 

- 

6 

- 

1 

15* 

82 

TOTAl. 

145 

72 

26 

16 

10 

4 

^    - 

181* 

92 

Passengers              -            _            .        - 

80 

408 

4 

28 

11 

84 

442 

Servants             *            ,             -            - 

139 

704 

40 

155 

10 

4 

189 

868 

145 

72 

26 

16 

10 

4 

181 

92 

TOTAl*   Af.L   Ct.A&URS 

314 

1,184 

70 

194 

20 

19 

404 

1,897 

*  See  note  t 

0  Table  1. 
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TABLE  No.  3. 


Accidents  to  Trains,  Rolling  Stock,  Permanent  Way,  &c.,  reported,  during  the  Six  Months  ending  30th  June  1879,  aa 
having  occurred  on  the  Railways  in  the  United  Kingdom,  distinguishing  the  different  Classes  of  Accident,  and  tho 
Number  of  Passenge^^and  othei's,  and  of  Servants  of  Railway  Companies,  Killed  or  Injured  in  each  Class  of  Accident. 


Number  of  Casbs. 

NUMBBB  OF  PA88B50BES  AND  OTHBKS. 

NVKBBB  OF  SBBVANTS. 

— 

Eng- 
land 
and 
Wales. 

Soot- 
land. 

Ire- 
land. 

United 
King- 
dom. 

England 
and  Vales. 

Scotland. 

Ii^Und. 

United 
Kingdom. 

England 
andWales. 

ScotUnd. 

Ireland. 

United 
Kingdom. 

Killed. 

In 

Jnred. 

^u^jjiSi. 

iCillod. 

,JSi. 

iCilled. 

In- 
jarad. 

CiUed 

In- 
orad. 

VAXtA.  J 

In- 
ured. 

cnied. 

nrad.  "^'"^jjured. 

CoUinons   between  passenger 
trains  or  parts  of  passenger 
tndns           ... 

11 

11 

65 

65 

1 

' 

1 

1 

Collisions   between   passenger 
tnuns  and  goods  or  mineral 
trains,  engines,  and  vehicles 
standing  tovl  of  the  line 

25 

11 

2 

38 

90 

14 

10 

114 

13 

1 

8 

I 

21 

Collisions  between  goods  trains 
or  parts  of  goods  trains 

9 

2 

- 

11 

- 

- 

- 

- 

- 

- 

- 

- 

- 

11 

- 

3 

- 

- 

- 

14 

Trains  coming  in  contact  with 
projections  from  other  trains 
travelliog  on  parallel  lines  - 

. 

. 

. 

. 

« 

. 

_ 

_ 

«. 

_ 

_ 

_ 

_ 

« 

« 

. 

_ 

_ 

_ 

. 

Passenger  tnuns  or  parts  of 
passenger  trains  leaving  the 
rails           ... 

16 

15 

2 

33 

_ 

5 

^^ 

_ 

. 

^ 

. 

5 

. 

„ 

^ 

^ 

. 

_ 

^_ 

„ 

Qoods  trains  or  parU  of  goods 
trains,  engines,  &c.  leavmg 
the  rails      - 

2 

1 

_ 

3 

^ 

_ 

^ 

. 

. 

^^ 

. 

. 

. 

^ 

. 

^ 

. 

^^ 

. 

^ 

Trams  or  engines  travelling  in 
tiie  wrong  durection  through 
points           ... 

3 

1 

« 

4 

. 

8 

. 

. 

. 

_ 

. 

8 

1 

. 

_ 

. 

1 

Trains  ronning  into    stations 
or  sidings   at  too  high   a 
speed         ,-           -           - 

7 

„ 

^ 

7 

1* 

33 

r 

. 

1* 

33 

_ 

. 

. 

_ 

Trains  mnning  over  cattle  or 
other  obstructions  on  the  line 

54 

s 

- 

62 

- 

_ 

- 

- 

- 

_ 

- 

- 

- 

_ 

- 

- 

- 

_ 

M 

Trams  ronning  through  gates 
at  level-Ksrossings 

26 

2 

- 

28 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

The   bursting   of   boilers   or 
tubes,  &c  of  engines 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

•* 

Hie    fidlnre    of    machinery, 
springs,  &c.  of  engines 

4 

1 

- 

6 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

The  fidlnre  of  tyres     - 

559 

39 

5 

603 

- 

- 

- 

- 

- 

- 

- 

- 

- 

2 

- 

- 

- 

- 

- 

2 

„         „       wheels 

14 

1 

- 

15 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

M         »       ftxles 

161 

47 

9 

217 

- 

1 

- 

I 

- 

- 

- 

2 

- 

- 

- 

2 

- 

- 

- 

2 

„         „       break  apparatus 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

II         „        couplings 

2 

1 

3 

6 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

II         f,       ropes    used    in 
workingindines 

2 

- 

- 

2 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

" 

- 

- 

- 

1 
1 

II         „       tunnels,  bridges, 
viaducts,  culveru,  Ue, 

- 

1 

- 

1 

.. 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

Brokenrails    - 

272 

1,009 

1 

1,289 

- 

- 

- 

- 

- 

- 

- 

- 

- 

I 

- 

- 

- 

- 

-i  ^ 

The   flooding  of  portions  of 

Bhps  m  cuttings  or  embank- 
ments           -           -         - 
Fhre  hi  trains  ... 

I 

6 

1 

- 

- 

1 

6 
1 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

1 

Vvre  at  stations,  ou  involvmg 
i^Jorj  to  bridges  or  viaducts 

- 

- 

- 

% 

- 

- 

. 

- 

- 

- 

- 

- 

- 

- 

- 

- 

•• 

- 

- 

«• 

Other  accidents 

1 

- 

- 

1 

- 

.     - 

- 

'    - 

- 

- 

- 

227 

- 

- 

- 

- 

- 

- 

- 

^ 

Total  -          -          - 

1" 

*202 

15 

- 

10 

1* 

- 

30 

1 

13 

- 

- 

I    1  43 

1 

H78. 


*  See  note  to  Table  l« 
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TABLE  No.  4. 

Accidents  to  Trains,  Rolling  Stock,  Perhanent  Way,  &c.  on  the  Railways  in  the  United  Kingdom,  reported 

on  which  the  same  have  occurred,  and  the  Number  of  Passengers  and  others,  and  of 


NA31E  OF  COMPANY. 


Col- 
lisions 
between 
pas- 
senger 
trains 
or  parts 
of  pas- 
scn/eer 

*"^^"«-      oiSnei. 
1      Ac. 


Col- 
lisions 
between 

pas- 
senj^er 
t/ains, 

and 
goods 

or 
mineral 
trains. 


Col- 
lisions 
between 
ffoods 
trains 
or  parts 
of  goods 
trains. 


Trains 
coming 

in 
contact 
with  pro- 
jections 
flrom 
other 
trains 
travel- 
ling on 
parallel 
lines. 


Pas- 
senger 
trains 

or  parts 
of  pas- 
sen^r 
trains 
leaTing 

the  rails. 


Goods 
trains  or 
parts  of 
goods 
trains, 
enmnee, 

leaving 
the 

rails. 


Trains  or 
engines 
travel- 
ling in 

the 

wrong 

direction 

through 

points. 


Trains 
running 

into 
stations 

or 
sidings 
at  too 
high  a 
speed. 


Trains 
running" 
over 
cattle 
or  other 
obstruc- 
tions on 
the  line. 


Trains 
running 
through 
gates  at 
level- 
cross- 
ings. 


The         The 
bursting  failure 


of 

boilers 

or  tubes, 

&c.  of 
engines. 


of  ma< 

chinery, 

springs. 

Ac.  of 
ongiaes. 


ENGLAND  and  WALES. 

Aylesbury  and  Buckingham 

Brecon  and  Merthyr  Tydfil 
Junction 

Cambrian    -  -  - 

Cheshire  LineR 

Cornwall     -  -  - 

Festiniog        -  -        - 

Fiirness      -  -  - 

Great  Eastern 

Great  Northern 

Great  Western 

Lancashire  and  Yorkshire  - 

Lancashire  and  Yorkj^hire 
and  Lancashire  Union 
Joint       ■  -  - 

London  and  North-Westem 

Loudon  and  South-Westem 

London,  Brighton,  and  South 
Coast      -  -  - 

London,  Chatham,  and 
Dover      -  -  - 

Macclesfield  Committee 

Manchester,  Sheffield,  and 
Lincolnshire 

Manchester,  South  Jnnction, 
andAltrincham  - 

Maryport  and  Carlisle 

Metropolitan 

Metropolitan  District 

Midland      .  -  - 

Monmouthshire 

North-Eastem 

North  London  •• 

North  Staffordshire 

North  Union 

Pott^Bries,  Shrewsbury,  and 
North  Wales 

Khymney 

Severn  and  Wye  Railway 
and  Canal 

Sonth-Eastem         -  - 

Private  Owners 


lOTAL  EnOLAXD   and 

Wales 


'-} 


11 


4 
1 

1 
9 

1 

2t 


25 


IC 


16 
20 


19 

5 

1 


54 


giT 


z^oy 


Cobgr^i 


*  See  note  to  Table  1 . 

t  -n  passengers  anl  five  servants  were  injured  in  a  collision  between  a  passenger  train  and  a  pilot-engine,  both  belonging  to  the  South-Eosteni 


(  11  ) 


TABLE  No.  4. 

daring  the  Six  Mouths  ending  30th  June  1879,  distinguishing  the  diflferont  Classes  of  Accidents,  the  different  Railways 
Servants  of  Railway  Companies,  Killed  or  Injured  on  each  Railway  by  those  Accidents. 


The 
failure 

of 
wheels. 


The 
ftdlnre 
of  axles. 


4 

7 

20 

6 


The 

failure 

of  break 

iHVa- 

ratos. 


The 
failure 
of  coup- 
lings. 


The 
failure 
of  ropos 
used  in 
working 
inclines. 


The 
fSailure 

of 
tunnels, 
bridges, 
viaducts, 

or 
culverts. 


Broken 
rails. 


8S 
10 
IS 
77 


The 
flooding 

of 
portions 
of  per- 
manent 
way. 


Slips  in 
cuttings 

or 
embank- 
ments. 


Fire  in 
trains. 


Fire  at 
stations 
or  in- 
volving 
injury  to 
bridges 
or  via- 
ducts. 


Other 
acci- 
dents. 


Number 

of  Passengers 

and  others. 


Killed. 


In- 
jured. 


1 
18 

7 
12 
13 


Number 
of  Servants. 


Killed. 


In- 
jured. 


Tofal 
all  Classes. 


Killed. 


In- 
jured. 


1 
14 

7 

16 
13 


4 
4 

7 

2 


14 
21 
29 


1 
61 

4 

51t 

7 
1 


7t 


1 

64 

4 

58 

7 
1 


14 

1 
35 

1 
9 


2 

28 

16 
8 
2 


14 


1 
34 

161 


272 


20 


4i§ 


lizggljbv 


^ 


21 


^og^  ,3, 
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Tablk  No.  4.— Number  of  Accidents  to  Traiiuf, 


NAME  OP  COMPANY. 


Col- 
lisions 

between 

pas- 

senf^er 

trains 

or  parts 
of  pas- 
8on|?er 
trains.' 


Col- 
lisions 
between 
pas- 
senger 
trains, 
and 
Koods 

or 

mineral 

trains, 

engines, 

Ac 


Col- 
lisions 
between 


>rain8 
or  parts 
of  goods 

trains. 


Trains 
coming 

in 
oontact 
with  pro- 
jections 
from 
other 
trains 
travel- 
ling on 
parallel 
lines. 


Pas- 
senpjr 
trains 
orpaj-ts 
of  pa«- 
Ben{^r 
trains 
Icavinj 
the 


vmg 
raib. 


Goods 

trains  or 

parts  of 

goods 

trains. 

engines, 

leaving 
the  rails. 


Trains  or 

Trains 

eiigmes 

running 

travel- 

into 

ling  in 

stations 
or 

wrong 

sidings 

direction 

at  too 

through 

high  a 

points. 

speed. 

eftttlA     through  I       of 
o?olSer  8?*«»»*    ^0*^!!? 
obsK.    }^'  i^ii.^^ 
tionson     <7«»-  L^-/>r 
the  line.     *"««•     engfaies. 


The 

ftOlure 

of  ma- 

The 

chinery. 

fnflure 

springs. 

ottyrm. 

Ac  of 

engine!. 

SCOTLAND. 

Caledonian 

Dingwall  and  Skye     - 

Glasgow  and  South- Western 

Glasgow,     Barrhead,     and 
Kilmarnock  Joint 

Glasgow,  Both  well,  Hamil- 
ton, and  Coatbridge 

Highland    - 

North  British 

Satherland  and  Caithness  - 

Wigtownshire 

Private  Owners 


Total  Scotland 


IRELAND. 

Ballymcna,  Cushendall,  and 
Ked  Bay 

Belfast  and  Northern  Coun- 
ties -  -  _ 

Great  Northern  of  Ireland  - 

Great  Southern  and  Western 

Midland  Great  Western 

Waterford  and  Central  Ire- 
land       -  .  . 

Waterford  and  Limerick     - 
Total  Ireland 
Total  United  Kingdom 


1.1. 


3a 


XX 


15 


33 


62 


aa 


29 


39 


60S 


Digitized  by 


Google 
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Rolling  Stock,  Permanent  Way,  &c. — continuedi, 


The 
fttilure 

of 
wheels. 

The 
ikilure 
of  axles. 

The 
fUluie 
of  break 

The 
ftulure 
of  coup- 
lings. 

The 
faflure 

SSSSf. 

The 
iUlure 

of 
tunnels, 
brid^ 
▼iadSS, 

or 
culverts. 

Broken 
rails. 

The 
flooding 

portions 
of  per- 
manent 
way. 

1 

i 
SUpein 
cuUingi 

or 
embank- 
ments. 

Fire  in 
tnOns. 

Fire  at 
stations, 
orin- 
T<dTing 
iiUuiyto 
%d|es 
or  via- 
ducts. 

Other 
aoei- 
dents. 

Number 
of  Passengers 
and  others. 

Kumber 
of  Servants. 

1 

Total 
an  Classes 

Killed. 

In-     1 
lured. 

Killed. 

j^ 

Killed. 

In- 
jured. 

1 

22 
5 

4 
10 

6 

- 

1 

1 

180 

8 
8 

873 

- 

- 

- 

- 

- 

- 

1 
14 

1 

— 

5 

8 

1 

6 
22 

1 

47 

1 

- 

1 

1,009 

- 

- 

- 

- 

- 

- 

15 

1 

18 

1 

28 

2 

8 

4 

- 

2 

1 

- 

- 

1 

- 

- 

- 

- 

- 

- 

10 

- 

- 

- 

io 

- 

9 

- 

8 

- 

- 

1 

- 

- 

- 

- 

- 

- 

10 

- 

- 

- 

10 

X% 

217 

- 

6 

a 

1 

i,aaa 

X 

6 

■     1. 

- 

1. 

X* 

227 

X 

«3 

a 

a70 

♦  See  note  to  Table  1. 
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TABLE  No.  5.  -  -  -  . 

Number  of  Sebtants  of  Railway  Compahies  and  Contbactors  reported,  during  the  Six  Months  ending  30th  June 
exclusively  upon  Railways,  distinguishing  the  Number  which  have  occurred  on  each  Railway  or  System  of  Railway, 


Name  op  Compaht. 

1 

From  acci- 
dents to 
trains,  &c. 
Sm  Table 
No.  4. 

Whilst 
coupling  or  . 

ByoominK 
in  contact 

whilst 
riding  on 

during 

shunting 

with  other 

vehicles,  Ac. 

on  adjacent 
lines. 

Whilst 
passing 

staniiing 

buffers 

during 

shunting. 

When 
getting  on 

or  off,  or 
faUingoff 

engines, 

Ac,  during 
shunting. 

Whilst 

breaking, 

spwgging. 

or  chocking 

wheels. 

Whilst 
attending 
to  ground- 

mai^uilling 
trains,  Ac. 

Whilst 

moving 

vehicles  by 

capstans, 

props.  Ac 

during 
snuntingt 

By  other 

accideute 

during 

shunting 

opsrations, 

not  included 

in  the 

preceding. 

Killed. 

In- 
Jurad. 

Killed. 

In- 
jured. 

KiUed. 

In- 

iure<L 

Killed.  J 

1 
In-  1 

KillMl. 

In-  1 
iured. 

^'^•^^ 

Killed., 

In- 
ured. 

Killed,  j 

In- 

ICllI«dJ.  ^\ 

ured.|    _  -    ^ 

Bai*cu.j 

ured.        '    jurecLi 

ENGLAND  AND  WALES. 

Brecon  and  Merthyr  Tydfil  Janction  - 

Cheshire  Lines            -            -            - 

Cornwall         -            -            -            - 

FurnesB                .                -                - 

Great  Eastern             -               -        - 

Great  Northern    -               -               - 

Great  Western             -                -        - 

Hammersmith  and  City  -            -        - 

Lancashire  and  Yorkshire 

London  and  North-WeStem 

London  and  North- Western  and  Great 
Western  Joint        -             -             - 

London  and  South- Western 

London  and  South-Western  and  Lon- 
don,   Brighton,    and    South    Coast 
Jomt            .            -            -            _ 

'  .ondon,  Brighton,  and  South  Coast    - 

]  ondoD,  Chatham,  and  Dover 

London,  Tilhury,  and  Southend 

Macclesfield  Committee 

Manchester,  Sheffield,  and  Lincolnshire 

Manchester,     South     Junction,     and 
Altrincham            -              -            - 

Maryport  and  Carlisle 

Metropolitan       -            -            -        - 

Metropolitan  and  Metropolitan  District 

Metropolitan  and  St.  John's  Wood     - 

Ibletropolitan  District  -            -            - 

Midland      .            -           - 

Monmonthsbiru  -            -            -        - 

Northampton  and  Banbury  Junction  - 

North-Eastem             *            -           . 

North  London    -           -           -        - 

North  Union  -            -           -           - 

Preston  and  Wyre        -            -          . 

Rhynmey  .     - 

- 

2 

1 
4 

3 

7* 

1 
2 

1 
2 

2 
1 

3 

1 
1 

1 

1 
I 

1 

8 

9 

21 

10 
16 

2 

1 

4 
2 

8 

I 

22 
2 

12 

1 

1 

1 

1 
5 

3 
5 

1 
1 

- 

2 
2 

2 

_ 

3 

1 
1 

1 

1 

4 

1 
1 

1 

1 

3 

6 

21 

9 
14 

2 
3 

3 

4 

10 
5 

2 

1 
3 
9 

5 

6 

1 

1 

1 
1 

3 

4 

1 

3 

I 
1 

1 
1 

4 
1 
3 

4 
2 

2 

4 

1 

5 

3 

7 
21 

4 
1 

1 
2 

1 
2 

1 
2 

1 

4 
5 
6 

12 
12 

1 
2 

3 
2 

1 
7 

1 

7 

♦  See  Note  to  Table  4. 
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TABLE  No.  5. 

1879,  as  Killed  or  Injured  in  the  United  Kingdom  by  tho  Tbavblling  of  Trains  or  the  Movement  of  Vehicles  used 
aad  classifjing  as  &r  as  practicable  the  Nature  and  Causes  of  the  Accidents  occasioning  the  Death  or  Injury. 


From 
falUngoff 
engines, 
&c^  during 
the  travel- 
ling of 
tndns. 

By  coming 
in  contact 
withover- 
1t>ridge8or 
erections 
on  the  sides 
of  the  line, 
dnrine  the 
traveling 
of  trains. 

When 
gettingon 

or  off 
engines, 
vans,  Ac., 
during  tho 
travelling 
of  trains. 

Whilst 

attending 

to,  or  by  the 

failure  of, 

machinery, 

Ac.,  of 
engines  in 

steam. 

Whilst 

'  working  on 

1         the 

'  permanent 

way, 

sidings,  Ac. 

Whilst 
attending 

crossings. 

WhiUt 
walldng. 
crossing,  or 
standing  on 
the  line 
on  duty. 

From 

being 

caught 

between 

vehicles. 

Prom 

falling  or 

being 

caught 

between 

trainband 

pUtforms, 

walk,  Ac. 

Whilst 
walking,  Ac, 
on  the  line 

on  the 

w«yhome,or 

to  work. 

Mis- 
cellaneous. 

TCTAL. 

Killed. 

In- 
jured. 

Killed 

In- 
jured 

KUIed 

In- 
jured. 

KiUed 

i^^^^'^' 

In- 
jured. 

Killed. 

In- 
jured. 

^^l^. 

^^■i^. 

Killed. 

In- 
jured. 

Killed. 

In- 
jured. 

KiUed. 

In. 
jured. 

KiUed. 

i 

In- 
iurea. 

2 

"" 
1 

1 

I 

1 

1 

1 
1 

I 

1 

3 
1 

1 

2 

2 

I 

1 
2 

1 

1 
I 

1 

1 

1 

4 
1 

1 

1 
1 

1 

1 
2 

1 

3 

1 
3 

8 
6 

2 

1 

1 

1 
4 

2 
6 

1 
I 

1 

1 
1 

2 
4 

1 

4 

2 

15 

5 

8 

I 
1 

1 
3 

2 

I 
1 
4 

2 

1 

1 
1 

2 

3 
3 
2 

12 

2 
3 

1 
1 

9 
2 

1 

1 
4 
C 
7 

4 
14 

2 
2 

I 
2 

1 

7 
8 

1 

2 

2 

1 
1 

3 

1 
1 
4 
4 
8 

8 
11 

2 

1 

7 
1 

1 
— «i 

1 
4 

1 
1 

1 
2 

1 

1 
1 
8 
1 
4 
11 

1 

1 
1 

1 
1 

2 
8 

1 
1 

1 
1 

6 

1 

1 

1 
2 

2 

1 
1 
1 

4 
8 

1 
3 

1 

1 
1 

- 

i 
i 

1   ! 
1 

9     1 
4     1 
14 

9 
82 

4 
11 

1     1 

2 

C 

4 
1 

2 

1 

19 

6 
1 

1 

1 
2 
3 
4 

57 
44 

114 

1 

92 

135 

9 
12 

31* 

12 
I 
3 

21 

2 
4 

2 
1 

76 
8 
I 

52 
3 
1 

1 

•• 

2 
4 
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Table  No*  5.— Ktimber  of  Servanto  reported 


l^iMSOFCokPAST, 

Prom  atvl- 
deniR  to 
LniJtiS.  &i-. 
&sg  Ttiblo 
No.  4. 

WllilBt 

pnurdinfc  or 

1  un^miJlliig 

vtihklcB, 

i' 

By  €oniiiiK 
in  c^>ntiiet 
wliiljit 
;    ridmpcon 
velik'ks 
durini^ 
1     shunting 
„   with  other 
vehicles,  Af. 

on  a(ijflcent 
lincfl. 

1 

Wliikt 

naasiViig 

ovtir,  or 

'     Hliindin^ 

dupinK 
uhunlii^f. 

Whon 
petilflK:  &n 

wr  citr,  or 
tiLlliiiK  oif, 

cnprinea, 

WBIfBOra, 

^c,  dnrinff 
ihuntlnir. 

\r»nljit 

tjirappinpf. 

or  chwkin? 

wbetlM. 

Whilst 
»ttflOdin|E 
to  ffipound- 

pcuntfl, 
mai^luiHinff 
tjr»inB,  &G. 

WhIUt 
movtnK 

vehiclGsTjy 
capftatjJi, 

tnm-tab]439, 

durh^ 
fihiinting. 

ByoUier 

klX-[d«Tlt4 

duricix^ 
nUiititini? 

ntpt  ineludtii 

iotlwi 

preceding. 

1 

KU»«lj„*;^,  Killed. 

1 

1   In- 
JurtHl 

Killed 

In. 
iurvd. 

KiUed.j^,KLlled.^,Sji_|ltiU^|^^ 

^''^^s^Zi. 

Killed. 

ENGLAND  AND  WALKS-ro/i^ 

Rhymney  and  Grmi  Wefitt^rn  Joint     * 

Ryde  and   New|jotl    and    Cowf^  and 
Newport  Joint          .            ^            . 

Someraet  and  Dorset   *            -            - 

Soath-Eastern    -            -            -        - 

TdffVale        -            -            -            - 

West  London  Extension 

- 

I 

- 

1 

« 

1 

- 

- 

2 

1 
I 

- 

- 

- 

- 

- 

Total,  EKaLAKD  a>d  Waleh  - 

30 

a 

116 

' 

18 

- 

17 

& 

S2 

2 

89        4 

20 

I 

44 

7 

as 

SCOTIAKD. 

Catledonifts      -           -           - 

Dtinde*  (Eaet)  Joint  Station    - 

Glasgow  and  Paiiley  Joint 

Glasgow  and  South-Westem 

Glasgow,  Burrbead,  and  Kilmarnock 
Joint         _            .            -            - 

BiglilnEicl     p.             '              .» 

North  Btitish      -           *            -        , 

Sutherland  and  Caithneis 

Sutherland*!,  Dnke  of             -           * 

* 

1 
5 

8 

I 

1    1 
1 

12 
I 

16 

I 
1 

- 

1 
1 

~ 

9 
6 

3 

- 
IB 

" 

1 

1       i 
1       1 

1  1   - 
1 

4   1     3          4 

1 

I 

1 
1 

3 

1 

i 

9 

Total,  Sco^la^ju 

1 

13 

3 

2^ 

- 

4 

■ 

S 

6 

27 

^    '      7        3     '     S 

I 

3 

3 

14 

IBELANB. 

Bally  me  na  and  laniB      -        - 
Belfjut  and  Northern  Conntiet  ^ 
Cork  and  Bandon        -            -            - 
Grc al  Northera  of  Ireland 
Great  Southerii  and  Weatem      - 
Midland  Great  Western 
SUgOp  Leitrini,  aad  Northern  Conntiea 
Watorford  and  Limerick 

- 

- 

- 

- 

- 

- 

* 

1 

- 

- 

- 

" 
" 

■ 
1 

- 

TOTAT,|  IftBUkXn                  - 

- 

-  ! 

- 

" 

" 

1 

- 

• 

~ 

I 

- 

- 

- 

- 

"   i 

1 

* 

TotAiH  UmTfiD  Ki  »aDOic 

& 

«« 

m    '■ 

I«S 

I 

aa 

-    » 

IL 

110 

a 

4i 

f 

aft 

M 

ftf 

M 

W 

4 
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as  Killed 

or  InjuredLy 

&c. — continued. 

falling  off 

lia,auring 
the  travel- 
ling of 
trains. 

By  coming 
in  contact 
with  over- 
bridges  or 
erections 
on  the  sides 
of  the  line, 
during  the 
travelling 
of  trains. 

When 
gettingon 

or  off 
engines, 
vans,  Ac, 
during  the 
traveUing 
of  trains. 

Whilst 

attending 

to,  or  by  &e 

fttUure  of. 

machinery, 

Ac  of 
engines  in 

steam. 

Whilst 
woricing  on 

the 
permanent 

way, 
sidings,  &c.  1 

Whilst 
attending 
to  gates  at 

level 
crossings. 

Whilst 

walking. 

crossing,  or 

standing  on 

the  Ime 

on  duty. 

Prom 

being 

caught 

between 

vehicles. 

Prom 
falling  or 

between 
trains  and     ^ 
platforms, 
walls,  Ac 

WhUst 
iralking.  Ac, 
on  the  line 

on  the 
nrayhomeor 

to  work. 

Mis- 
cellaneous. 

TOTIL. 

Killed. 

In- 
jured. 

KiUed. 

In- 
lured. 

Killed. 

In- 
urod. 

Killed.  J 

In-   1 

ured.^ 

^^^\^^ 

^^'\^' 

^^s^' 

^1«1- A.KiUed.^J^.KUled.^J^.KiUed^^^          Killed. 

In- 
jured. 

m 
I 

- 

- 

1 

- 

- 

- 

1 
2 

1 
1 

- 

- 

- 

1 

- 

- 

1 

- 

- 

- 

- 

- 

1 

2 

4 

1 
1 

3 

I 
1 

6 

5 

2 

18 

4 

15 

1 

23 

82 

58 

1 

2 

40 

56 

10 

49 

11 

81 

4 

11 

2 

17 

139 

704 

- 

2 

1 

1 

- 

2 

"" 

1 

1 

2 

- 

1 
2 

1 

1 
1 

1 
2 

4 

1 

3 

- 

- 

8 
2 

2 

4 
3 

3 

2 

3 

1 

1 

1 
1 

1 

I 
2 

1 
1 

1 

- 

3 

14 

1 
1 
3 

1 

18 

1 
1 

54 

1 

2 

12 

1 

1 

84 

m 

4 

- 

3 

1 

2 

- 

3 

6 

8 

- 

- 

12 

10 

2 

7 

1 

3 

2 

1 

- 

3 

40 

155 

1 
1 

1 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

- 

- 

- 

1 

• 

1 

I 
1 
1 

1 
I 

- 

- 

1 
2 

1 

9 

1 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

1 

- 

- 

- 

1 

- 

4 

2 

- 

- 

10 

4 

• 

10 

a 

16 

• 

17 

1 

M 

39 

61 

1 

a 

83 

€€ 

13 

86 

13 

3ft 

10 

1« 

a 

ao 

t 
ia9      ^63 
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TABLE  No.  6. 

Table  showing  the  diflferent  Occupations  of  Servants  of  Railway  Companies  and  Contractors  who  were  Killed  and 
Injitred  daring  the  Six  Months  ending  30th  June  1879,  and  classifying  their  Injuries  as  &r  as  practicable. 


Fatal. 

Amputations. 

Fractures. 

Dis- 
loca- 
tions. 

Crushes. 

Scalds. 

BprainSi 

Cuts, 

or 

Bruises. 

Severe. 

Shaken. 

Slight 

Unspecified  Injuries  to 

Mis- 
cen» 
neou! 

Class  op  Sbevicb. 

Legs 
or 

Arras. 

Feet 

or 

Hands. 

Toes 

or 

Fingers 

Legs 

or 
Arms 

Collar- 
bones 
or  Bibs. 

Legs 

or 
Arms 

Feet 

or 

Hands. 

Body. 

Head 

.Body 

Legs 
.     or 

Arms 

Feet 

or 

.  Hands. 

1 

Total 
-    In- 
iural. 

Breaksmen    and 
Goods-guards 

22 

3 

1 

_ 

6 

3 

2 

6 

31 

14 

_ 

72 

5 

7 

4 

4 

12 

10 

18 

198 

Capstar.men 

- 

- 

- 

1 

- 

- 

- 

1 

2 

- 

2 

- 

1 

- 

1 

1 

1 

-2 

- 

12 

Carmen     - 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Carriage-cleanew 

— 

1 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

2 

- 

1 

- 

-, 

- 

5 

Carriage  or  Wag- 
gon examiners 

2 

- 

1 

- 

1 

- 

- 

- 

2 

- 

- 

1 

1 

1 

- 

2 

2 

- 

— 

"".■1 

11 

Checkers 

/ 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

-. 

- 

- 

- 

- 

- 

- 

-., 

- 

Chockers,  Chain- 
boys,  and  Slip- 
pers 

_ 

^ 

1 

1 

. 

. 

. 

. 

. 

. 

1 

^ 

_ 

. 

1 

1 

8 

8 

Clerks       - 

4 

- 

- 

- 

1 

- 

- 

- 

1 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

3 

Engme-cleaners 

- 

- 

~ 

- 

- 

1 

- 

- 

- 

- 

- 

3 

- 

- 

- 

- 

1 

- 

1 

- 

6 

Engine-drivers  - 

4 

8 

- 

- 

2 

- 

- 

1 

- 

1 

8 

12 

2 

4 

2 

2 

6 

2 

3 

- 

43 

Firemen    - 

9 

1 

- 

- 

.5 

- 

- 

2 

7 

- 

3 

21 

6 

2 

2 

8 

1 

- 

4 

1 

63 

Gatekeepers 

i 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

1 

- 

3 

Qreasers  - 

- 

1 

- 

- 

- 

- 

- 

- 

1 

- 

- 

I 

- 

- 

- 

2 

- 

- 

- 

- 

5 

Guards,       Pas- 
senger 

3 

- 

- 

- 

- 

1 

- 

- 

- 

1 

- 

7 

1 

3 

1 

2 

- 

1 

- 

_. 

17 

Ilorse-drivers    - 

2 

- 

- 

1 

- 

- 

1 

- 

5 

3 

- 

6 

" 

- 

- 

- 

1 

1 

3 

- 

21 

Inspectors 

3 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

1 

- 

1 

- 

- 

2 

1 

- 

- 

6 

Labourers 

a 

2 

- 

1 

2 

1 

- 

2 

1 

- 

- 

6 

2 

- 

1 

1 

- 

- 

1 

- 

2a 

Lampmen 

2 

- 

- 

1 

- 

- 

1 

- 

2 

- 

- 

1 

- 

2 

- 

- 

- 

- 

- 

- 

1 

Loaders        and 
Sheeters 

- 

- 

. 

- 

- 

- 

- 

- 

- 

1 

- 

4 

- 

- 

- 

1 

1 

_ 

-„. 

7 

Mechanics 

9 

1 

1 

- 

2 

- 

- 

- 

1 

- 

1 

- 

- 

^ 

2 

1 

-■ 

1 

^« 

10 

Messengers 

- 

- 

- 

- 

1 

- 

- 

- 

1 

- 

- 

2 

1 

- 

- 

- 

- 

-- 

- 

-' 

5 

Number-takers  - 

2 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

5 

1 

- 

" 

- 

1 

- 

1 

- 

9 

Permanent  -  way 
Men      -        - 

44 

1 

1 

I 

6 

2 

- 

3 

8 

- 

- 

29 

1 

4 

3 

5 

7 

8 

1 

•1 

75 

Pointsmen 

5 

- 

- 

- 

1 

- 

- 

I 

3 

- 

- 

5 

- 

1 

1 

- 

- 

1 

- 

1 

14 

Policemen 

2 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

- 

- 

- 

2 

Porters   - 

20 

1 

1 

1 

10 

4 

1 

9 

24 

13 

- 

36 

3 

6 

4 

5 

2 

7 

17 

- 

144 

Shunters 

22 

4 

2 

2 

4 

1 

I 

8 

15 

4 

- 

27 

1 

1 

3 

4 

7 

8 

17 

- 

109 

Signal-fitters     - 

i 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

* 

- 

1 

- 

- 

- 

1 

Signalmen 

3 

1 

1 

- 

1 

- 

- 

- 

1 

- 

- 

1 

1 

1 

- 

- 

2 

- 

2 

- 

11 

Station  Masters 

- 

- 

- 

- 

- 

1 

- 

- 

2 

- 

- 

- 

- 

- 

" 

- 

- 

- 

- 

- 

3 

Ticket-collectors 

i 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

Watchmen 

2 

- 

- 

- 

- 

- 

- 

- 

- 

- 

- 

1 

- 

- 

- 

- 

- 

--■ 

1 

•n 

S 

Yardsmen 

5 

- 

- 

1 

1 

- 

- 

1 

2 

- 

- 

18 

- 

- 

- 

- 

3 

- 

1 

- 

23 

Miscellaneous   - 

6 

- 

- 

1 

- 

- 

- 

- 

2 

- 

- 

2 

2 

1 

1 

- 

1 

1 

- 

- 

11 

Contractors'  Ser- 
vants. 

3 

- 

- 

- 

- 

- 

- 

- 

1 

2 

- 

3 

- 

1 

2 

- 

- 

- 

1 

- 

)0 

Total   -^ 

iS9 

19 

8 

12 

46 

15 

6  ' 

34 

105 

42 

6 

264 

27 

37 

26      39 

54 

43 

78 

2 
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TABLE  No.  7. 


Xdmbeb  of  Pebsons  reported  daring  the  Six  Months  ending  30th  June  1879,  as  having  been  Killed  or  Injured, 
whilst  upon  the  Companies'  Premises,  by  Accidents  in  which  the  Movement  of  Vehicles  used  exclusively 
upon  Railways  was  not  concerned,  distinguishing  between  Passengers,  Servants  of  Companies,  and  other  Persons, 
and  classifying,  as  far  as  practicable,  the  Nature  and  Causes  of  the  Accidents  occasioning  the  Death  or  Injury. 


England  and 
Wales. 

Scotland. 

Ireland. 

Untted  Kingdom. 

KiUed. 

Injured. 

Killed. 

Injured. 

Killed. 

Injured. 

KiUed. 

I^jored. 

l^ASSENGBRS  : — 

Whilst  ascending  or  descendkg  steps  at 
stations  -            -            -            -        - 

— 

43 

— 

— 

— 

— 

— 

43 

By  being  struck  by  barrows,  by  falling  over 
packages,  &c,  on  station  platforms 

— 

14 

— 

— 

— 

— 

— 

14 

From  falling  off  platforms  -            -        - 

— 

11 

— 

— 

"~ 

— 

11 

By  other  accidents          -            -            . 

1 

13 

— 

1 

— 

— 

1 

14 

Total      - 

1 

81 

— 

I 

— 

— 

1 

82 

Skuvants  : — 

Whilst    loaduag,   unloading,  or   sheeting 
waggons  -            -            -            -         - 

1 

184 

— 

9 

— 

1 

1 

194 

Whilst    moving    or    carrying    goods    in 
warehouses,  Ac.           -            -            - 

— 

65 

— 

— 

— 

— 

— 

65 

Whilst  working  at  cranes  or  capstans 

3 

48 

— 

7 

— 

1 

3 

56 

By  the  falling  of  waggon-doors,  lamps, 
bales  of  goods,  &c.       -            -             - 

2 

41 

— 

3 

— 

— 

2 

44 

From  falling  off,  or  when  getting  on  or 
off,  stationary  engines  or  vehicles 

— 

128 

— 

13 

— 

— 

— 

141 

From     falling    off     platforms,     ladders, 
scaffolds,  &c.  -            .            .            - 

2 

73 

— 

1 

— - 

— 

2 

74 

By  stumbling  whilst  walking  on  the  line 
or  platforms        -            -            -         - 

1 

55 

— 

2 

— 

— 

1 

57 

Whilst  attending  to  stationary  engines  in 
sheds  -            -            -            -            - 

— 

34 

-~ 

1 

^.m 

— 

35 

By  being  trampled  on  or  kicked  by  horses 

— 

10 

— 

1 

— 

1 

• 

12 

Whilst  working  on  the  line  or  in  sidings 

6 

108 

— 

— 

— 

— 

6 

108 

Miscellaneous         -            -            -        - 

.— 

50 

— 

— 

— 

- 

— 

50 

Total  - 

15 

796 

— 

37 

-^ 

3 

1 

15 

836 

Persons  on  Business  at  Stations 

3 

32 

1 

2 

— 

1 

4 

35 

Summary  : — 

Passengers            -            •            •          • 

1 

81 

— 

1 

— 

— 

1 

82 

Servants            -            -            .              - 

15 

796 

— 

37 

— 

3 

•    15 

836 

Persons  on  business  at  stations 

3 

32 

1 

2 

— 

1 

4 

35 

Total  all  Classes     - 

19 

909 

1 

40 

— 

4 

20 

953 

Board  of  Trade,  Julj  1879. 
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REPORTS  TO  THE  BOARD  OP  TRADE  BY  INSPECTING  OPFIOERS  OP 
THE  RAILWAY  DEPARTMENT  UPON  CERTAIN  ACCIDENTS  WHICH 
HAVE  BEEN  INQUIRED  INTO. 


Page 
Calkdonias  : 

Major-C^neral  Hatchinson's  report  on  an  accident 
that  occurred  on  2drd  April,  at  Leysmill  station, 
from  the  axles  under  the  engine  breaking    -        -        28 

Cornwall: 

Colonel  Tolland's  report  on  a  collision  that  occurred 
on  13th  June,  at  Truro,  between  a  cattle  train 
and  a  goods  trwn :  -  -  -  -        24 

Great  Eastern  : 

Major-General  Hutchinson's  report  on  a  collision 
that  occurred  on  29th  May,  between  a  passenger 
train  and  the  buffer  stop^  at  Wells  station  -        28 

Grbat  Southern  and  Western  : 

M^or-General  Hutchinson's  report  upon  a  collision 
that  occurred  on  23rd  April,  near  Kingsbridge, 
between  a  down  special  race  train  and  a  bank 
engine      ------        31 

Great  Western: 

Colonel  Tolland's  report  on  a  collision  that  occurred 
on  9th  May,  on  the  Gloucester  Branch,  near 
Swindon,  between  a  passenger  train  and  a  coal 
train        -----  .        33 

Colonel  Tolland's  report  on  a  collision  that  occurred 
on  18th  May,  at  Somerton  station,  between  a 
passenger  train  and  a  pilot  engine  -  -        35 

Colonel  Tolland's  report  on  a  collision  that  occuired 
on  31st  May,  between  a  passenger  train  and  some 
trucks  in  a  siding  at  the  eastern  end  of  Southall 
station      ------        38 

Lancashire  and  Torkshire  : 

Ms^or  Marindin's  report  on  a  collision  that  occurred 
on  3rd  June,  near  Towneley  station,  between  a 
pilot  engine  and  an  excursion  train  -  -        41 


Page 
London  and  North-Westbrn  : 

Colonel  Tolland's  report  on  a  collision  that  occurred 
on  31st  May,  near  Bloomfield  junction,  between 
an  up  express  train  and  a  down  passenger  train  -        45 

London  and  South- Western  : 

Colonel  Tolland's  report  on  an  accident  that  occurred 
on  8th  and  on  26th  March,  in  each  case  to  a 
passenger  in  alighting  at  the  Richmond  new 
station  from  a  Metropolitan  District  passenger 
train,  together  with  copy  of  correspondence 
between  the  Richmond  Vestry  and  the  Board  of 
Trade  relative  thereto,  and  between  the  Board 
of  Trade  and  the  London  and  South-Westem 
,  Railway  Company  relative  to  their  not  reporting 
these  and  certain  other  ac<;idents  pursuant  to  the 
Regulation  of  Railways  Act,  1871    -        -  -        57 

London,  Brighton,  and  South  Coast: 

Major-General  Hutchinson's  report  on  a  collision 
which  occurred  on  26th  May,  between  a  passenger 
train  and  the  bufier  stops,  at  Brighton  station      -        65 

North  British  : 

Major  Marindin's  report  on  a  collision  which  occurred 
on  8th  April,  between  Cardenden  and  Thornton 
junction,  between  a  passenger  train  and  a  ballast 
train         ------        67 

Major  Marindin's  report  on  a  collision  which  occurred 
on  17  th  May,  at  Whitemyre  junction,  near  Dun- 
fermline, between  a  passenger  train  and  an  engine 
and  tender  .....        71 

Mijor-General  Hutchinson's  report  on  a  collision 
which  occurred  on  22nd  May,  between  an  express 
passenger  train  and  the  bu£fer  stops  at  Queen 
Street  station,  GUsgow    ...  -        7^ 

South-Eastbrn  : 

Colonel  Tolland's  report  on  a  collision  that  occurred 
on  24th  May,  at  Tunbridge  station,  between  a 
shunting  engine  and  a  passenger  train     -  -        78 


For  the  Ueports  upon  certain  other  Accidents  which  have  occurred  during  the 
months  of  January y  February ^  and  Marchy  1879,  vide  Parliamentary  Paper  [C. — 2313]. 
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CALEDONIAN  RAILWAY. 

Board  of  Trade  (Railway  Department), 
Sir,  13,  Downing  Street,  London,  S.W.,  15th  May  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  30th  ultimo,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  the  accident  which  occurred 
on  the  23rd  ultimo  at  Leysmill  station  on  the  Arhroath  and  Forfar  line  of  the  Caledonian 
Railway. 

In  this  case,  as  the  9.55  a.m.  passenger  train  (consisting  of  engine  and  tender,  five 
coaches,  and  a  break-van)  from  Montrose  to  Dundee  was  approaching  Leysmill  station 
(where  it  had  not  to  stop)  at  a  speed  of  about  30  miles  an  hour,  first  the  leading  axle 
and  then  the  trailing  axle  of  the  engine  broke ;  the  whole  of  the  vehicles  at  once 
left  the  rails,  and  the  engine  stopped  in  about  130  yards  from  the  spot  where  there 
was  the  first  mark  of  a  wheel  being  off  the  rails.  None  of  the  couplings  gave  way ; 
all  the  wheels  (except  those  of  the  vehicle  next  the  engine,  which  were  off  the  rails 
to  the  right)  were  off  the  rails  about  a  foot  to  the  left. 

No  passengers  complained  of  injury,  but  the  driver  and  fireman  were  slightly  bruised 
and  shaken. 

In  the  engine  the  leading  and  trailing  axles  were  broken  off  close  to  the  inside  of 
the  boss  of  the  wheel,  at  the  right  and  left  ends  respectively ;  the  two  leading  springs 
were  broken,  both  piston  rods  bent,  the  slide  blocks  broken,  the  right-hand  cylinder 
(outside)  broken.  In  the  tender  two  buffers  and  two  springs  were  broken.  Three 
carriages  were  slightly  damaged. 

In  the  permanent  way  six  rails,  252  chairs,  and  157  sleepers  had  to  be  replaced. 

Description. 

This  accident  occurred  on  a  curve  (to  the  left  in  the  direction  in  which  the  train  was 
running)  of  65  chains  radius,  and  on  a  slightly  falling  gradient.  The  permanent  way 
is  in  good  order. 

The  engine  (No.  710)  was  an  old  single  engine  originally  belonging  to  the  Scottish 
North-Eastern  Railway  Company,  its  mileage  not  being  known ;  it  had  beon  last  in 
the  shops  in  January  1878,  when  a  broken  driving  axle  had  been  replaced,  and  other 
slight  repairs  executed.  The  leading  axle  was  of  wrought  iron  (no  manufacturer's 
name),  stamped  1862;  the  trailing  axle  was  of  Bowling  iron  without  date,  age  not 
known ;  they  were  both  5  inches  diameter  at  the  centre,  5f  inches  at  the  boss,  and 
5^  inches  at  the  wheel  seat,  and  were  fastened  to  the  wheels  by  two  keys. 

The  weight  of  the  engine  when  last  weighed  in  January  1878  was  as  follows  : — 

Right.  Left.  Total. 


Leading  wheels 

-    4-15  tons 

4-20  tons 

8-35  tons 

Driving  wheels 

-    515    „ 

515    „ 

10-30    „ 

Trailing  wheels 

-    2-70    „ 

2-70    „ 

5-40    „ 

12-00  1205  2405 


Evidence. 

1.  James  Henderson^  Ame^v  \Z  j^iSiSS. — I  have  been  rails,  the  right  wheels  getting  inside  the  right-hand 

dri^ng  engine  710  since  last  October.    Nothing  had  rail.    I  immediately  Hhut  off  steam,  but  there  was  no 

been  wrong  with  it  since  that  time  up  to  the  date  of  time  to  do  anything  further  as  the  coal  came  running 

the  accident.    I  started  from  Montrose  punctually  at  from  the  tender  on  to  the  foot-plate.    The  engine  ciime 

9.55  a.m.  with  a  train  consisting  of  six  vehicles,  viz.,  to  a  stand  in  about  130  yards,  the  fireman  and  myself 

five  coaches  and  one  van,  the  rear  coach  having  a  lireak  both  remaining  on  the  engine.    I  was  slightly  injured, 

compartment,  and  the  van  (empty)  next  the  engine.    I  but  had  not  to  leave  my  work.  The  fireman  was  a  day 

had  last  stopped  at  Bridge  of  Dun  and  left  it  about  a  off  duty,  but  was  not  much  hurt.   On  getting  off  I  found 

minute  late,  having  next  to  stop  at  Arbroath.    Nothing  the  leading  axle  broken  at  the  right  end  next  the  boss, 

unusual  occurred  after  leaving  Bridge  of  Dun  until .  the  right  end  resting  on  the  chairs,  but  both  journals 

I  was  approaching  Leysmill  station,  when  the  distant-  still  in  the  axle-boxes,  and  the  axle-boxes  between  the 

signal  was  first  at  danger,  but  was  taken  off  before  I  horn  plates.     I  also  found  the  trailing  axle  broken  at 

reached  it.    I  was  running  at  about  30  miles  an  hour  the  lefb  end,  but  not  much  out  of  its  place,  and  the 

with  steam  on  when  I  felt  the  engine  suddenly  drop  journals  in  the  boxes.      I  could  not  say  when  the 

in  front  on  the  right-hand  side,  and  it  at  once  left  the  trailing  axle  broke,  but  it  was  certainly  after  the  lead- 
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ing  one  had  done  so  ;  all  the  engine  and  tender  wheels  Bridge  of  Dun  and  left  it  one  minute  late,  having  next 

were  off  the  rails  to  the  left,  the  van  next  to  the  engine  to  stop  at  Arbroath.    There  were  about  25  passengers 

off  to  the  right,  but  the  other  five  vehicles  all  off  to  in  the  train  from  Bridge  of  Dun.     On  approaching 

the  left  with  the  wheels  about  a  foot  from  the  rails.  Leysmill  at  a  speed  of  30  to  35  miles  an  hour  I  sud- 

No  couplings  had  given  way.    I  cannot  explain  how  denly  felt  the  speed  slacken,  and  the  train  stopped 

the  left  wheels  got  over  the  left  rail,  but  the  road  was  quickly.     My  carriage  ran  off  the  rails  for  some  dis- 

all  more  or  less  destroyed.  tance.     I  had  no  time  to  get  my  break  on.     I  was  not 

knocked  down  or  hurt.     When  I  got  out  I  found  the 

2.  miliam  Clark,  fireman  nme  years.  — I  agree  ^j^^i^  ^j.^^  ^^  j.^^  rails.  No  couplings  had  given 
with  the  driver's  evidence,  except  as  to  feehng  the  ^^^  ^i  ^j^^  wheels  were  off  the  rails  to  the  left, 
engine  drop  at  the  right  leading  end  ;  my  impression  ^^^^^  ^hose  of  the  front  van,  which  was  buffer  locked 
being  that  all  the  wheels  went  off  the  rails  together,  ^j^jj  ^jj^  tender,  and  was  off  to  the  right.  The  car- 
I  was  shaken  and  off  duty  for  one  day.  riages  appeared  to  have  sustained  no  damage,  except 

3.  David  McNicoll,  guard  21  years.— The  train  that  a  few  panes  of  glass  were  broken.  There  were 
started  punctually  at  9.55  a.m.  from  Montrose  for  ^  complaints  of  any  consequence  from  passengers. 
Dundee  East.    It  consisted  of  six  vehicles.    There  "Hie  accident  occun-ed  at  10.40 ;  we  had  left 

was  a  van  next  the  engine  and  a  break  carriage  at  the     ^^  ^^^    ^^r^}^^^'  ^^^  distonce  to  Leysmill  being 
rear,  in  which  I  was  riding.      We  last  stopped  at     ^1  ^^^'    The  Ime  was  repaired  by  about  8.45  p.m. 

Goncluaion. 

There  appears  no  Reason  to  doubt  but  that  this  accident  was  caused  by  the  fracture 
of  the  leading  axle  of  the  engine  drawing  the  train,  and  that  this  fracture  was  the 
result  of  a  flaw  extending  over  about  one  fourth  of  the  whole  area  (24  square  inches) 
of  the  fractured  surface.  The  flaw,  which  was  close  to  the  inside  of  the  off  wheel, 
could  not  have  been  detected  without  the  removal  of  the  wheel  from  the  axle,  and 
there  is  no  record  of  this  having  been  done  during  the  17  years  which  the  axle  had 
probably  been  in  use. 

The  trailing  axle  which  broke,  (probably)  after  the  engine  had  left  the  rails,  at  the 
left  end  but  otherwise  similarly  to  the  leading  axle,  had  a  flaw  extending  over  about  one 
sixth  of  the  whole  area  of  the  fractured  surface.  The  age  of  this  axle  is  not  known, 
but  it  most  likely  more  or  less  agrees  with  that  of  the  leading  axle. 

It  is  certainly  not  right  that  the  axles  of  engines,  of  which  the  mileage  is  unknown, 
should  be  left  imexamined  in  their  crucial  points  for  so  long  a  period  as  17  years ;  some 
reasonable  limit  of  time  (when  that  of  mileage  is  not  attainable)  should  not  be  exceeded 
for  making  these  examinations. 

I  have,  &c.. 

The  Secretary,  0.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Major-Oeneral  B.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  7th  June. 


CORNWALL  RAILWAY, 


Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  26th  July  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  16th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  that  occurred  on 
the  13th  ultimo  at  the  Truro  station,  on  the  Cornwall  Railway,  between  an  up  special 
cattle  train  from  the  Cornwall  Agricultural  Show  at  Falmouth  and  a  down  goods 
train. 

The  engine-driver  and  fireman  of  the  special  cattle  train  were  injured  in  the  act  of 
jumping  off  the  engine  immedktely  before  the  collision  took  place,  but  it  is  hoped 
not  very  seriously. 

The  engine  "  Stewart  '*  of  the  special  cattle  train  was  greatly  damaged.  It  had  the 
right-hand  trailing  buffer  and  both  buffers  and  the  front  buffer-plank  broken ;  the 
smoke-box  and  smoke-box  door  were  both  broken,  the  leading  life  guards,  front  spindle 
gland  studs,  and  the  right-hand  back  valve  spindle  were  bent ;  the  cylinder  cock  gear 
and  both  flanges  of  the  blast  pipe  broken;  the  blower  and  lubricator  gear  were 
damaged ;  right-hand  leading  spring-pin  bent  and  spring  knocked  off  it,  and  the  right- 
hand  driving  spring  hangers  were  also  bent,  and  the  right-hand  sand-pipe  was  bent, 
and  the  box  slightly  damaged ;  the  nght^haiid  comer  of  the  tank,  and  the  right-hand 
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pannel  of  the  coal-bunker  were  broken  in,  and  the  right-hand  splasher  over  leading 
wheel  was  damaged ;  the  fire  ironwork  at  back  of  coal  bunker  right-hand  side  was 
bent,  and  the  chimney-top  was  slightly  damaged;  four  waggons  and  a  break- van 
belonging  to  the  Great  Western  Railway  Company,  which  works  the  line,  were 
smashed  up ;  six  other  waggons  and  two  fish  vans  were  slightly  damaged,  and  two 
waggons  belonging  to  the  Cornwall  Railway  Company  had  some  axle-boxes  broken. 
The  locking  gear  of  the  points  at  the  east  end  of  Truro  yard  were  damaged,  point 
rods  bent,  and  one  point  rod  broken ;  one  check- rail  was  broken,  seven  rollers  and 
brackets  and  one  9-inch  wheel  were  broken. 

Description. 

The  Cornwall  Railway  is  a  single  line,  with  passing-places  at  some  of  the  stations. 
Truro  is  one  of  these  stations,  where  a  branch  n-om  the  main  line  to  Penzance  leaves 
for  Falmouth,  distant  about  llf  miles  from  Truro.  The  approach  to  Truro  station 
from  the  west  is  protected  by  home  and  distant  signals.  The  up  home-signal  is  placed 
about  617  yards  to  the  west  of  the  spot  at  which  the  collision  occurred ;  the  distant- 
signal  is  560  yards  farther  to  the  west  than  the  home-signal,  and  this  distant-signal 
can  be  seen  for  a  distance  of  968  yards,  or  at  a  total  distance  of  1  mile  385  yards  from 
where  the  collision  occurred. 

The  branch  from  Falmouth  passes  through  a  tunnel,  called  the  Spamick  tunnel,  on 
an  incline  of  1  in  63*64  rising  towards  Truro,  the  length  of  the  tunnel  being  about 
484  yards.  This  rising  incline  is  succeeded  by  a  short  piece  of  level  line  6  chains  in 
length,  and  then  the  line  descends  on  a  steep  gradient  of  1  in  66'74  for  1  mile 
10  chains,  terminating  at  the  eastern  end  of  Penwithers  viaduct,  274  yards  in  length. 
The  line  is  then  level  for  23*60  chains,  and  this  is  succeeded  by  a  rising  gradient  of 
1  in  264  for  13  chains  to  the  western  face  of  the  home  or  Higher  Town  tunnel ; 
thence  the  line  descends  to  the  western  end  of  the  Truro  station  for  29*2  chains,  on  an 
incline  of  1  in  66*4,  and  thence  it  is  level  up  to  the  spot  where  the  collision  took 
place,  very  near  to  a  signal-box  near  the  western  end  of  Camedras  viaduct. 

The  special  cattle  train  ran  into  the  8.20  p.m.  down  goods  train,  consisting  of  26  trucks 
and  2  break- vans,  which  had  arrived  at  Truro  station  about  2.55  a.m.,  and  which  was 
standing  partly  on  the  single  line  on  the  Camedras  viaduct  and  partly  on  one  of  the 
lines  in  the  station  yard.  The  shunters  were  appointed  to  attend  at  the  station  for 
doing  what  shunting  was  required  about  3.15  a.m.,  but  the  shunting  had  not  actually 
commenced  when  the  collision  occurred. 

The  trafilc  is  worked  imder  the  following  notice  to  the  servants  of  the  Company  : 

"  The  main  lines  and  branches  are  worked  under  the  block  system  of  telegraph ; 
'*  that  is  to  say,  no  train  may  be  allowed  to  pass  any  block  signal-station  or  signal- 
**  box  imtil  the  previous  train  has  passed  within  the  signals  of  the  next  station  or 
"  signal-box  in  advance ;  and  it  must  be  specially  noted  that  the  *  all  right '  signal 
"  given  at  any  one  station  or  signal-box  only  denotes  that  the  line  is  clear  up  to  the 
**  distant-signal  of  the  next  station  or  signal-box,  and  not  within  it.  Engine-drivers 
"  must,  therefore,  always  keep  their  trams  imder  such  control  as  to  be  able  to  stop  at 
*'  each  signal.'' 

Evidence. 

ff^Z/mm  ^ot/e;^,  fireman  five  yeare,  and  occasionally  platform,  and  he  took  them  ofi*and  applied  it  again, 

employed  as  an  engine-driver,  states. — ^I  was  in  charge  I  have  been  told  to  take  off  the  break  when  the  wheels 

of  an  up  special  cattle  train  from  Falmouth  on  the  have  skidded  by  the  locomotive  foreman,  and  when 

morning  of  the  13th  June ;  it  consisted  of  a  tank-  Mr.  Wright  was  locomotive  superintendent  he  gave 

engine,  three  empty  trucks,  ^vq  trucks  loaded  with  instructions  to  this  effect.     I  did  not  look  back,  and 

cattle,  and  a  break-van,  with  two  breaksmen  in  it.     I  so  cannot  say  whether  the  other  breaks  were  down  on 

left  Falmouth  at  2.42  a.m.     On   leaving    Spamick  the  train  or  not,  but  owing  to  the  wheels  skidding,  as 

tunnel   I  shut  off   the  steam    as    usual,  and    very  they  did  for  a  quarter  of  a  mile  in  the  first  instance, 

shortly  afterwards    told  the    fireman  to  put  on  the  the  weight    of   the   train   increased  the  speed.     Oh 

break.     He  did  so,  but  the  rails  being  very  slippery  opening  the  valve  of  the  sand-box  I  looked  on  both 

the  wheels  skidded,  he  accordingly  let  it  off  again  and  sides  of  the   engine,   but  could  not  see    any    sand 

got  a  fresh  hold  :  I  at  the  same  time  worked  the  sand-  running  through  the  pipes ;  there  was  plently  of  sand 

box  lever,  but  I  did  not  see  any  sand  issuing  from  the  in  the  boxes,  and  therefore  I  suppose  the  pipes  were 

pipes,  and  the  wheels  caught  up  again  when  arriving  choked.     The  sand  was  dry.    I  did  my  utmost  to  pull 

at  the  ticket  platform.     I  began  to  blow  the  break  up  at  the  distant-signal.     The  speed  I  was  running  at 

whistle   on  entering  Penwithers  viaduct,  where  the  was  not  greater  than  usual,  about  18  or  20  miles  an 

first  view  of  the  distant-signal  (which   I   saw    was  hour,  until  coming  into  the  home  tunnel,  when  the 

against  me)  was  obtainable,  and  1  continued  to  do  so  train   made  away  through   skidding  so  badly.     On 

until  immediately  on  coming  into  collision,  blowing  at  reaching  the  ticket  platform,  and  seeing  the  8.20  p.m. 

the  same  time  a  shrill  whistle  for  the  signal  to  be  train  across  the  road,  I  reversed  the  engine  and  gave 

lowered.  I  told  my  fireman  to  take  off  the  break  again  her  steam,  but  it  was  of  no  avail  to  stop  her.    I  came 

when  I  found  the  wheels  caught  up  again  at  the  ticket  on  duty  at  6.30  in  the  morning  of  the  previous  day. 
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I  was  then  employed  ae  a  fireman  for  a  passenger 
train  on  the  branch  line  to  and  from  Falmouth,  and 
I  continued  to  act  as  fireman  imtil  6  o'clock  in  the 
evening:  I  then  commenced  driving  from  Truro  to 
Falmouth  with  cattle^  trains,  and  I  continued  to  work 
through  the  night  up  to  3.15  a.m.  on  the  13th  when 
the  collision  occurred  at  Truro  station.  I  think  I 
was  running  about  20  miles  an  hour  when  the  colli- 
sion took  place.  I  was  driving  the  "  Stewait "  engine, 
and  I  had  been  driving  that  engine  from  6  o'clock  on 
the  previous  night.  I  was  four  or  five  hours  away 
from  the  engine  while  employed  as  a  fireman  on  the 
12th,  not  consecutively,  but  now  and  then.  For 
instance  I  got  to  Falmouth  at  2,6  p.m.,  and  di<,l  not 
leave  until  4.35  p.m. 

Temporary  Fireman  Charles  Wells j  for  three  or  four 
years,  states. — ^That  on  leaving  Sparnick  tunnel  (about 
two  miles  distant  from  Truro)  with  the  2.30  a.m. 
special  cattle  train  from  Falmouth,  I  applied  the  break, 
but  the  rails  being  very  slippery  the  wheels  skidded, 
and  though  my  mate  worked  the  sand  gear  I  found 
the  break  could  not  be  applied  without  the  wheels 
catching  up.  On  coming  within  sight  of  the  distant- 
signal  I  saw  that  it  was  against  us  and  when  I  was  on 
the  further  side  of  Penwithers  viaduct  the  engine- 
driver  blew  the  break  whistle  continuously,  but  on 
looking  back  I  did  not  see  any  sparks  or  smoke^  nor 
did  the  guard  by  looking  out  give  any  sign  that  he 
heard  the  whistle,  although  Richard  West,  firing  with 
Causeley  on  the  8.20  p.m.  train,  told  me  he  heard  it 
in  Truro  yard.  I  and  my  mate  talked  over  the  likeli- 
hood of  the  8.20  p.m.  train  being  in  Truro  yard  and 
recognized  the  necessity  of  going  on  carefully,  but 
though  our  train  was  not  very  heavy  it  was  more  than 
we  could  keep  in  check  with  the  engine  break  alone. 
I  took  ofi^  the  break  several  times  because  the  wheels 
skidded.  I  think  we  were  running  at  20  miles  an  hour 
when  we  got  to  the  home  (or  Higher  Town  tunnel), 
and  at  about  the  same  speed  when  the  collision 
occurred.  My  mate  jumped  off  the  engine  at  the 
west  end  of  the  station  platform  ;  but  I  remained  on 
the  engine.  I  was  hurt  in  jumping  off*,  and  have  been 
off  duty  ever  since.  Our  engine  was  thrown  off  the 
i-ails  and  twisted  round  to  the  left.  It  was  a  6- 
wheeled  engine  with  four  wheels  coupled.  My  mate 
Was  also  hurt  in  jumping  off*. 

William  Currmiy  signalman  in  the  box  at  the  west 
end  of  Truro  station,  states. — That  the  special  cattle 
train  passed  my  box  at  3.15  a.m.  The  whistling 
ceased  just  before  the  train  reached  my  box.  I 
judged  that  it  was  running  at  30  miles  an  hour.  The 
men  on  the  engine  were  apparently  both  attending  to 
their  duty.  I  did  not  notice  the  guards.  There  was 
no  outward  appearance  of  the  breaks  in  the  guards 
van  being  on.  No  sparks  from  the  wheels.  No  men 
looking  out  of  the  window.  There  were  sparks  from 
the  engine.     A  stream  of  fire  from  the  engine  wheels. 

Poiter  John  Irelattd  states. — I  came  on  duty  at 
7  a.m.  on  the  12th  June,  and  remained  on  duty  until 
the  collision  occurred.  I  did  not  notice  the  signal  as 
I  passed  the  box,  I  was  acting  guard  in  charge  of 
the  2.30  a.m.  up  special  cattle  train  from  Falmouth 
on  the  13th  June,  which  consisted  of  engine,  three 
empty  trucks,  five  trucks  of  cattle,  and  one  third- 
class  carriage  for  break.  We  left  Falmouth  at  2.47 
a.m.,  and  arrived  at  Truro  about  3.15  a.m.  There 
was  one  break  cairiage  (a  third-class)  in  the  train, 
which  was  at  the  rear,  and  both  myself  and  my  mate 
rode  in  this  vehicle.  When  passing  over  the  east  or 
Truro  end  of  Penwithers  viaduct  I  looked  out  of  the 
window  and  noticed  that  the  train  was  running  fast, 
and  also  saw  that  the  Truro  distant-signal  was  on  at 
"  danger,"  and  I  said  to  my  mate  "  I  will  put  on  the 
break,"  and  I  did  so,  and  I  afterwards  saw  that  the 
home-signal  was  at** danger."  The  driver  sounded 
his  break  whistle  when  near  the  distant-signal, 
between  Penwithers  junction  and  the  distant^signal. 


but  I  had  already  begun  to  apply  my  break,  and  I 
then  applied  it  tightly,  and  kept  it  on  until  the  train 
came  into  collision  with  the  8.20  p.m.  down  goods 
train  from  Plymouth.  The  rails  were  slippery,  and 
the  wheels  skidded  just  inside  the  distant-signal,  and 
I  released  the  handle  a  little  and  put  it  on  again.  I 
only  did  this  once.  The  shock  of  the  collision  was 
severe.  The  driver  kept  sounding  his  break  whistle 
from  the  distant-signal  imtil  after  passing  the  hcfme- 
signal  but  the  train  ran  into  Truro  station  very  fast, 
something  like  20  miles  an  hour.  I  was  standing  at 
my  break  all  the  way  down  from  Penwithers  junction 
until  we  stopped,  and  the  shock  of  the  collision  threw 
me  away  from  the  break,  and  I  fell  on  the  seat  and 
my  mate  was  knocked  up  against  me.  I  waa  not 
injured.  After  the  collision  I  got  out  of  the  carriage 
on  the  near  side,  but  we  had  passed  the  platform.  I 
went  up  to  the  engine  to  see  for  the  driver  and  fire- 
man, and  they  were  not  there.  I  looked  about  the 
trucks  that  were  damaged  to  see  for  them,  but  not 
finding  them ,  I  turned  back,  and  I  then  met  them 
coming  towards  the  train  from  the  station.  I  asked 
Driver  Bailey  if  he  had  any  sand,  and  he  replied, 
"  Yes,  but  the  pipes  were  choked."  He  also  told  me 
that  "  he  had  tried  to  put  the  sand  on  several  times." 
The  driver  was  hurt  in  his  shoulder  and  I  took  him  to 
the  infirmary,  and  on  my  way  there  I  told  him  it  waa 
a  bad  job  running  through  like  that,  and  asked  him 
the  cause,  and  he  said  '*  it  is  all  owing  to  the  sand 
"  pipes  being  choked,  I  should  have  been  able  to  have 
"  pulled  up  at  the  ticket  platform  else."  I  told  the 
driver  that  *'  I  put  my  break  on,  and  that  I  could  do 
no  more,"  and  he  sq,id  « I  did  all  that  I  could,  I  could 
not  do  any  more."  A  Mr.  Eva,  of  Camborne,  who  was 
riding  in  the  break  compartment  told  me  he  was  not 
injured  at  all.  He  had  charge  of  eight  Guernsey 
cattle,  his  father's  property.  1  did  not  inquire  of  tiie 
engine-driver  why  he  did  not  blow  his  break  whistle 
sooner.  He  did  not  say  that  he  blew  his  break 
whistle  at  Sparnick  tunnel,  I  told  him  that  he  had 
been  running  fast.  I  did  not  hear  the  break  whistle 
until  we  were  near  Penwithers  junction.  The  collie 
sion  occurred  at  3.15  a.m.  I  believe.     I  had  no  watch. 

Porter  Tom  Lockett  states. — I  was  acting  as 
"second"  guard  of  the  2.30a.m.  up  special  cattle 
train  ex  Falmouth  on  13th  June,  When  passing 
Penwithers  junction  Porter  Ireland,  who  was  acting  as 
**  head  "  guard,  looked  out  of  the  window  and  then  went 
and  put  on  the  break,  and  I  then  looked  out  of  the 
vnndow  and  saw  the  distant-signal  was  standing  at 
danger.  I  saw  that  both  the  main  line  and  branch 
distant  signals  were  standing  at  danger.  I  thought 
the  train  was  travelling  rather  fast  at  the  time. 
Porter  Ireland  was  standing  with  his  hand  on  the 
break  handle,  and  he  had  the  break  on  all  the  way 
into  the  station.  The  wheels  skidded  once  and  he 
eased  the  handle.  I  did  not  notice  the  home- 
signal.  The  driver  blew  his  break  whistle  just  after 
Ireland  looked  out  of  the  window  and  applied  his 
break,  and  the  driver  sounded  his  break  whistle  con- 
tinually until  weneared  the  station,  and  we  ran  into 
the  station  very  fast,  and  came  into  collision  with  the 
8.20  p.m.  goods  train  ex  Plymouth,  at  the  east  end  of 
Truro  yard.  The  shock  was  severe,  and  I  was 
knocked  against  Ireland.  I  was  not  injured.  I  got 
out  of  the  carriage  on  near  side,  and  went  up  to  the 
engine  to  see  for  driver  and  fireman,  and  got  upon  the 
step  of  the  engine,  but  they  were  not  there.  I  looked 
under  the  engine  and  trucks  for  them,  and  on  turning 
around  I  saw  the  fireman  coming  towards  the  train, 
and  he  held  his  arm  as  if  in  pain.  I  then  saw  the  driver. 
I  asked  the  fireman  <*  what  was  the  matter,"  and  he 
paid  "  I  believe  I  have  broken  my  ann."  The  driver 
told  mo  that  he  had  hurt  his  shoulder  by  jumping  off 
and  coming  against  the  metals  of  the  down  line.  Mr. 
Eva  who  rode  in  the  carriage  with  my  mate  and 
myself  did  not  complain  of  being  injured  in  any  way. 
1  did  not  hear  the  break  whistle  until  we  had  reached 
Penwithers  junction.  I  have  not  spoken  to  driver  <ir 
stoker  as  to  his  passing  the  signals. 
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James  Carfysle,  aflsistant    locomotive  superinten-  the  guards.     On  n^aring  Penrjii  station  one  of  the 

dent,  states. — I  examined  the  state  of  the  ^^  Stewart "  guards  put  on  the  break  as  I  understood  for  one  of 

engine  about  8  a.m,  on  the  13th  June,  and  found  that  the  porters  to  get  out.     I  did  not  have  much  conver- 

the  engine  had  been  reversed,  and  was  in  back  gear,  sation  with  the  guards  after  this,  and  the  first  thing 

and  the  break  blocks  were  in  contact  with  the  wheels  that  came  under  my  notice  again  was  the  guard  putting 

of  the  engine,  and  as  far  as  I  knew  there  was  nothing  on  the  break  some  time  after  we  passed  Perran  station, 

the  matter  with  the  engine  to  prevent  it  from  pulling  '  I   heard  the  loud  engine  whistle  but  I  believe  the 

up,     T  saw  the  sand  in  the  boxes  and  it  was  perfectly  guard  put  on  the  break  before  that  whistle  sounded  ; 

dry,  but  I  did  not  try  the  sand  pipes.  after  the  break  was  put  on  the  carriage  appeared  to  be 

Copy  of  a  statement  from  a  passenger  in  the  special  jolting  and  produced  an  uncomfortable  sensation.     I 

cattle  train  handed  to  me  by  the  Company's  district  su-  did  not  think  of  any  danger  whatever  until  we  were 

perintendent  (Mr.  Compton).    Troon,  17th  June  1879.  in  the  station  and  I  saw  fire  flying.     The  guards  were 

Samuel  Eva,  of  Troon,  age  23,  states. — I  left  Falmouth  perfectly  sober,  and  they  did  not  go  to  sleep  on  the 

station  on  the  morning  of  the  13th  instant  in  charge  of  journey.     The  guard  held  on  the  break  until  the  train 

my  father's  cattle.  I  rode  in  the  break  compartment  with  stopped,  that  is  from  the  second  time  he  put  it  on. 

Conclusion. 

Prom  the  preceding  statements  it  appears  that  a  special  cattle  train  consisting  of  a 
tank-engine,  three  empty,  and  five  trucks  loaded  with  cattle,  and  a  hreak-van,  left 
Falmouth  station  in  charge  of  a  fireman,  acting  as  an  engine-driver  and  a  temporary 
fireman,  for  Truro  about  2.47  a.m.,  there  being  also  two  guards  or  breaksmen,  and  a 
person  in  charge  of  some  of  the  cattle,  riding  in  the  break- van  at  the  rear  of  the 
train. 

When  this  train  had  passed  through  the  Spamick  tunnel,  which  is  rather  more  than 
two  miles  from  Truro  station,  the  engine-driver  states  that  he  shut  off  the  steam  as 
usual,  and  shortly  afterwards  told  the  fireman  to  put  on  the  break,  and  he  did  so, 
but  the  rails  being  very  slippery  the  wheels  skidded,  and  the  fireman  took  off  the 
break  and  again  applied  it,  and  got  a  fresh  hold,  while  the  driver  worked  the  sand- 
lever,  but  did  not  see  any  sand  issuing  from  the  pipes  :  that  he  bega^  to  sound  the 
break  whistle  on  entering  Pen  withers  viaduct,  which  is  close  upon  a  mile  from  Truro 
station  :  that  the  wheels  caught  up  again  when  arriving  at  the  ticket  platform  (which 
is  about  8  chains  inside  the  up  home-signal),  and  he  told  the  fireman  to  take  off  the 
break  again,  and  he  took  it  off  and  applied  it  again :  that  on  reaching  the  ticket 
platform,  and  seeing  the  8.20  p.m.  train  across  the  road,  he  reversed  the  engine  and 
turned  on  the  steam,  but  it  was  of  no  avail  to  stop  the  train.  The  fireman  agrees  with 
this  statement,  and  the  guards  in  the  break-van  assert  that  the  guards  bi^eak  was 
applied  before  it  was  whistled  for  when  near  the  distant-signal,  and  taken  off  and 
again  applied  when  the  wheels  skidded. 

The  driver's  statement  is  that  he  was  running  at  the  usual  rate  of  18  or  20  miles 
an  hour  until  coming  into  the  home  tunnel,  about  half  a  mile  from  the  place  where 
the  collision  occurred,  when  the  train  made  away  through  skidding  so  badly.  The 
signalman  thinks  the  train  was  travelling  about  30  miles  an  hour  as  it  passed  his  box 
and  the  driver,  fireman,  and  guard  of  the  train  think  it  was  travelling  about  20  miles 
an  hour  when  the  collision  took  place,  about  3.15  a.m. 

The  signalman  also  states  that  the  men  on  the  engine  were  apparently  both 
attending  to  their  duty,  and  the  engine  break  was  on  as  the  traa^  passed  his  box,  as 
there  was  a  stream  of  fire  from  the  engine  wheels,  but  there  was  no  outward  appear- 
ance of  the  break  in  the  guards  van  being  on ;  no  sparks  from  the  wheels  and  no  men 
looking  out  of  the  window. 

The  most  probable  explanation  that  can  be  supplied  as  to  the  cause  of  this  collision 
is  that  the  men  had  been  too  many  hours  on  duty.  They  had  commenced  to  work  at 
6.30  a.m.  on  the  previous  day,  the  12th  instant,  the  acting  engine-driver  as  a  fireman 
with  a  passenger  train  up  to  6  o'clock  in  the  evening,  and  when  it  was  time  to  cease 
work  he  commenced  driving  cattle  trains,  and  continued  to  work  through  the  night 
and  up  to  3.15  a.m.  on  the  13th  instant,  when  the  collision  took  place.  It  is  quite 
possible  that  the  driver  did  not  get  any  assistance  towards  stopping  his  train  from  the 
guards,  and  the  repeated  acts  of  taking  off  the  breaks  when  the  wheels  skidded  was 
not  calculated  to  pull  up  the  train.  This  is  the  second  case  in  which  this  practice  is 
said  to  have  been  acted  on  which  has  recently  come  to  my  notice,  and  I  have  no 
doubt  that  it  allowed  the  speed  to  increase  in  descending  the  steep  inclines  while 
approaching  Truro'  station  from  the  west. 

I  cannot  think  that  this  practice  among  engine-drivers,  firemen,  and  "guards  of 
taking  off  the  breaks  because  the  wheels  sMdded  should  be  tolerated,  especially  when 
the  train  is  in  the  hands  of  inexperienced  men,  such  as  were  in  charge  of  the  special 
cattle  train,  when  descending  steep  inclines  especially  close  to  a  passenger  station. 

Neither  should  the  men  have  been  employed  for  such  a  length  of  time  as  21  hours. 
An  important  railway  company  like  the  Great  Western  could  surely  have  had  m) 
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difficulty  in  supplying  more  experienced  men  for  doing  the  requisite  work  in  con- 
nectiop  with  this  agricultural  show  without  requiring  them  to  work  for  such  long 
hours, 

Tlie  Company  have,  I  believe,  in  this  instance  had  a  very  narrow  escape  from  a 
very  serious  disaster.  I  understand  there  were  a  number  of  men  in  some  of  the 
vehicles  in  charge  of  the  cattle,  and  it  is  most  fortunate  that  these  men  escaped 
without  injury  from  a  collision  which  must  have  been  (judging  from  the  speed  at 
which  the  cattle  train  was  running,  and  the  extent  of  the  rolling  stock  damaged),  a 
very  severe  one, 

I  have,  &c., 

The  Secretary,  W.  Yolland, 

(Kailway  Department,)  Board  of  Trade.  Colonel. 


GREAT  EASTERN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  London,  S.W.,  21st  June  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  Slst  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred  on 
the  29th  ultimo  at  Wells  station,  on  the  Great  Eastern  Railway. 

In  this  case  the  7 -BO  p.m.  passenger  train  (consisting  of  engine,  tender,  six  coaches, 
and  guard's  van)  from  Norwich,  due  at  Wells  at  9.45  p.m.,  came  into  violent  collision 
with  the  buffer-stops  at  Wells  station.  The  buffer-stops  were  broken  up  by  the  force 
of  the  colhaion  i  the  engine  then  passed  through  a  brick  wall,  14  inches  thick,  of  the 
station  building,  and  stopped  with  its  buffers  nearly  touching  the  opposite  wall. 

One  passenger  (there  were  only  five  in  the  train)  has  complained  of  injury,  but  a 
person  wlio  had  come  to  the  station  to  meet  a  passenger  expected  by  the  train,  and 
who  was  either  in  the  water-closet  next  the  platform  or  in  the  port/ers*  room  beyond 
it,  but  probably  in  the  latter,  was  found  dead  under  the  engine  some  time  after  the 
collision- 

The  engine  had  its  funnel  and  one  of  its  cylinder  cocks  knocked  off,  but  the  tender, 
caiTiages,  and  van  received  no  damage.  After  striking  the  buffer-stops  the  engine 
ran  a  distance  of  nearly  30  fect^  clearing  its  way  through  the  buffer-stops  (snapping  in 
two  a  ^vrought-iron  tie-bolt  1^  inches  in  diameter),  10  feet  of  platform,  a  14-inch  brick 
wall  separating  tlie  water-closets  from  the  platform,  and  two  4^inch  party  walls. 

Description. 

Wells  is  a  terminal  station  at  the  junction  of  the  single  lines  from  Norwich  and 
Lynn.  On  the  Norwich  line  the  next  station  to  Wells  is  Walsingham,  distant 
4|  miles,  and  for  the  last  two  miles  of  this  distance  a  driver  approaching  Wells  meets 
with  the  following  gradients  : 

1,230  yards,  rising  1  in  166 
420  yardy,  falling  1  m  76 
100  „  1  in  440 

]  ,560  „  1  in  85 

136  „  1  in  226 

75  yaMs  level  (along  the  platform)  to  the  buffer-stops 

3,520  yards 


The  spots  alluded  to  in  the  evidence  are  : — 

Warham  crossing,  1  mile  1,010  yards  from  the  buffer-stops, 
Wareham  Bridge,  1   mile  100  „  „ 

Stiffkeys  crossing  680  „  „ 

Ticket  platform  (Wells  end)  225  „  „ 

Turntable  110  „  „ 

The  engine  drawing  the  train  haa  six  wheels,  four  of  which  (the  driving  and 
trailing  wheels)  are  coupled,  weighing  30  tons ;  the  tender  has  four  wheels,  with  a 
break-block  on  each  wheel,  and  weighing  (when  half  full  of  water  and  coal)  about 
13  tons.    The  bmak-van  weighs  about  nine  tons,  and  the  coaches  about  64  tons. 
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The  single  line  traffic  is  worked  with  the  train  staff,  and  all  arriving  trains  are 
ordered  to  stop  at  the  ticket  platform  for  the  collection  of  tickets. 

At  the  top  of  the  falling  gradient  of  1  in  76  (1  mile  305  yards  from  the  ticket 
platform)  there  is  a  speed  board  limiting  the  speed  to  15  miles  an  hour ;  if  this  is 
attended  to,  the  time  occupied  in  running  this  distance  should  take  about  five  minutes  ; 
and  as  10  minutes  is  the  time  allowed  for  running  from  Walsingham  to  the  ticket 
platform,  it  requires  an  average  speed  of  39  miles  an  hour  to  run  the  distance  of  a})out 
3J  miles  from  Walsingham  to  the  speed  board  in  the  other  five  minutes. 

Evidence. 


1.  George  Cecil  Paynter^  station-master  at  Wells 
16  months,  and  atWymondham  17  years  previously  as 
station-master. — I  was  in  the  room  above  the  porters* 
room  at  about  9.45  p.m.  on  the  29th  ultimo.  My  atten- 
tion was  attracted  by  a  scream  from  my  wife,  who  was 
in  an  adjoining  room,  and  I  at  once  ran  down  stairs, 
but  before  1  left  the  room  the  engine  had  run  into  the 
porters*  room  and  come  to  a  stand.  The  first  man  I 
saw  was  Phillips,  the  dnver,  who  was  still  on  the 
engine  under  the  cabin.  He  was  quite  sober  and  cool; 
his  hand  was  on  the  regulator,  whether  shut  or  open  I 
do  not  know,  nor  do  I  know  the  position  of  the  revers- 
ing lever.  I  said,  **  What  does  this  mean  ?  "  and  he  said 
"I  don't  know."  He  said  he  had  shjit  off  steam 
before  the  usual  place.  He  said  his  break  had  been 
hard  on.  He  made  no  complaint  about  his  engine 
or  about  the  guard  not  having  applied  his  break.  1  was 
not  aware  for  an  hour  and  a  half  after  this  that  any  one 
had  been  killed.  I  had  been  in  the  porters'  room  10 
minutes  or  a  quarter  of  an  hour  before  the  accident, 
when  there  was  no  one  there.  Porter  Balls  had  been 
in  the  porters*  room  when  the  train  whistled,  and  had 
seen  no  one  there  then;  and,  so  far  as  I  can  ascertain, 
no  one  had  seen  the  deceased.  He  was  found  with 
one  boot  laced,  and  the  other  unlaced,  and  it  was 
inferred  he  had  gone  into  the  porters'  room  io  lace 
his  boots.  He  was  a  servant  of  Dr.  Foot,  and  had 
been  sent  dovm  to  meet  some  one  expected  to  anive 
by  the  train.  After  seeing  the  driver  I  found  the 
fireman,  who  said  he  had  jumped  off  on  to  the  ground 
just  before  reaching  the  platform.  He  was  much 
alarmed,  but  did  not  appear  to  be  injured.  He  made  the 
same  statement  as  the  driver,  and  could  not  account 
for  the  accident.  1  then  went  to  the  guard.  He  told 
me  his  break  was  on,  but  that  he  could  not  account 
for  the  accident  Ho  was  frightened  and  agitated, 
but  not  hurt.  All  these*  men  appeared  perfectly 
sober.  I  said  nothing  to  them  about  speed.  I  asked 
porter  Hunter  whether  the  breaks  were  on  when  the 
train  passed  him,  and  he  said  they  were.  The  porter, 
who  had  been  in  the  porters'  room,  had  been  up 
to  the  ticket  platform  to  collect  the  tickets,  and 
he  told  me  that  the  train  passed  him  about  the 
turntable  (110  yards  from  the  buffer-stops).  The 
night  was  fine  and  the  rails  dry.  There  was 
no  fog.  The  trains  are  not  telegraphed  on  to  Wells, 
When  I  came  down  to  the  platform  the  station 
clock  showed  9.45  p.m.,  and  this  was  perhaps 
a  minute  rfter  the  accident.  The  clock  was  right 
by  telegraph  at  10  a.m.  About  14  months  since, 
some  empty  carriages  of  an  excursion  time  ran  back 
against  the  buffer-stops,  which  were  pushed  back 
about  three  or  four  notches.  They  were  repaired  the 
same  morning,  and  I  l>elieve  were  in  good  order  at 
the  time  of  the  accident.  I  remember  only  one  case 
of  a  train  overrunning  the  signals  a  short  distance,  viz., 
on  Christmas  Eve.  The  rails  were  very  slippeiy  on 
that  occasion.  The  practice  here  is  to  detach  the 
engines  from  the  trains  at  the  ticket  platform  and 
let  the  latter  run  in  by  gravity  and  the  use  of  the 
guard's  van.  I  have  never  known  of  any  collision 
with  the  buffer-stops  in  consequence  of  this  mode  of 
working. 

2.  John  Hunter^  porter  two  years  at  Wells,  and  in 
charge  of  the  signals  on  the  night  of  the  accident. — 
The  night  was  fine  and  the  rails  dry.  I  was  standing 
beside  the  cabin  at  the  Wells  end  of  the  ticket  platform 


when  I  heaixl  the  engine  of  the  train  from  Norwich  give 
a  break  whistle, — rather  an  unusual  thing, — and  I  think 
I  heard  it  given  again.  I  then  noticed,  first  by 
sound,  and  then  on  seeing  the  train  lights,  that  the 
speed  was  unusually  fast,  and  Ihat  the  train  would 
not  be  able  to  stop  at  the  ticket  platform.  My 
distant-signal  was  off,  but  the  semaphore  at 
"danger";  in  fact  it  is  never  lowered.  I  was 
standing  beside  the  cabin  when  the  train  passed  me  ; 
the  speed  was  10  or  12  miles  an  hour,  too  fast  for  me 
to  have  jumped  up  on  the  engine.  I  saw  fire  flying 
from,  I  think,  the  engine  wheels,  but  not  from  the 
tender  wheels  or  the  van-wheels.  I  did  not  see  fire 
coming  from  the  funnel  of  the  engine.  I  did  not  see 
what  either  the  driver,  fireman,  or  guard  was  doing 
as  they  passed.  I  did  not  not  see  the  fireman  jump 
off.  I  heard  the  crash  of  the  collision.  1  did  not  look 
at  the  clock,  but  I  believe  the  train  was  punctual. 
Balls  was  ninning  towards  me  when  the  engine  passed. 
I  have  known  two  or  three  instances  in  which  pas- 
senger trains  have  overrun  the  signals  about  100 
yards. 

3.  John  Balls,  foreman  porter  at  Wells  17  years. — 
I  was  in  the  booking  office  when  I  heard  the  train 
from  Norwich  giving  the  break  whistle  at  about 
25  minutes  to  10.  I  went  into  the  porters'  room  to 
get  ray  lamp,  when  I  heard  a  second  break  whistle, 
and  at  once  ran  to  meet  the  trtdn  at  the  ticket  platform. 
I  saw  no  one  about  the  station  when  I  left  it  at  this 
time,  so  that  the  deceased  must  have  come  in  after  I 
left.  The  train  passed  me  when  I  was  near  the  turn- 
table. Its  speed  was  too  fast  for  me  to  have  jumped 
on  to  the  engine.  I  did  not  see  the  fireman  jump  ofi^ 
but  it  must  have  been  after  the  engine  had  passed 
that  he  did  so.  I  saw  the  fire  flying  from  the  tender 
wheels,  but  not  from  the  engine  wheels.  I  did  not 
notice  the  wheels  of  the  guard's  van,  but  the  guard 
shouted  to  me  that  his  break  was  on  as  hard  as  he 
could  get  it.  I  then  turned  back;  the  train  had 
stopped  before  I  got  to  it.  The  driver  was  on  his 
engine.  He  appeared  confused,  but  not  the  worse 
for  drink.  I  was  present  when  the  deceased  was 
found.  He  was  on  his  face  between  the  two  cylinders, 
lengthways,  covered  w4th  bricks,  not  wounded  or 
bruised,  but  quite  dead.  This  was  some  time  (about 
an  hour  after  tlie  accident).  I  have  never  known 
any  previous  accident  to  a  loaded  passenger  train. 
There  were  only  five  passengers  in  the  train.  One 
only  complained  of  being  hurt.  The  train  would  have 
been  about  punctual  but  for  the  accident. 

4.  William  Tuff,  guard  seven  years. — I  left  Thorpe 
station,  Norwich,  with  the  7.50  p.m.  train  for  Wells. 
We  started  punctually  with  seven  vehicles,  viz.,  six 
candages  and  a  van,  in  which  van  [  was  at  the  rear 
of  the  train.  We  arrived  at  Wymondham  at  right 
time,  and  there  we  attached  three  vehicles,  which  we 
dropped  at  Fakenham,  leaving  Fakenham  at  9.21, 
right  time.  Our  next  stop  was  Walsingham,  which  . 
we  reached  at  9.32  and  leA;  at  9.33,  again  punctual. 
We  did  not  overrun  the  station  either  at  Fakenham  or 
Walsingham.  Our  time  to  arrive  at  Wells  ticket 
platform  is  about  9.42 ;  the  distance  from  Walsingham 
to  Wells  is  44  miles,the  time  allowed  being  about  nine 
minutes.  I  had  last  seen  the  driver  at  Wymondham* 
He  seemed  just  as  usual.  I  have  known  him  as  long 
as  I  can  rememberi  and  have  travelled  this  trip  once 
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or  twice  a  day  for  the  last  seven  years  without  any- 
thing going  wrong.  I  noticed  nothing  unusual  in  the 
speed  from  Walsingham,  and  I  applied  my  break  just 
as  we  reached  Warham  bridge,  (1,860  yards  from  the 
station,  the  usual  place,)  the  speed  being  then  25  miles 
an  hour  as  I  should  judge.  I  then  heard  the  driver  give 
the  break  whistle  near  the  StifEkeys  auxiliaiy  signal, 
about  400  yards  from  Warham  bridge,  and  I  accord- 
ingly took  another  turn  at  the  break-handle  and  got 
all  the  wheels  to  skid.  I  saw  that  they  were  doing 
so  as  I  looked  out  on  passing  Stiffkeys  crossing.  I 
think  the  speed  at  this  time  was  somewhat  reduced. 
The  speed  then  diminished  very  little  till  we  reached 
the  ticket  platform,  and  then  it  sensibly  grew  less  till 
we  gtruck  the  buffer-stops  at  a  speed  of  about  five 
miles  an  hour.  I  stepped  on  to  the  far  end  of  the  plat- 
form just  before  we  stopped,  and  kept  mj  feet.  The 
van  stopped  about  three  or  four  yards  from  me  and 
it  recoiled  about  a  yard.  The  breaks  remained  on 
up  to  the  collision.  I  had  never  slackened  them  in  the 
least.  On  the  night  of  the  collision  the  train  consisted 
of  two  carriages  more  than  usual ;  the  train  generally 
consists  of  only  five  vehicles.  I  have  often  had  the 
same  class  of  van  before,  and  observed  nothing  wrong 
with  the  breaks  at  any  of  the  previous  stops  on  this 
occasion.  The  night  was  somewhat  hazy.  The  rails 
are  always  a  little  damp  at  night.  When  I  looked  out 
at  Stiffkeys  crossing  I  saw  fire  flying  from  either  the 
engine  or  tender  wheels.  I  have  probably  run  2,000 
to  3,000  trips  from  Norwich  to  Wells,  and  a  large 
number  of  these  with  driver  Phillips,  and  never  had 
any  mishap  before.  I  have  often  run  with  seven 
vehicles  before,  but  five  is  the  usual  number. 

5.  John  PhillipSy  driver  23  years,  and  about 
three  years  on  the  Norwich  and  Wells  branch. — I 
have  had  my  present  fireman  about  13  months.  He 
is  a  competent  man.  1  have  had  the  engine  which  I 
was  driving  on  the  occasion  of  the  accident  about 
four  months.  The  engine  was  in  good  order;  the 
break  blocks  were  wortog  proi>erly,  and  were  about 
two  or  three  weeks  old.  The  engine  reversed  easily 
and  took  steam  well.  I  do  not  know  the  weights  of 
the  engine  and  tender.  I  left  Norwich  punctually  at 
7.50  p.m.  with  a  train  of  seven  vehicles  to  Wymond- 
ham,  three  additional  to  Fakenham,  and  then  the 
original  seven  to  Wells;  this  was  two  more  than 
usual,  five  being  the  ordinary  number.  Everything 
went  right  as  far  as  Walsingham,  which  we  left  at 
right  time  9.33,  ten  minutes  being  the  time  usually 
taken  from  Walsingham  to  the  ticket  platform  about 
4^  miles.  There  is  a  speed  board  of  15  miles  an  hour 
at  the  top  of  the  bank,  but  we  do  not  always  slow  to 
that  speed  at  it.  On  the  night  in  question  I  do  not 
think  we  ran  more  than  25  or  26  mUes  an  hour  before 
shutting  off  steam,  which  I  did  at  the  usual  place,  viz., 
Warham  crossing,  rather  more  than  1^  miles  from  the 
station ;  but  in  consequence  of  the  extra  weight  of 
the  train  I  had  the  tender  break  put  on  300  or  400 
yards  sooner  than  usual,  viz.,  directly  after  shutting 
off  steam.  After  passing  Warham  bridge  I  found  the 
speed  not  diminishing  as  it  ought  to  do,  and  in  con- 
sequence gave  the  break  whistle,  but  I  felt  no  results. 
I  did  not  look  back  to  see  if  the  van  wheels  were 


skidding,  but  again  ^ave  the  break  whistle  about  300 
yards  further  on,  but  still  felt  no  result  and  did  not 
look  back.  I  then  pulled  the  reversing  lever  over, 
and  opened  the  regulator  before  reaching  Stiffkeys 
crossing;  but  my  steam  pressure  was  only  about 
30  lbs.  at  that  time,  as  I  was  near  my  journey's  end  ; 
and  at  Stiftkeys  crossing,  680  yards  from  the  buffer- 
stops,  I  got  my  fireman  to  help  me  in  putting  the 
reversing  lever  two  notches  further  back.  I  first 
opened  the  sand-box  after  passing  Warham  bridge 
and  kept  it  open  all  the  way  down.  No  perceptible 
diminution  of  speed  occurred  till  we  reached  the 
Norwich  end  of  the  ticket  platform,  and  then  it 
decreased  rapidly  till  we  struck  the  buffers  at  a  speed 
which  I  cannot  estimate,  as  my  attention  was  other- 
wise taken  up.  I  remained  on  the  engine  till  it 
stopped,  but  t^e  fireman  jumped  off  opposite  the 
turntable.  I  felt  no  shock  in  particular,  and  I  was 
not  hurt.  I  then  shut  off  steam  and  put  out  the  fire. 
I  saw  nothing  of  the  poor  man  who  was  killed.  I 
have  no  reason  to  suppose  that  the  guard  had  not 
applied  his  break. 

6.  Alfred  Robert  CollinB^  fireman  four  years,  13 
months  with  driver  Phillips. — I  have  been  used  to 
engine  No.  129  about  four  months.  The  tender  break 
blocks  were  about  three  weeks  old.  The  engine  was 
in  good  order  *at  the  time  of  the  accident.  We  started 
punctually  from  Norwich,  and  from  Fakenham  the 
train  consisted  of  seven  vehicles,  five  being  the 
ordinary  number.  On  starting,  my  mate  told  me  we 
had  two  extra  vehicles  on.  Nothing  unusual 
occurred  up  to  Walsingham,  which  I  believe  we  left 
at  right  time.  I  did  not  notice  anything  unusual  in 
the  speed  up  to  the  time  of  steam  being  shut  off  at 
Warham  crossing,  the  usual  place  for  doing  so,  where 
I  do  not  think  the  speed  exceeded  25  miles  an  hour. 
I  applied  my  break  soon  after  at  about  the  usual  place, 
my  mate  touching  me  to  signify  that  I  should  do  so. 
The  speed  not  decreasing  as  much  as  usual,  the  break 
whistle  was  given  close  to  Warham  bridge,  and  again 
between  the  bridge  and  Stiffkeys  crossing.  We  felt 
no  noticeable  effect,  but  I  did  not  look  back  to  see 
if  the  guard's  break  was  applied.  The  driver 
reversed  near  Stifilceys  crossing  and  applied  steam, 
and  at  Stiffkeys  crossing  he  asked  me  to  assist  him  in 
pulling  the  lever  further  over.  There  was  at  this 
time  not  more  than  30  lbs.  of  steam  in  the  engine,  as  we 
were  just  about  the  end  of  our  day's  work.  The  speed 
did  not  diminish  much  till  we  passed  the  ticket  plat- 
form, and  then  it  leeeened  sensibly.  I  jumped  off  near 
the  turntable,  feeling  sure  we  should  strike  the  buffet's. 
1  stumbled  over  some  obstacle  and  fell  down,  but  was 
not  hurt,  and  I  was  walking  forward  towards  the 
platform  when  the  engine  struck  the  buffer-stops. 

7.  Damd  Davey^  gateke^)er  3^  years  at  Stifilteys 
crossing,  a  quarter  of  a  mile  from  the  ticket  platform. — 
I  saw  the  Norwich  train  pass  the  gates  on  the  evening 
of  the  29th.  Its  speed  was  from  15  to  20  miles  an 
hour,  faster  than  usual.  Fire  was  flying  both  from 
the  wheels  of  the  tender  and  the  guard's  van.  I 
noticed  that  both  driver  and  fireman  were  pulling  at  a 
lever  as  they  passed. 


Conclusion. 

This  collision  with  buflFer-stops  was  caused  by  the  driver  of  the  train  (an  experienced 
man  of  23  years  service  as  driver,  and  of  previous  good  character)  having  allowed 
it  to  attain  too  great  a  speed  on  entering  the  descending  gradients  of  1  in  76 
and  1  in  85,  which  prevail  for  more  than  a  mile  in  the  close  approach  to  Wells 
station.  The  train,  though  not  a  heavy  one  (consisting  of  only  six  coaches  and  a 
break-van),  was  heavier  by  two  coaches  than  customary,  and  this,  combined  with  the 
facts  that  the  tender  was  a  light  one  weighing  at  the  time  of  the  collision  not  more 
than  13  tons,  and  that  the  steam  in  the  engine  was  nearly  exhausted,  the  day's  work 
being  ended,  so  that  reversing  was  of  little  avail,  made  it  impossible  for  the  driver 
to  control  the  speed  when  he  had  once  allowed  it  to  exceed  a  proper  limit.    He  had 
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most  probably  run  up  the  incline  of  1  in  166  at  a  very  fast  speed,  and  not  checked 
this  sufficiently  soon  before  entering  on  the  falling  gradient  of  1  in  76.  After  dis- 
covering his  mistake  he  (and  also  the  fireman)  appears  to  have  done  what  he  could 
to  correct  it.  He  certainly  stuck  to  his  engine  most  bravely  when  it  crashed  through 
the  buffer-stops  and  into  the  station  buildings. 

There  is  no  reason  to  suppose  that  the  guard  did  not  do  his  duty.  He  states  that 
he  had  already  applied  his  break  before  he  heard  the  break-whistle,  about  where 
the  driver  states  he  first  gave  it,  and  that  he  took  in  consequence  another  turn  at 
his  break-handle. 

The  unfortunate  man  who  wa«  killed  must  have  been  either  in  the  water-closet 
or  porters'  room,  probably  in  the  latter,  from  the  position  and  comparatively  uninjured 
state  in  which  he  was  found.  Had  he  been  in  the  water-closet  he  could  hardly  have 
escaped  without  much  external  injury,  as  he  must  in  that  case  have  been  pushed 
in  front  of  the  engine  through  a  partition  wall. 

With  a  view  to  the  prevention  of  the  recurrence  of  a  similar  collision,  it  is  most 
desirable  that  all  trains  working  down  the  bank  into  Wells  station  should  he  provided 
with  more  break-power  than  was  available  on  the  present  occasion,  so  that  in  the 
event  of  a  driver  commencing  the  descent  of  the  bank  at  too  high  a  speed,  he  may 
have  it  in  his  power  to  recover  himself.  This  break-power  could  best  be  provided 
by  means  of  a  good  continuous  break  under  the  driver's  control,  failing  which,  a 
heavier  class  of  engine  and  tender  should  be  employed,  with  breaks  applied  to  the 
wheels  of  the  engine. 

It  would  also,  I  think,  be  judicious  to  allow  more  time  for  the  distance  between 
Walsingham  and  Wells.  Some  of  the  trains  are  allowed  a  minute  more  than  the  one 
in  question,  but  even  then  sm  average  speed  of  32  miles  an  hour,  requiring  a  maximum 
of  40  miles  an  hour,  must  be  observed  in  running  from  Walsingham  to  the  speed 
board,  if  the  bank  is  to  be  descended  at  the  authorised  speed  of  15  miles  an  hour. 
An  allowance  of  14  minutes  from  Walsingham  to  Wells,  which  would  aUow  seven 
minutes  for  running  the  3^^  miles  from  Walsingham  to  the  speed  board,  or  an  average 
of  28  miles  an  hour,  five  minutes  for  the  descent  of  the  bank,  and  two  minutes  for 
collecting  tickets  and  entering  the  station,  would  not,  I  submit,  be  at  all  too  much 
for  all  passenger  trains. 

I  have,  &c., 
The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Major- Oeneraly  B.JE. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  tho  7th  July, 


GREAT  SOUTHERN  AND' WESTERN  RAILWAY  OF  IRELAND. 

Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  London,  S.W.,  16tli  May  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  28th  ultimo,  the 
result  of  my  inquiry  into-  the  circumstances  connected  with  the  collision  which 
occurred  on  the  23rd  ultimo  near  Kingshridge,  on  the  Great  Southern  and  Western 
Railway  of  Ireland. 

In  this  case,  as  the  10.55  a.m.  down  special  race  train  (consisting  of  engine  and 
tender  and  10  vehicles,  including  a  break-van  in  front  and  rear),  from  Kingshridge  to 
Sallins  was  ascending  the  incline  of  1  in  90  leading  from  Kingshridge  to  Inchicore,  it 
was  run  into  at  the  rear  by  a  pilot  engine  which  was  following  it  to  assist  it  up  the 
incline. 

Ten  passengers  are  reported  to  have  been  bruised  and  shaken. 

The  buffer  beam  of  the  pilot  engine  was  broken ;  the  glass  of  a  mirror  in  a  saloon 
carriage  was  knocked  out  and  smashed. 

No  vehicles  were  thrown  off  the  rails. 

D  4 


Digitized  by 


Google 


(     32     ) 

Description. 

Not  far  from  the  down  end  of  the  main  departure  platform  at  Kingsbridge  terniinus 
an  ascending  gradient  of  1  in  90  commences,  and  extends  for  some  distance  towards 
Incbieore.  The  line  curves  to  the  south  as  it  approaches  Island  Bridge  junction  (where 
the  goods  and  passenger  lines  unite)  about  half  a  mile  from  Kingsbridge,  and  the 
junction  main  line  home-signal  is  visible  only  for  a  short  distance  (240  yards)  before 
it  is  reached.  The  pilot  engine  was  standing  in  a  siding  which  joins  the  main  line 
about  270  yards  from  the  down  end  of  the  main  departure  platform,  and  the  collision 
oecuiTed  about  300  yards  beyond  the  siding  points. 

The  station  signal-cabin  is  situated  60  yards  on  the  station  side  of  the  siding  points. 


Evidence. 


1.  Daniel  Ij^nhy^  driver  1 1  years. — I  was  in  charge 
of  BDgme  No.  m,  4-wheel  coupled  express  engine  and 
tender,  anil  hiul  on  a  train  consisting  of  10  vehicles ; 
the  cnpiic  utiil  Under  were  fitted  with  the  vacuum 
hroak,  but  ii*il  I  lie  train.  I  startetl  at  10.55  a.m.  from 
the  niiiin  phitfonn,  knowing  that  I  should  l)e  assisted 
up  the  bajik  by  a  pilot  engine.  The  starting-signal 
was  lowereil  befoitj  I  started,  but  the  Island  Bridge 
jvinction  dsMtant-fii^ial  was  at  danger,  and  as  soon  as  I 
iiicrhU'd  the  Islfiml  Bridge  junction  home-signal,  240 
ynrds  oft;  I  found  il  also  at  danger.  I  was  prepared  to 
stop  at  it,  but  just  m  1  sighted  it  I  felt  a  shove  from 
the  pilot  engine,  ami  being  afraid  I  should  be  pushed 
past  the  sit^niil  1  ripplied  the  vacuum  break^  applying 
tti  th<^  four  hirul  engine  wheels  and  the  six  tender 
whe€ls,  and  stoppinl  about  100  yards  from  the  home- 
BiguaU  1  dill  not  go  more  than  20  or  30  yards  after 
feelm^  the  t^hove.  I  ascertained  afterwards  that  the 
reason  the  f^ignal  was  at  danger  was  because  an  engine 
wjiw  on  tlio  line  between  the  junction  and  Inchicore. 
1  wa*^  not  awiirr  arj> thing  had  gone  wrong, and  started 
iipiiu  on  tho  Mgiml  being  lowered;  on  looking  back, 
hn\vrv(i ,  and  sJehi*»  the  guai'd  motioning  me  to  stop, 
1  ilid  f^o  ai'ttr  ^^ft^■ing  gone  forward  20  yards  or  so. 
Aftur  a  few  ininuto.4  delay  the  whole  train  proceeded 
un  its  iouniey^  my  engine  alone  pulling  the  train  up 
tlu-  hank  without  the  assistance  of  the  pilot  engine. 
The  day  wai^  dry. 

2.  Imnt  Botdet^,  guard  12  years. — I  was  in  charge 
ot'tho  r^pt'dal  racii*  train  on  the  23rd,  which  consisted 
cf  10  vehiclcj^,  1  was  in  the  rear  van.  The  train  was 
pretty  full.  We  started  at  10.55  a.m.,  and  the  colli- 
Mcm  oeeuned  at  10.57.  I  did  not  see  whether  the 
^ t art  int,^-. signal  was  lowered  for  us  to  start.  We  made 
K  ^^olhI  s^iart,  bnt  in  consequence  of  the  junction- 
fei^nials  bfing  against  us  the  speed  was  slackening,  and 
while  it  was  lieing  reduced,  and  was  from  three  to 
i\\v  niilefi  an  liour,  but  before  we  had  stopped,  the  pilot 
engine  ran  into  the  train  at  a  speed  of  about  10  miles  an 
hour.  I  hjwl  seen  the  pilot  engine  coming  as  I  thought 
too  fast  when  40  or  50  yards  off,  and  I  gave  the  driver 


a  hand-signal  to  stop  from  the  left-hand  van  window. 
He  took  the  signal,  and  shut  off  steam  and  reversed.  I 
could  not  see  what  was  done  with  the  break  as  it  was 
tlie  other  side  of  the  engine.  When  I  saw  that  he 
would  certainly  strike  us  I  jumped  down  on  the  left- 
hand  side  just  before  the  collision.  I  kept  my  feet. 
The  train  stopped  in  a  very  few  yards  after  the  colli- 
sion, and  on  the  home-signal  being  lowered  the  driver 
started  ahead,  but  I  stopped  him  after  he  had  gone 
about  two  carriage  lengths,  wishing  to  see  that  the 
couplings  were  all  correct,  and  I  found  a  screw 
coupling  unhooked,  but  no  side  chains  uncoupled.  The 
train  then  started  in  about  three  or  four  minutes  for 
Sallins.  It  was  principally  in  the  rear  of  the  train 
that  the  persons  were  injured. 

3.  Thomas  Kavanagh^  driver  12  years. — 1  was  in 
charge  of  engine  No.  42,  a  4-wheeled  coupled  tender- 
engine,  not  yet  fitted  with  the  vacuum  break.  I  was 
standing  engine  first  in  the  military  siding,  waiting  to 
assist  the  special  race  train  up  the  Inchicore  incline. 
I  was  standing  dose  to  the  signal-cabin.  Immediately 
the  special  train  had  cleared  the  siding  points  they 
were  sbifled,  and  as  soon  as  I  saw  this  was  done  I 
stai'ted  away,  the  tail  of  the  train  being  then  half-way 
between  the  siding  points  and  the  junction  distant- 
signal.  I  did  not  notice  whether  this  signal  was  off 
or  on,  as  my  eye  was  on  the  tail  of  the  train.  I  was 
about  80  yards  from  the  train,  running  at  a  speed  of 
1 5*  to  20  miles  an  hour,  when  I  saw  the  speed  of  the 
train  diminishing.  I  shut  off  steam,  and  told  my  mate 
to  apply  his  break,  and  on  coming  close  up  to  the  train 
I  reversed  my  engine  and  put  on  steam  against  it. 
My  speed  on  striking  the  van  was  about  12  miles  an 
hour,  that  of  the  train  being  very  slow,  though  it 
was  not  exactly  stopped.  Neither  I  nor  the  fireman 
jumped  off,  and  we  were  neither  of  us  hurt.  The 
engine  rebounded  after  striking  a  few  feet,  and  the 
train  shortly  stopped.  The  buffer  beam  was  broken. 
We  gave  the  train  just  the  one  knock.  Had  I  reversed 
at  once  I  should  have  avoided  the  collision,  but  I  was 
expecting  the  train  driver  to  go  on. 


Conclusion. 

This  collision  between  a  special  race  train  and  a  pilot  engine  which  was  pursuing 
it  to  assist  it  up  the  Inchicore  incline  was  the  natural  result  of  a  vicious  system  of 
working.  Nothing  is  more  certain  sooner  or  later  to  lead  to  a  collision  than  the  practice 
in  question.  In  the  present  case  the  driver  of  the  passenger  train,  finding  the  Island 
Bridge  junction  signals  against  him,  began  to  slacken  his  speed  as  he  was  rounding  the 
curve  leading  to  the  junction,  and  the  pilot  engine-driver  not  realizing  the  extent  to 
which  this  was  being  done,  and  thinking  the  train  would  soon  again  quicken  its  speed, 
miscalculated  Ms  power  of  stopping,  and  struck  the  tail  of  the  train  with  a  smartish 
blow  instead  of  gently  touching  it. 

In  tlujs  case  there  appeared  to  have  been  no  absolute  necessity  for  assisting  the 
train  iq)  the  bank,  as  the  engine  of  the  passenger  train  was  able  unassisted  to  proceed, 
after  the  collision,  on  its  journey ;  but  when  an  assisting  engine  is  necessary  its  proper 
place  is  at  the  head  of  the  train.     If  from  exceptional  circumstances  it  must  be  placed 
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ftt  the  tail  of  the  train,  the  latter  should  in  all  cases  be  brought  to  rest  before  being 
joined  by  the  pilot  engine. 

I  have,  &c., 
The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department),  Board  of  Trade.  Major- General  B.E. 

Printed  copies  of  the  above  report  were  seot  to  the  Company  on  the  7th  June. 


GREAT  WESTERN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 

13,  Downing  Street,  London,  S.W. 
Sir,  31st  May  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  14th  instant,  the  result 
of  my  inquiry  into  the  circumstances  which  attended  the  collision  that  occurred  on 
the  9th  instant,  between  a  passenger  and  a  coal  train,  near  Swindon  station,  on  the 
Gloucester  Branch  of  the  Great  Western  Railway. 

Two  passengers  complained  at  the  time  of  having  been  shaken,  but  nothing  further 
has  since  been  heard  of  them ;  and  three  servants  of  the  Company,  viz.,  the  two  guards 
of  the  passenger  train  and  a  messenger  lad,  are  stated  to  have  been  slightly  injured. 

The  engines  of  the  two  trains  had  their  buffer-planks  broken,  and  the  goods  train 
engine  and  a  pair  of  wheels  of  a  coal  truck  about  the  centre  of  the  coal  train  were 
knocked  off  the  rails.  A  goods  van  and  a  horse  box  were  slightly  damaged,  and  a 
coal  truck  buffer-casting  was  broken.  As  regards  the  permanent  way,  one  rail  was 
broken  and  two  were  bent. 

Description. 

The  down  branch  line  trains  for  Gloucester  are  started  from  the  south  side  of  the 
down  platform  at  Swindon ;  and  the  down  branch  line,  after  passing  straight  across 
the  up  and  down  main  lines  between  London  and  Bristol,  curves  to  the  right  after 
passing  E  or  the  junction  signal  box,  for  a  short  distance,  until  the  next  signal-box 
G  comes  in  sight. 

E  signal-box  is  about  338  yards  from  the  point  on  the  down  branch  line  from 
whence  the  branch  line  down  trains  standing  alongside  the  down  platform  are  started, 
and  G  signal-box  is  858  yards  distant  from  the  same  point.  The  down  approach 
from  E  to  G  signal-boxes  is  protected  by  down  distant  and  down  home  signals ;  the 
former  is  492,  and  the  latter  188  yards  south  of  the  centre  of  G  box.  There  is  a 
through-crossing  from  the  up  line  to  the  sidings  off  the  down  branch  line,  and  this 
crossing,  as  far  as  the  down  branch  line  traffic  is  concerned,  is  protected  by  the  down 
distant  and  down  home  signals  worked  from  th6  G  box  to  which  I  have  refeiTed. 
The  trailing  points  of  the  through-crossing  on  the  up  line  are  situated  about  45  yards 
north  of  the  down  home  signal  worked  from  G  box  or  between  it  and  the  box. 

The  traffic  is  worked^  on  the  absolute  block  system  between  E  and  G  signal-boxes, 
and  the  following  Rule  No.  10  has  reference  to  the  collision  which  took  place : 

"After  the  *  Line  clear '  signal  has  been  returned  to  the  station  in  the  rear,  the 
**  line  must  not  be  fouled  outside  the  point  specified  below,  until  the  *  line  blocked ' 
"  signal  has  been  sent  to  the  station  in  the  rear  and  returned ;"  and  the  station  in 
the  rear  referred  to  in  this  rule  is  stated  in  the  instructions  in  the  G  signal-box  to 
be  the  Swindon  E  box. 

The  points  and  signals  at  G  Box  are  properly  interlocked  with  each  other,  so  that 
the  points  of  the  cross-over  road  could  not  be  opened  for  a  train  to  pass  from  the 
up  to  the  down  branch  line  until  the  whole  of  the  signals  referring  to  the  up  and 
down  branch  lines  were  set  at  "danger." 

JSvidence. 

fVUliam  Stephens,  states  :  I  have  been  a  signalman  and  was  the  switchman  at  G  box,  Swindon,  on  the 
three  years,  and  a  policeman  one  year,  aiid  12  months  morning  of  May  9th.  The  10.5  p.m.  coal  train  from 
last  August  in  G  box.     I  came  on  duty  at  7  a.m.,      Neath  to  Swindon  was  signalled  to  me  from  Purton 
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station  at  7.4  a.m.,  and  it  arrived,  at  7^2  a.m.  The 
train  had  22  trucks  of  locomotive  coal  to  put  off  into 
the  down  sidings,  and  I  pulled  the  points  of  the  cross- 
over road  over  for  the  train  to  back  into  the  down 
siding  as  soon  as  the  train  arrived ;  the  train  came 
hack,  passing  from  the  up  main  line  over  the  down 
main  line  into  the  down  siding.  The  7.50  a.m. 
passenger  train  from  Swindon  to  Gloucester  was 
signalled  to  me  from  G  box  at  7.55  a.m. ;  it  is  due 
to  leave  the  platform  at  7.50.  Tlie  engine  and  trucks 
of  the  coal  train  were  at  that  time  passing  into  the 
down  si(fings,  the  engine  being  between  the  up  and 
he  down  main  lines.  I  was  waving  the  goods  back 
nto  the  siding,  but  owing  to  the  siding  being  full  of 
trucks  they  could  not  get  in  clear  of  the  down  line.  I 
saw  the  down  passenger  train  coming,  with  the  st^am 
on,  and  could  see  that  it  was  coming  past  ray  home 
signal.  I  put  out  a  red  flag,  and  the  driver  of  the 
goods  train  engine  blew  his  break-whistle  to  call  the 
attention  of  the  driver  of  the  passenger  train  engine. 
The  passenger  train  engine  came  into  collision  with  the 
goods  train  engine  full  front.  All  my  signals  were 
standing  at  "danger."  The  collision  look  place  at 
7.56  a.m.  There  is  a  rule  among  the  regulations 
which  forbids  the  crossing  of  a  goods  train  when  a 
passenger  train  is  due,  but  I  did  not  understand  that 
rule  before  the  collision  took  place.  I  waved  the  red 
flag  against  the  passenger  train  when  I  saw  it  coming. 
I  did  not  hear  any  whistle  from  the  driver  of  the 
passenger  train  for  the  breaks,  but  he  may  have 
done  BO.  The  two  engines  came  in  contact  with  each 
other ;  I  did  not  leave  the  signal-box,  and  do  not 
know  what  was  thrown  off  the  rails. 

G.  Chivers,  driver  of  the  10.5  p.m.  goods  train 
from  Neath  to  Swindon,  with  No.  1199  engine,  on  the 
9th  May,  states,  that  on  arriving  at  Swindon  G 
box  at  7.50  a.m.,  I  stopped  to  put  off  traffic  into  the 
down  locomotive  siding.  I  went  ahead  over  the 
trailing  points,  received  a  signal  to  come  back  from 
the  signalman,  then  crossed  over,  and  after  getting  back 
some  distance  I  observed  the  down  passenger  train 
coming  out  from  the  station  ;  and  seeing  that  he  could 
not  stop,  and  I  being  foul  of  the  down  main  line,  I 
blew  my  break-whistle.  Tlie  siding  was  full  with 
coal  trucks,  so  that  I  could  not  get  back  clear  of  the 
down  line.  The  passenger  train  engine  came  against 
my  engine  and  broke  the  buffer-planks  of  both  engines. 
Four  wheels  of  my  engine  were  thrown  off  the  rails. 
I  had  31  trucks  on,  and  the  trucks  had  all  got  clear 
of  the  down  line  when  the  collision  took  place.  One 
of  the  valve  spindles  of  my  engine  was  slightly  bent. 
We  were  about  half  an  hour  late,  as  we  were  due  at 
Swindon  at  7.20  a.m. 

WUUam  Bally  an  engine-driver,  25  years  on  the 
Vale  of  Neath  and  Great  Western  Railways,  states : 
I  was  the  driver  of  the  7.50  a.m.  passenger  train  from 
Swindon  to  Milford  on  the  9th  May.  My  train 
consisted  of  a  tender  engine,  two  guards  vans,  two 
composite  carriages,  two  third-class  carriages,  and  a 
horse  box,  with  two  guards.  One  van  was  at  the  rear 
of  the  train,  and  the  other  was  in  front.  The  train 
left  the  branch  platform  at  7.50  a.m.,  the  proper  time. 
The  starting  and  junction  signals  were  standing  at 
"all  right."  I  did  not  notice  that  the  distant  and 
home  signals  worke*!  from  G  box  on  the  branch 
were  at  "danger,"  until  it  was  too  late  to  prevent 
a  collision  with  the  10.5  p.m.  Neath  coal  train  engine, 
which  was  then  foul  of  the  down  branch  line,  at  the 
junction  with  the  locomotive  sidings.  The  distant- 
signal  for  G  box  is  not  a  very  good  one  to  see  when 
leaving  the  branch  line  platform.  I  did  not  see  the 
distant-signal  before  I  passed  it ;  but  I  saw  the  down 
home-signal  when  I  was  about  midway  between  the 
down  home  and  down  distant  signal,  and  I  was  then 


running  about  15  miles  an  hour^  When;  I  saw  t^e 
home-signal  at  "danger"  I  reversed  the  engine,  blew 
the  bre«5:-whistle,  and  turned  on  the  steam  the  reverse 
way,  and  my  mate  applied  the  tender  break,  and  I 
think  I  was  niuning  10  or  12  miles  an  hour  when  the 
collision  occurred.  I  was  running  with  the  engine 
in  front.  My  engine  was  not  thrown  off  the  rails, 
but  the  leading  wheels  of  the  goods  train  engine  were 
knocked  off  the  rails.  I  don't  know  whether  any 
trucks  were  thrown  off  the  rails.  The  buffer-plank 
of  my  engine  was  broken.  I  am  not  aware  that  any 
other  damage  was  done  to  my  engine.  I  did  not  hear 
any  complaint  from  any  passenger  of  injury.  The 
rails  were  very  greasy,  which  prevented  my  stopping 
at  the  home-signal.  I  have  been  in  the  service  36 
years,  and  I  am  exceedingly  sorry  for  the  mishi^, 
the  first  I  have  ever  had.  I  have  been  driving  25 
years.  . 

Noah  Harry  states  :  I  was  fireman  of  the^7.50  a.m. 
passenger  train  from  Swindon  on  the  9th*  May.  I 
noticed  that  the  starting  and  junction  signals  were  at 
**  all  right,"  but  I  did  not  observe  that  the  distant  and 
home  signals  worked  from  G  box  stood  at  "  dai^r  '* 
until  the  driver  called  ray  attention  to  them  as 
I  was  engaged  in  watering  the  coal  in  the  tender. 
I  then  applied  my  break  when  I  was  about  130  yards 
from  the  home-signal,  and  put  down  sand,  and  did 
all  I  could  to  stop  the  train,  but  failed  to  do  so  before 
we  came  into  collision  with  the  engine  of  the  10.5  p.m. 
Neath  coal  train  at  the  entrance  to  the  locomotive 
sidings.  I  think  we  were  running  about  12  miles  an 
horn*  when  the  driver  called  my  attention.  I  cannot 
tell  at  what  rate  we  were  running  when  the  collision 
took  place.  I  had  jumped  off  on  the  left  side  before 
it  occurred,  and  the  driver  followed  me.  Our  engine 
was  not  thrown  off  the  rails.  Some  of  the  wheels  of 
the  goods  train  engine  were  thrown  off  the  rails,  but 
I  don't  know  how  many.  I  don't  know  whether  my 
driver  sounded  the  whistle  for  the  breaks  or  not. 
I  did  not  hear  any  passenger  complain  of  injury. 

Robert  Martin  states:  I  was  head  guard  of  the 
7.50  a.m.  passenger  train  from  Swindon  to  New 
Milford  on  May  9th.  After  leaving  Swindon  station 
I  was  sorting  my  letters,  and  I  felt  the  train  slacken, 
and  I  went  towards  the  left  side  of  my  vmi  to  look 
out,  but  before  I  could  do  so  the  collision  took  place, 
and  I  was  struck  against  the  break,  cutting  my  head 
on  the  right  side  of  my  forehead,  and  injuring  my 
right  shoulder.  I  was  riding  in  the  hind  van,  and 
did  not  hear  any  whistle  from  the  engine ;  neither  the 
break  whistle  nor  the  shrill  whistle.  I  think  we  were 
running  at  from  15  to  20  miles  an  hour  when  the 
collision  took  place.  I  returned  to  ray  duty  last 
Monday.  I  did  not  hear  any  of  the  passengers  com- 
plain of  having  been  injured. 

William  Walsh  states :  I  was  parcel  guard  of  the 
7.50  a.ra.  passenger  train  frora  Swindon  to  New 
Milford  on  May  9th.  ^  I  was  standing  up  in  my  van, 
which  was  next  to  the  engine,  sorting  my  way  bills. 
I  felt  a  slack,  and  instantly  the  train  came  into 
collision.  1  was  struck  against  the  side  of  the  van, 
injuring  my  back.  I  did  not  hear  any  whistle,  neither 
the  break  nor  shrill  whistle,  sounded  from  the  engine. 
I  think  we  were  running  at  from  15  to  18  ndles  an 
hour  when  the  collision  took  place.  I  heard  one  lady, 
from  Paddington  to  Cheltenham,  third-class,  complain 
that  her  leg  had  got  a  knock  ;  ^e  walked  up  to  the 
station,  but  she  did  not  say  anything  about  it  afterwards. 
I  saw  her  just  before  she  went  away  by  train ;  she 
asked  me  if  the  wheels  were  all  right.  A  gentleman, 
first-class,  said  that  he  felt  a  slight  shock  to  his  neck, 
but  did  not  make  any  further  complaint.  No  one 
was  huit. 


Conclusion. 

From  the  preceding  statements  it  appears  that  an  up  coal  train  from  Neath,  con- 
sisting of  an  engine  and  tender  and  31  trucks,  reached  the  G  signal-box,  placed  near 
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the  connexion  with  the  locomotive  sidings  on  the  Swindon  and  Gloucester  Branch 
Line,  about  7.62  a.m.,  and  stopped  there  for  the  purpose  of  putting  part  of  its  load 
into  the  siding  off  the  branch  down  line ;  and  the  signalman  on  duty,  at  once  opened 
the  points  of  the  through-crossing  line,  for  this  coal  train  to  be  shimted  back  from 
the  up  line,  across  the  down  line,  into  the  siding  lying  west  of  the  down  line,  and 
signalled  to  the  driver  to  set  back,  and  the  driver  of  the  train  proceeded  to  back  his 
train  along  the  through-crossing  line,  but  was  prevented  from  getting  his  engine  clear 
of  the  down  line  from  the  siding  being  partly  occupied  by  trucks,  so  that  there  was 
not  room  enough  to  admit  the  whole  of  this  coal  train  in  the  siding,  and  the  engine  of 
the  coal  train  stood  foul  of  the  branch  down  line. 

As  the  points  and  signals  in  the  G  signal-box  are  properly  interlocked  with  each 
other,  the  signalman  could  not  open  the  points  of  the  through-crossing  line  unless  the 
down  distant  and  down  home  signals  both  stood  at  "  danger  **  against  any  up  or  down 
train. 

The  Company's  rule  No.  10,  to  which  I  have  already  referred,  forbids  the  line 
being  fouled  after  the  "  Line  clear  **  had  been  returned  to  the  station  in  the  rear 
(E  signal-box)  until  the  "  Line  blocked  "  signal  has  been  sent  to  the  station  in  the 
rear  (E  signal-box)  and  returned ;  but  the  signalman  on  duty  (Stephens)  had  not 
understood  the  rule,  and  had  been  working  under  the  supposition  that  the  through 
crossing  was  protected  by  the  down  distant  and  home  signals ;  and  thus  the  primary  cause 
which  led  to  the  collision  was  the  mistake  made  by  the  signalman  on  duty  in  the 
G  signal-box,  in  having  failed  to  give  the  "  Line  blocked ''  signal  back  to  the  signal- 
man in  E  box  before  he  opened  the  points  of  the  through-crossing  road,  and  sigiwdled 
the  driver  of  the  coal  train  to  set  back  his  train  for  the  purpose  of  placing  it  in  the 
sidings. 

Notwithstanding  this  mistake  in  the  working  of  the  block  system,  there  need  not 
have  been,  and  there  probably  would  not  have  been  any  collision  between  the 
passenger  train  and  the  coal  train  if  the  driver  or  fireman  of  the  passenger  train  had 
either  of  them  been  keeping  a  proper  look-out  ahead,  as  the  passenger  train  ran  past 
the  down  distant  and  down  home  signals,  both  of  which  had  been  standing  at "  danger," 
and  came  into  collision,  engine  to  engine,  84  yards  north  or  inside  of  the  down 
home  signal,  at  a  speed  variously  estimated  at  from  10  to  20  miles  an  hour. 

The  engine-driver  of  the  passenger  train  admitted  that  he  had  not  observed  the 
down  distent  signal  stending  at  "  danger  "  against  him  nor  the  down  home-signal  until 
he  was  about  midway  between  the  down  distent  and  home  signals,  which  are  304 
yards  apart. 

The  collision  would  also,  in  all  probability,  have  been  avoided  if  the  passenger  train 
had  been  fitted  throughout  with  continuous  breaks  placed  under  the  control  of  the 
engine-driver. 

The  driver  of  the  passenger  train  enffine,  W.  Ball,  had  been  an  engine-driver 
26  years,  and  he  steted  that  this  was  the  nrst  mishap  he  had  ever  had.  He  is  said 
to  be  a  very  good  man,  and  would  have  been  entitled  to  a  premium  of  101.  next 
month  for  good  conduct.  He  has  been  punished  besides  by  a  fine  of  2Z.,  and  the 
fireman  of  the  same  engine  was  fined  IZ.,  both  being  suspended  from  duty  from  the 
9th  to  the  15th  May.    The  signalman  Stephens  was  fined  5s. 

I  have,  &c., 

The  Secretary,  W.  Tollaj^d, 

(Railway  Department,)  Board  of  Trade.  Colonel. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  17th  June. 


GREAT  WESTERN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
13,  Downing  Street,  Whitehall,  London,  S.W., 
Sir,  3rd  Jmie  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  21st  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  that  occurred  on 
Sunday  the  18th  May,  between  a  passenger  train  and  a  pilot  engine,  which  was 
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following  the  passenger  train,  at  Somerton  station,  on  the  Oxford  and  Birmingham 
Section  of  the  Great  Western  Railway. 

It  is  stated  that  no  persons  were  hurt. 

A  carriage  truck  and  an  empty  saloon  carriage  which  were  at  the  tail  end  of  the 
passenger  train  were  slightly  damaged,  and  the  leading  buffer-castings  of  the  pilot 
engine  were  broken. 

Description. 

The  Company  were  engaged  on  the  day  in  question  in  relaying  portions  of  the 
down  line  between  Heyford  and  Aynho  stations,  which  are  about  five  miles  apart, 
with  an  intermediate  station,  Somerton,  2f  miles  from  Heyford ;  and  in  consequence 
of  this  relaying,  all  the  traffic,  up  and  down,  was  worked  over  the  up  line  between 
Heyford  and  Aynho  as  a  single  line,  under  the  regulations  laid  down  by  the  Company 
of  providing  a  pilot-man,  and  a  pilot  engine  to  convey  this  pilot-man  from  one  end 
of  the  single  line  to  the  other  when  required. 

Down  trains  on  reaching  Heyford  station  were  backed  across  to  the  up  line,  and 
then  proceeded  on  the  wrong  road  (the  up  line)  to  Aynho.  There  are  sidings  at 
Somerton  station  off  the  up  line  which  are  connected  with  it  by  a  pair  of  trailing 
points,  but  these  become  facing  points  to  a  down  train  travelling  on  the  up  line, 
and  in  consequence  the  Somerton  down  distant  and  home  signals  were  both  kept 
at  "  danger  **  to  induce  the  drivers  of  trains  to  slacken  speed  in  approaching  the 
station,  and  these  down  trains  were  signalled  past  by  a  green  flag  by  day  and  not 
by  taking  off  the  signals.  The  traffic  is  not  yet  worked  on  the  absolute  block  system, 
but  orders  have  been  given  for  its  introduction  over  this  portion  of  line. 

There  is  a  level  crossing  of  a  public  road  called  Somerton  level  crossing,  which  is 
about  820  yards  south  from  the  Somerton  station  down  distant-signal,  and  the  latter 
is  490  yards  south  from  the  down  home-signal.  The  passenger  train  in  front,  after 
passing  Somerton  level  crossing,  could  be  seen  from  the  pilot  engine  when  the  latter 
was  passing  the  down  distant-signal,  while  the  engine  of  the  passenger  train  was 
standing  or  passing  opposite  to  the  down  home-signal. 

Mndence. 


Jioberi  Parish^  engine-driver  nearly  21  years,  and 
30  years  altogether  in  the  service  of  the  Great 
Western  Railway  Company,  states: — ^I  was  driving 
the  11.47  a.ni.  down  passenger  train  firom  Oxford  to 
Birmingham  on  Sunday  the  18th  instant.  My  train 
consist^  of  a  tender  engine,  six  carriages,  two  break- 
vans,  and  a  carriage  truck  with  two  guards ;  there 
were  three  vehicles  (empties)  behind  the  last  break- 
van.  We  left  Oxford  about  nve  minutes  late,  and  we 
stopped  at  all  stations,  and  when  we  reached  Heyford 
station  we  crossed  from  the  down  to  the  up  line,  and 
proceeded  on  the  wrong  road,  the  up  road,  in  con- 
sequence of  some  portions  of  the  down  road  between 
Heyford  and  Aynho  being  relaid.  We  got  orders  to 
travel  on  the  up  road  from  the  pilot-man.  Passenger 
.  trains  do  not  usually  stop  at  Somerton  station  on 
Sundays,  but  as  we  approached  Somerton  station  I 
found  both  the  down  distant  and  down  home  signals 
on  at  '^  danger  *'  against  me.  It  was  a  fine  morning 
and  clear,  with  sunshine;  and  the  distant  or  back 
signal  was  visible  for  a  long  distance,  I  slackened 
s^ed  so  that  I  could  pull  up  at  the  home-signal,  but 
we  did  not  quite  stop  at  it,  as  we  received  a  signal 
from  the  station-master  to  come  forward,  and  we  were 
running  about  two  miles  an  hour  when  the  pilot 
engine  ran  into  us.  I  sounded  the  whistle  as  soon  as 
I  came  in  sight  of  the  signal,  and  when  I  saw  that  the 
home-signal  was  not  turned  off  I  blew  the  break 
whistle.  My  engine  was  just  level  with  the  home- 
signal  when  the  pilot  engine  overtook  and  ran  into  us. 
T^e  carriage  truck  and  an  empty  saloon  carriage  were 
slightly  damaged,  but  they  were  not  thrown  off  the 
rails  ;  but  the  carriage  truck  being  light,  was  forced 
under  the  saloon  carriage,  and  the  bufi^rs  were  inter- 
locked. These  two  vehicles  were  uncoupled  and  left 
behind  at  Somerton  station,  and  we  proceeded  at  once. 
This  occurred  about  12.30  p.m.  The  guard  made 
inquiries  at  Bahborj^i  but  could  not  learn  that  any 


passengers  were  hurt.    I  did  not  feel  any  blow  or 
shock  from  the  collision. 

Thomas  Derrick^  sub-inspector  of  traffic,  18  years 
in  the  service  of  the  Great  Western  Railway  Company, 
states:  On  the  18th  instant  I  was  acting  as  pilot- 
man  for  the  working  of  the  up  and  down  traffic  all 
on  the  up  road  as  a  single  line  between  Heyford  and 
Aynho,  in  consequence  of  portions  of  the  down  line 
b^ng  in  the  act  of  relaying,  and  I  had  a  pilot  tank 
engine  No.  1020  waiting  at  Heyford  station  when  the 
11.47  a.m.  down  passenger  train  reached  that  station. 
I  gave  orders  for  the  passenger  train  to  be  crossed  to 
the  up  line,  and  for  it  to  proceed  towards  Aynho  on 
that  line,  and  I  followed  that  train  with  the  pilot 
engine,  leaving  Heyford  about  two  minutes  after  the 
passenger  train.  I  was  riding  on  the  centre  of  the 
foot-plate  of  the  pilot  engine,  which  was  running  with 
the  chimney  in  front.  I  was  not  keeping  a  look-out 
ahead.  When  we  had  got  about  a  mile  this  side  of 
Hevford  I  saw  the  passenger  train  about  half  a  mile 
in  front,  and  I  did  not  see  it  again  until  the  collision 
occurred.  I  heard  no  whistle  from  the  passenger 
train  engine.  The  driver  was  on  my  right  hand  and 
the  fireman  on  my  left.  Shortly  after  passing  the 
Somerton  level  crossing  the  engine-driver  sung  out, 
^Wo,''  and  I  being  nearer  to  the  break  than  the 
fireman,  jumped  at  once  to  the  break,  and  the  fireman 
followed.  I  think  we  were  running  about  seven  or 
eight  miles  an  hour  when  we  passed  the  Somerton 
level  crossing.  I  could  have  got  off  very  easily  then, 
and  when  the  driver  called  out  "  Wo  *'  we  were  going 
much  slower.  The  steam  was  off  when  we  passed 
the  Sdmerton  level  crossing,  and  it  was  not  put  on 
again  before  the  collision  took  place.  The  rails  were 
slippery,  as  it  had  been  raining  in  the  morning,  but 
it  was  not  raining  then ;  it  was  clear.  I  think  I  had 
just  got  the  engine  br^  oui  10  or  30  yards  before 
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we  reached  the  tail  of  the  train.  The  driver  did  not 
whistle,  but  he  reversed  his  engine  just  before  we 
came  to  the  tail  of  the  train.  I  think  we  were  run- 
ning about  four  miles  an  hoar  when  the  collision  took 
place.  The  signals  were  at  "  danger  '* ;  they  had  been 
at "  danger  "  all  the  morning,  and  had  not  been  taken  off 
at  all.  With  the  pilot  engine  I  had  passed  once  that 
morning  in  the  same  direction,  going  towards  Aynho 
about  half-past  8  o'clock,  and  on  that  occasion  we  were 
signalled  past  Somerton  station  by  the  station-master 
with  a  green  flag.  This  working  on  the  up  line  had 
not  been  going  on  on  the  previoa**  day.  I  did  not 
see  that  we  were  approaching  the  tail  of  the  passenger 
train.  I  was  looking  at  the  men  at  work  on  the  down 
line.  I  gave  instructions  for  the  Somerton  station  sig- 
nals to  be  kept  at  "  danger  "  as  the  points  leading  into 
the  siding  off  the  up  line  became  facing-points  to  a  train 
travelling  on  the  wrong  road.  I  do  not  think  I  told 
the  driver  of  the  pilot  engine  that  I  had  directed  the 
down  signals  to  be  kept  at "  danger,"  but  he  was  aware 
of  it. 

Joseph  Newport^  engine-driver  between  two  and 
three  years,  and  about  14  years  altogether  in  the 
service  of  the  Great  Western  Railway  Company,  states  : 
I  was  driving  the  pilot  engine  No.  1020  on  the 
morning  of  the  I8th  instant,  and  was  at  Heyford 
station  when  the  11.47  a.m.  down  passenger  train 
arrived  from  Oxford,  and  saw  it  cross^  over  from  the 
down  to  the  up  road  and  proceed  onwards  towards 
Aynho  ;  this  was  the  second  trip  that  morning.  We 
left  Heyford  station  between  two  and  three  minutes 
after  the  passenger  train,  and  when  I  passed  Somerton 
level  crossing  the  passenger  train  was  about  a  quarter 
of  a  mile  ahead.  I  think  we  were  running  about 
seven  or]  eight  miles  an  hour  when  we  pa^ed  the 
level  crossing,  and  I  could  see  the  Somerton  down 
distant-signal  and  the  tail  of  the  passenger  train  when 
I  passed  the  level  crossing ;  the  signal  was  at  '^danger." 
I  was  working  under  the  instructions  of  Inspector 
Derrick  to  follow  the  passenger  train  as  quick  as 
possible,  so  as  to  avoid  delay  to  up  trains ;  and  from 
Somerton  level  crossing  I  missed  the  sight  of  the  train  ; 
I  could  not  see  it  in  consequence  of  a  curve  in  the 
line.  The  steam  was  off  as  I  passed  the  level  crossing, 
and  it  was  not  put  on  again  until  I  reversed  the 
engine.  I  could  not  see  the  tail  of  the  train  when  I 
passed  the  distant-signal,  and  I  was  about  400  or  500 
yards  ftom  it  when  I  next  saw  the  tail  of  the  train  ; 


to  the  best  of  my  knowledge  I  had  not  reduced  the 
speed  much  when  I  next  saw  the  tail  of  the  train,  as  I 
did  not  think  it  was  stationary ;  and  when  I  found 
that  it  was  stationary  I  reversed  the  engine,  and  the 
wheel  was  picked  up  by  applying  the  steam  the  reverse 
way.  There  was  a  break  on  the  engine,  but  the 
reversal  of  the  engine  was  a  quicker  process.  We 
were  running  between  two  and  four  miles  an  hour 
when  the  collision  took  place.  The  buffer-castings  of 
my  engine  were  broken,  but  the  engine  was  not 
thrown  off  the  rails.  The  home-signal  was  at "  danger," 
and  I  paw  it  about  the  same  time  as  I  saw  the  tail  of 
the  train.  I  was  not  more  than  30  or  40  yards  from 
the  tail  of  the  train  when  I  thought  it  was  stationary, 
and  then  I  reversed  the  engine  and  applied  the  steam. 
I  was  aware  that  an  up  train  would  be  waiting  for  us 
at  Aynho. 

Edward  Mermen,  station-master  at  Somerton,  states  : 
I  was  on  duty  at  the  station  on  the  morning  of  the 
18th  instant.  I  passed  the  down  Reading  goods  ti'ain 
on  the  single  line  working,  at  6.34.  The  down  signals 
were  both  at  **danger."  I  signalled  it  forward  by  a 
green  flag.  The  next  down  train  was  a  "  special,"  of 
empty  waggons  ;  it  passed  at  7.55  ;  the  signals  stood 
at  **  danger,"  and  I  signalled  it  past  by  a  green  flag. 
The  pilot  engine  did  not  follow  either  of  those  trains  ; 
it  was  standing  at  Heyford.  The  next  was  a  passenger 
train  from  Oxford,  which  passed  at  9.47  a.m. ;  the 
signals  were  on  at  "danger,"  and  it  was  signalled 
forward  by  green  flag.  The  pilot  engine  did  not 
accompany  it.  The  next  was  a  down  goods  train,  which 
passed  at  9.55 ;  the  signals  were  at  "  danger," 
signalled  forward  by  green  flag,  and  the  pilot  engiife 
followed  it.  The  pilot  engine  returned  to  Heyford  at 
11.15.  The  next  down  train  was  a  down  goods  train 
which  passed  at  1 1 .25 ;  the  signals  were  at  "  danger." 
I  signalled  it  forward  bjr  green  flag,  but  it  waw  not 
followed  by  the  pilot  engine.  The  next  down  train  was 
a  passenger  train  at  12.34.  The  signals  were  at 
"  danger,"  and  it  was  signalled' forward  with  a  groeii 
flag;  the  pilot  engine  followed,  and  the  collision 
occurred.  There  was  no  difference  in  the  signalling 
of  those  trains,  and  the  only  difference  was  that  the 
driver  of  this  train,  which  was  run  into  by  the  pilot 
engine,  had  pulled  up  at  the  home-signal  and  had  just 
stopped ;  in  the  other  cases  the  drivers  had  observed 
my  green  flag,  and  had  run  quietly  past  the  station. 


Concltmon. 

The  Company's  regulation  for  working  one  of  the  lines  as  a  single  liae,  in  con- 
sequence of  the  other  being  blocked  from  an  accident  or  other  cause,  such  as  the 
relaying  of  a  portion  of  the  line  between  two  stations,  is  as  follows  : 

**  A  competent  person  must  be  appointed  as  pilot-man  who  must  wear  a  distinctive 
"  badge,  which,  until  the  regular  badge  can  be  obtained,  must  be  a  red  flag  tied 
"  round  his  left  arm ;  and  no  engine  must  enter  upon  any  portion  of  the  single  line 
"  without  the  pilot-man  being  present  and  riding  upon  the  said  engine,  unless  two  or 
"  more  trains  are  required  to  follow  in  the  same  direction,  in  which  case  the  piJot- 
"  man  must  order  all  trains  to  proceed  except  the  last,  upon  the  engine  of  which  ho 
**  must  ride.  If  a  special  engine  is  supplied  for  the  use  of  the  pilot-man  he  must 
*'  personally  start  the  whole  of  the  trains,  and  must  follow  or  accompany  the  last 
"  train  on  the  engine  provided  for  his  use." 

Now,  from  the  preceding  statements  it  will  b<5  seen  that  the  11.47  a.m.  down 
passenger  train  from  Oxford  to  Birmingham,  on  the  9th  May,  was  stopped  at  Heyford 
station,  was  backed  across  to  the  up  line,  and  then  proceeded  on  the  wrong  line 
towards  Aynho,  and  was  followed  at  an  interval  of  two  or  three  minutes  by  the 
pilot  engine  carrying  the  pilot-man  from  Heyford  so  that  he  might  be  on  the  spot 
to  allow  of  an  up  train,  due  at  Aynho  at  12.26  p.m.,  to  proceed  on  the  up  line  to 
Oxford  as  soon  as  he  reached  Aynho. 

Intermediate  between  Heyford  and  Avnho  is  Somerton  station,  where  there  are 
sidings  off  the  up  line,  and  connected  with  it  by  trailing-points ;  and  as  these  points 
become  facing-points  to  a  down  train  travelling  on  the  wrong  road,  these  signals  were 
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properly  kept  at  "  danger,"  so  as  to  cause  the  train  to  travel  slowly  past  the  facing- 
points,  after  being  signalled  to  do  so.  This  passenger  train  either  actually  stopped 
or  nearly  stopped, — ^the  evidence  differs  on  this  point,—  at  the  Somerton  down  home- 
signal,  and  through  the  extreme  carelessness  of  the  engine-driver  of  the  pilot  engine 
in  not  keeping  a  better  look-out  and  maintaining  a  sufficient  distance  between  the 
lai^t  vehicle  in  the  passenger  train  and  his  engine,  and  not  having  the  latter  under 
proper  control,  he  ran  into  the  rear  of  the  passenger  train  in  broad  daylight  and  on 
a  clear  day,  and  damaged  two  of  the  vehicles  belonging  to  it. 

The  rule  which  I  have  re<3ited  permits  the  pilot-man  **  to  follow  or  accompcmy  "  the 
last  train  on  the  engine  provided  for  his  use.  This  rule  should  be  altered,  so  that 
when  the  pilot  engine  is  required  to  travel  over  the  single  line  for  the  purpose  of 
bringing  back  the  pilot-man,  it  should  in  all  cases  be  placed  in  front  of  and  be 
coupled  on  to  the  engine  drawing  the  train. 

Collisions  of  this  kind  are  not  unfrequent,  and  they  are  the  natural  result  of  an 
objectionable  and  dangerous  mode  of  working,  for  which  there  is  no  excuse. 

I  have,  &c.. 

The  Secretary,  W.  Tolland, 

(Kailway  Department,)  Board  of  Trade.  Colonel. 

Printed  copies  of  the  above  report  were  sent  to  the  Compaoy  on  the  17th  June. 


GREAT  WESTERN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  3rd  July  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in  com- 
pliance  witli  thr*  instructions  contained  in  the  Order  of  the  6th  ultimo,  the  result  of 
my  inquiry  into  tlie  circumstances  connected  with  the  collision  which  occurred  on 
the  31st  May,  between  a  passenger  train  and  some  tracks  standing  in  a  siding  at 
the  eastern  end  of  the  Southall  station,  on  the  Great  Western  Railway. 

Three  passengers  stated  at  the  time  of  the  collision  that  they  were  injured,  and  four 
others  have  subsequently  complained  that  they  were  either  shaken  or  hurt. 

Two  empty  gunpowder  trucks  were  demolished,  and  the  leading  wheels  of  tlie  pas- 
senger train  engine  were  thrown  off  the  rails,  one  of  its  buffers  was  knocked  off,  a  life 
guard  was  broken,  and  the  smoke-box  of  the  engine  was  knocked  in. 

Descin/ption. 

There  arc  four  lines  of  way  at  this  part  of  the  Great  Western  Railway.  The 
two  southern  lines  constitute  the  down  and  up  lines  for  the  fast  passenger  traflGlc,  and 
tlie  two  northern  lines  the  down  and  up  lines  for  the  slow  passenger  and  goods  traigp  ; 
and  it  frequently  happens  that  passenger  trains  travelling  on' the  up  fast  line,  on 
arriving  at  certain  stations,  are  shunted  from  the  up  fast  line  to  the  down  slow  line  to 
admit  of  an  express  or  fast  up  train  to  run  by,  and  then  the  train  which  has  been 
shunted  is  sometimes  allowed  to  resiune  its  journey  on  the  up  fast  line  by  which  it 
had  reached  the  station,  and  at  other  times,  dependent  on  the  nature  and  the  pressure 
of  the  traffic  on  the  up  fast  line,  it  is  directed  to  proceed  on  its  journey  on  the  up 
slow  linc- 

Southall  is  one  of  these  stations  where  changes  of  this  kind  are  made,  as  cross-over 
roads  have  been  laid  in  at  the  eastern  and  western  ends  of  the  station,  so  that  an  up 
train  can  be  shunted  from  the  up  fast  to  the  down  slow  line  at  either  end  of  the 
station.  The  middle  platform  at  Southall  station  is  situated  between  the  up  fast  and 
the  down  slow  line.  There  is  also  a  cross-over  road  between  the  down  and  up  slow 
lines,  and  means  are  provided  by  which  a  train  travelling  or  standing  on  the  down 
slow  line  alongside  the  middle  platform  can  be  shunted  across  the  up  slow  line  into 
the  siding  or  to  the  goods  shed  that  lies  north  of  the  up  slow  line  and  siding,  by  what 
is  called  a  compound  or  pair  of  slip  points  on  this  cross-over  road.  One  lever  in  the 
signal-box  opens  or  shuts  the  points  of  the  cross-over  road,  in  this  instance.  No.  13, 
so  that  when  tliis  lever  is  moved  from  its  normal  position  the  points  lie  right  for  a 
train  to  cross  from  the  down  slow  to  the  up  slow  line,  and  if  a  train  is  required  to 
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pass  from  ihe  down  slow  to  tlje  sidings  or  goods  shed  north  of  the  up  slow  line,  a 
second  lever,  No.  14,  has  to  be  moved,  which  makes  the  line  right  for  the  train  to 
cross  the  up  slow  line  and  to  run  on  to  the  sidings  or  into  the  goods  shed  beyond 
them. 

When  lever  No.  13  has  been  set  for  a  train  to  cross,  it  is  not  possible,  from  the 
interlocking  of  the  points  and  signals,  to  take  off  the  up  starting-signal  at  the  eastern 
end  of  the  station  for  an  up  train  to  leave  by  way  of  the  up  slow  line,  so  that  when  a 
train  has  been  thus  shunted  at  the  eastern  end  of  the  station  from  the  up  fast  to  the 
down  slow  line,  and  is  intended  to  travel  on  the  up  slow  line,  it  is  signalled  to  cross 
by  hand-signal,  flag  by  day,  and  hand-lamp  at  night. 

At  the  western  end  of  Southall  station  a  signal  is  lowered  for  a  train  to  cross  from 
the  down  slow  to  the  up  slow  line,  and  thence  proceed  on  its  way  towards  London^ 
and  no  hand-signal  is  required  at  the  western  end  of  the  station  to  authorise  this 
operation. 


Evidence. 


William  Readings^  engine-driver  14  years  in  the 
service   of   the   Great   Western  Railway,   states:    I 
was  driving  the  special  part  of  the  3.30  up  passenger 
train  from  Bristol,  running  on  the  narrow  guage  line, 
on  the  day  in   question.     It   consisted    of  a  tender 
engine,  six  carriages,  and  two  break-vans,  with  two 
guards,  one  in  front,  and  the  otjier  at  the  rear  of  the 
•  train.     It  left  Swindon  at  5.35  p.m.,  and  all  went 
right  until  we  got  to  Southall  at  9.16  p.m.    This  train 
was  working  as  a  relief  train.     We  were  running  on 
the  up  fast  line,  and  on  reaching  Southall  I  was  told 
by  the  signalman  to  shunt  to  the  slow  line.     I  asked 
the  signalman  whei*e  I  was  to  shunt,  at  the  eastern 
or  western  end  of  the  station,  and  he  told  me  to  shunt 
up    through  the  (over)  foot-bridge.  .1  drew   ahead 
to  get  over  the  points  of  the  cross-over  road  from  the 
up  fast  to  the  down  slow  line,  and  then  set  back  and 
stopped  alongside  of  the  platform.     I  received  a  "  right 
away"  signal  from  the  under-guard  at  the  front  of  the 
train,  who  received  it  from  the  guard  at  the  rear  of  the 
train  by  a  green  light  from  a  hand-lamp,  and  I  also 
received  a  word  of  mouth  signal  from  the  signalman  of 
the  east  signal-box,  who  was  on  the  platform  at  the  time, 
standing  near    the  engine.    Just    at  that    moment 
there  was  a  conversation  between  the  two  guards  of 
my  train  respecting  the  tail  lights  of  my  train,  and 
the  front  guard  gave  me  a  red  light  before  I  had 
moved    the  train ;    and    when    they    had    arranged 
for  the  proper  tail  b'ght  on  the  train,  when  running 
on    the   up  slow  line    instead    of  on   the  up    fast 
line,  by  changing  the  light  from  red  to  green,  I  was 
shown  a  green  light  to  proceed.     I  started  at  once, 
and  the  signalman  was  still  there  when  I  started.     I 
did  not  find  out  that  anything  was  wrong  until  I 
struck  the  tiuck,  when  I  might  be  running  about  20 
miles  an  hour.     I  was  running  at  the  time  with  the 
steam  on.     The  leading  wheels  of  my  engine  (a  six- 
wheeled  single  engine)  were  thrown  oCE  the  -rails,  but 
nothing  else  in  my  train  was  thrown  off  the  rails; 
one  of  the  buffers  of  my  engine  was  knocked  off,  one 
life-guard  was  broken,  the  smoke-box  was  knocked 
in,    but  none   ot    the  carriages   in  my  train    were 
damaged.     There  were  about  13  loaded  trucks  of  coal 
and  two  empty  gunpowder   trucks,  into  which  my 
engine  ran,  standing  on  the  siding  on  which  I  was 
running    when    the   collision    occurred ;   the    empty 
gunpowder  trucks    were  separated    from   but  stood 
dose    to    the   coal    trucks ;  the     empty   gunpowder 
trucks    were    demoli^ed.    I   found     that     instead 
of  having   been  turned,  as  I  should  have  been,  on 
to  the   up  slow   road,  I   was  permitted  to  continue 
running  on  the  through  crossing  line  from  the  down 
slow  to  the  sidings  and  goods  shed  until  my  engine 
reached  the  siding,  and  I  was  not  aware  until  the 
collision  occurred  that  I  was  running  on  the  wrong 
line.     Neither  I  nor  my  mate  were  injured.     It  was 
clear  at  the  time.     I  was  looking  out  for  the  advanced 
signal,   which  was  showing  a  white  light.     L  have 
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been  crossed  over  from  the  up  fast  to  the  up  slow 
line  at  the  same  place  once  before, — about  10  months 
since. 

Herbert  PitsoUy  signalman  nearly   six  years,  and 
eight  months  in  the  Southall  east  signUl-box,  says : 
I   was  the    signalman    on   duty   at  the  east  cabin, 
Southall.     The  first  part  of  the  3.30  p.m.  train  from 
Bristol   (which  was  a  narrow  gauge  train)  was  called 
at  9.11,  and  arrived  at  9.17  p.m.  on  the  up  fast  line. 
I  sent  Bennett,  the  assistant  locking-gear  man,  who 
was  then  in  the  cabin,   to  see  Mr.  Hill,  the  station^ 
master,  and  to  ask  him  what  I  was  to  do  with  the 
train.  Bennett  came  back  and  said  I  was  to  shunt   it 
on  to  the  slow  line  for  the  second  part  of  the  6.0  p.m. 
train  from  Oxford  to  pass.     I  then  told  the  engine- 
man  of  N.6.  engine.  No.  1124,  to  go  ahead  over  the 
points,  telling  him  about  the  distance  he  should  have 
to  go ;  and  when  the  train  was  over  the  fast  main  line 
points  I  pulled  thejpoints  over  and  signalled  to  the 
engineman  to  come  back.  I  was  in  the  signal-box  at 
this  time.     When  the  train   had  got   back   over   the 
dowil  slow  line  points,  I  pulled  them  over ;  and  at  the 
time  hearing  something  said  about  no  green  lamps  by 
Mr.  Hill,  and  as  the  second  part  of  the  3.30  p.m. 
train  from  Bristol   was   running  close   behind    the 
second  part  of  the  6.0  p  jn.  train  from   Oxford  (which 
was  then  called  up),  I  went  out  of  my  cabin  for  the 
purpose  of  speaking  to  Mr.  Hill  about  the  second  part 
of  the  3.30  p.m.  train  from  Bristol  being  close  behind 
the  Oxford  train,  and  to  a^^k  about  the  train  I  had 
shunted  going  vi4   the   fast   line,  and   Bennett,   the 
locking-gear  man,  told  me  that  Mi*.  Hill  had  said  the 
train  was  to  be  shunted  to  the  slow  line.     He  also  said, 
"  You  have  not  got  the  cross-over  points  pulled  over ;" 
at  the  same  time  saying,  '*  Shall  I  pull  them  over  for 
you."     I   replied,  "  Yes,  pull  them  over."     1  saw  him 
pull  over  No.  13,  and  as  he  did  so  I  left  the  cabin, 
and  went  out  on  to  the  platform,  and  there  gave  the 
engineman  **  right  away  "  signal,  and  Bennett  pulled 
over  No.    14  after  I  had  left  the  cabin.     The  person 
Bennett  refers  to,  that  he  heard  me  speaking  to  out  of 
the  window,  was  Mr.  HDl,  the  station-master,  about  the 
green  lamps.     I  deny  that  Bennett  came  back    and 
said  Mr.  Hill's  instructions  were  to  shunt  the  train 
in  question  on  to  the  down  slow  line,  and  let  it  follow 
away  the  6.0  p.m.  ex.  Oxford  train  on  fast  line.     I 
distinctly  understood  that  I  was  to  shunt  the  train 
for  the  purpose  of  letting  it  go  up  the  slow  line,  and 
my  only  reason  for  going  out  of  my  cabin  was  because 
I  heard  something  said  about  there   not  being  any 
green  lamps.     Had  it  not  been  for  that,  I  should  have 
attended  to  the  working  of  the  points  myself.     I  was 
•  authorised  to  leave  my  cabin  to  go  to  any  place  where  I 
could  hear  my  bells ;  and  I  went  from  the  cabin  that 
I  might  tell  the  driver  of  the  3.30  p.m.  train  that  he 
might  leave,  as  the  starting-signal  was  on  against  him  ; 
that  up  starting-signal  could  not  be  taken  off  when 
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the  points  of  the  through  crossing  road  were  open.  I 
was  not  authorised  to  tell  Bonnett  to  pull  over  the 
points  in  my  signal-box. 

Frederick  Bonnett  says :  I  am  assistant  locking- 
gear  man  at  Southall.  On  Saturday,  May  Slst,  1879, 
I  received  instructions  from  Mr.  Hill,  station-master, 
to  be  on  duty  during  the  evening  in  case  of  accident 
or  failure  of  signals.  I  was  in  the  east  signal-cabin 
when  the  first  part  of  the  3.30  p.m.  train  from  Bristol 
was  signalled  up  at  abcut,  I  should  think,  9.20  p.m., 
and  the  train  jirrived  and  stopped  on  the  up  main  fast 
line  at  the  platform.  The  signalman  **  Pitson  "  asked 
me  to  go  to  the  station-master  and  inquire  of  him 
what  he  was  to  do  with  the  train,  as  a  fast  train  was 
called  up.  I  went  and  saw  the  station-master,  who 
instructed  me  to  go  back  and  tell  the  signalman  to 
shunt  it  to  the  down  slow  line  until  the  fast  train  had 
passed,  and  then  to  let  it  follow  up  the  fast  line.  I 
returned  to  the  signal-cabin  and  delivered  the  message 
to  the  signalman,  and  after  the  fast  train  had  passed, 
signalman  Pitson  was  standing  at  the  cabin  window, 
speaking  to  some  one  on  the  platform.  When  he 
turned  round  and  asked  me  to  pull  over  the  points, 
but  did  not  say  what  points,  I  expected  he  meant 
the  slow  line  cross-over  points.  He  then  went  out  of 
the  cabin  and  gave  the  engineman  "  right  away " 
without  any  green  lights  being  put  on  the  train.  As  the 
Brentford  engine  was  whistling,  and  a  train  was  called 
down  on  slow  line,  I  was  much  confused  and  did  not 
know  what  I  was  doing.  I  shifted  the  points  moved 
by  levers  13  and  14. 


Henry  Hilly  station-master  at  Southall  about  six 
months,  states :  I  was  on  duty  on  the  31st  May.  The 
first  part  of  the  stopping  train  from  Bristol  arrived — ^I 
forget  the  exact  time— after  9  o'clock,  and  the  6.0  p.m. 
up  fast  train,  which  is  not  appointed  to  stop  at  Southall, 
had  been  telegraphed  forward,  and  was  called  up  after 
the  Bristol  train  had  arrived,  tmvelling  also  on  the  up 
fast  line.  I  gave  instructions  to  signalman  Pitson  to 
shunt  the  Bristol  train  on  to  the  down  slow  line,  and 
then  for  it  to  follow  the  6.0  up  Oxford  train  on  the  up 
fast  line.  I  did  not  give  those  instructions  personally 
to  the  signalman,  but  I  think  I  told  Bonnett.  I  believe 
it  was  Bonnett  who  came  with  a  message.  Ou  finding 
that  the  second  part  of  the  Bristol  train  was  close 
behind,  I  called  out  to  Pitson,  who  was  then  in  the 
signal-box  and  I  Was  on  the  cast  end  of  the  middle 
platform,  to  send  the  first  part  of  the  Bristol  train  up 
the  slow  line.  He  was  in  his  box  at  that  time.  As 
soon  as  I  had  told  him  this  he  signalled  to  me  that  he 
understood  what  he  was  to  do.  The  Bristol  train  had 
by  this  time  been  shunted  on  to  the  down  slow  line 
and  was  standing  there.  I  then  went  back  along  the 
platform  to  see  that  the  passengers  were  in  the  train, 
and  told  the  guards  that  they  were  to  start  away  as 
soon  as  they  got  the  signal  from  the  box.  That 
signal  should  have  been  given  by  a  hand-lamp  showing 
a  white  light.  That  is  the  practice  which  has  been 
adopted.  They  cannot  pull  oflf*  the  starting-signal 
when  the  points  are  open  for  the  through  crossing, 
road.  There  was  no  necessity  for  the  signalman  to 
have  left  his  box  for  the  purpose  of  starting  the  train. 


Conclusion. 

From  tlie  preceding  statements  it  appears  that  the  first  or  South  Wales  portion  of 
the  3.30  p.m.  up  passenger  train  from  Bristol  was  sent  forward  as  a  special  train.  It 
consisted  of  an  engine  and  tender,  six  carriages,  and  two  hreak-vans,  and  it  reached 
Southall  station  all  right,  ahout  9.16  p.m.,  having  travelled  on  the  up  fast  line.  The 
signalman  on  duty  in  the  signal-box  at  the  eastern  end  of  the  station  sent  Bonnett,  an 
assistant  locking-gear  man,  who  was  in  the  signal-box,  to  ask  the  station-master 
(Mr.  Hill)  what  he  was  to  do  with  this  train,  and  he  states  that  when  Bonnett  came 
back  from  Mr.  Hill  he  told  him  that  he  was  to  shunt  it  on  to  the  slow  line  for  the 
second  part  of  the  6.0  p.m.  train  from  Oxford  to  pass.  Bennett's  statement  diflFers 
from  that  of  the  signalman,  and  he  says  that  the  station-master  told  him  to  tell  the 
signalman  that  he  was  to  shunt  the  train  to  the  down  slow  line  until  the  fast  train 
had  passed,  and  then  to  let  it  follow  up  the  fast  train,  and  that  he  gave  that  message 
to  the  signalman;  and  the  station-master  confirms  this  man's  statement  as  to  the 
message  which  he  sent  to  the  signalman. 

The  3.30  p.m.  up  train  stopped  nearly  opposite  to  the  signal-box  at  the  eastern  end 
of  Southall  station  on  the  south  side  of  the  middle  platform,  and  when  it  had  stopped, 
the  signalman  told  the  driver  that  he  was  to  shunt  his  train  from  the  up  fast  to  the 
down  slow  line  by  the  cross-over  road  at  the  eastern  end  of  the  station,  in  order  that 
the  second  part  of  the  6.0  p.m.  up  passenger  train  from  Oxford,  which  is  not  appointed 
to  stop  at  Southall,  and  which  was  travelling  on  the  up  fast  line,  ^nd  had  been 
signalled  forward  to  Southall  station,  might  be  allowed  to  run  through  the  station 
without  being  stopped.  The  driver  of  the  3.30  p.m.  up  train  from  Bristol  did  as  he 
was  directed,  drew  ahead  over  the  points  of  the  cross-over  road,  and  then  backed  his 
train  along  it  until  he  had  placed  it  on  the  down  slow  line,  with  the  engine  at  the 
eastern  end  of  the  train,  clear  of  the  points  of  the  cross-over  and  through  crossing 
road  that  leads  to  the  up  slow  line  or  to  the  sidings  and  goods  shed  beyond  it,  and 
waited  for  further  orders. 

It  further  appears  that  after  the  driver  of  the  3.30  p.m.  up  train  from  Bristol  had 
received  a  signal  from  the  guard  at  the  front  of  the  train,  he  was  stopped,  before  he 
started,  by  the  exhibition  of  a  red  light. 

The  signalman  was  in  his  signal-box  when  he  gave  the  driver  instructions  to  shunt 
back  to  the  down  slow  line,  and  he  states  :  **  that  when  the  driver  had  placed  the  train 
"  on  the  down  slow  line,  on  hearing  something  said  about  no  green  lamps  by 
**  Mr.  Hill,  and  as  the  second  part  of  the  3.30  p.m.  train  from  Bristol  was  running 
"  close  behind  the  second  part  of  the  6.0  p.m.  train  from  Oxford  (which  was  then 
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called  up),  he  went  out  of  his  cabin  for  the  purpose  of  speaking  to  Mr.  Hill  about 
"  the  second  part  of  the  3.30  p.m.  train  from  Bristol  being  close  behind  the  Oxford 
"  train,  and  to  ask  about  the  train  he  had  shunted  (the  first  part  of  the  3.30  p.m. 
"  train)  going  vifi,  the  fast  line,  and  Bennett,  the  looking-gear  man,  said,  *  You  have 
"  *  not  got  the  cross-over  points  pulled  over  ;*  at  the  same  time  saying,  *  Shall  I  pull 
**  *  them  over  for  you ;'  he  replied,  *  Yes,  pull  them  over ';  that  he  saw  him  pull  over 
"  No.  13,  and  as  he  did  so  he  left  his  cabin  and  went  out  on  to  the  platform,  and 
"  then  gave  the  engineman  *  right  away  *  signal,  and  Bonnett  pulled  over  No.  14  after 
"  he  had  left  the  cabin.**  His  onlv  reason  for  going  out  of  the  cabin  was  **  because 
*'  he  heard  something  said  about  there  not  being  any  green  lamps."  He  also  informed 
me  **  that  he  was  authorised  to  leave  his  cabin  to  go  to  any  place  where  he  could  hear 
**  his  bells,  and  he  went  from  the  cabin  that  he  might  tell  the  driver  of  the  3.30  p.m. 
"  train  that  he  might  leave,  as  the  starting-signal  was  on  against  him ;"  but  he  admits 
"  that  he  was  not  authorised  to  tell  Bonnett  to  pull  over  the  points  in  his  signal-box." 

The  red  light  that  was  shown  to  and  prevented  the  driver  of  the  3.30  p.m.  up 
Bristol  train  from  leaving  the  station  was  given  to  enable  the  tail  lights  on  the  train 
to  be  changed  from  green  to  red,  as  a  distinction  is  properly  made  by  which  trains 
travelling  on  the  up  fast  line  carry  red  tail  lights,  while  those  on  the  up  slow  line 
exhibit  green  tail  lights. 

As  soon  as  this  change  was  made,  the  driver  again  received  a  hand-signal  and  was 
told  verbally  to  proceed,  and  he  left  the  north  side  of  the  middle  platform  by  the 
cross-over  and  through  crossing  road,  passed  across  the  up  slow  line  on  to  the  siding 
beyond  it,  without  being  aware  that  he  was  travelling  on  the  wrong  line,  and  he  was 
running  at  the  estimated  speed  of  20  miles  an  hour  when  he  ran  into  the  empty 
gunpowder  trucks,  which  were  standing  in  the  siding,  on  the  western  side  of  the 
loaded  coal  trucks.  The  collision  was  the  first  intimation  which  he  received  that  he 
was  not  running  on  the  proper  up  slow  line,  and  it  is  most  fortunate  that  under  such 
circumstances  more  passengers  were  not  very  seriously  injured.  The  collision  took 
place  about  248  yards  from  where  the  engine  started  to  cross  to  the  up  slow  line. 

The  collision  was  undoubtedly  caused  by  the  act  of  Bonnett,  the  locking-gear  man 
in  having  shifted  lever  No.  14  in  addition  to  No.  13,  which  would  have  set  the  cross- 
over road  right  for  the  up  slow  line.  But  the  signalman  on  duty,  Pitson,  is  the 
person  principally  to  blame  for  having  caused  this  collision,  in  having  left  his 
signal-box,  and  in  having  directed  Bonnett,  the  locking-gear  man,  to  move  the  lover 
of  the  cross-over  road,  which  he  should  himself  have  attended  to,  and  had  he  done  so 
it  is  probable  that  no  mistake  of  turning  the  train  on  to  the  wrong  road  would  have 
been  made. 

It  also  appears  to  me  that  Mr.  Hill,  the  station-master,  was  to  blame  for  not  having 
himself  gone  to  the  signal-box  to  tell  the  signalman  what  he  was  to  do  with  the  first 
part  of  the  3.30  p.m.  up  train  from  Bristol,  instead  of  sending  a  message  by  Bonnett, 
the  locking-gear  man. 

The  coUision  would  not  in  all  probability  have  occurred  if  there  had  been  a 
distinct  signal  placed  under  the  up  starting-signal,  and  locking  the  slip  points  right 
for  the  cross-over  road  when  this  signal  had  been  taken  off  for  an  up  train  to  leave 
the  down  slow  road  in  order  to  travel  on  the  up  slow  road.  It  is  not  usual  to  supply 
such  a  signal,  but  if  the  operation  of  transferring  an  up  train  from  the  up  fast  to  the 
up  slow  road  is  likely  to  occur  frequently  it  would  be  desirable  to  supply  this  signal. 

I  have,  &c.. 
The  Secretary,  W.  Yolland, 

(Railway  Department,)  Board  of  Trade.  Colonel. 

Printed  copies  of  the  above  report  were  sent  to  the  Companj  on  the  14th  July. 


LANCASHIRE  AND  TOKKSHIRE  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
SiE,  17th  June  1879. 

In  compliance  with  the  instructions  contained  in  the  Order  of  the  dth  instant, 
I  have  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  the  result 
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of  my  inquiry  into  the  circmnstances  attending  the  collision  which  occurred  on 
the  3rd  instant,  near  Towneley  station,  on  the  Burnley  branch  of  the  Lancashire  and 
Yorkshire  Railway. 

In  this  case,  the  7.15  p.m.  excursion  train  from  Windermere  to  Wakefield 
(consisting  of  engine  and  tender,  front  break-van,  one  second-class,  one  first-dass, 
nine  third-class,  one  first-class,  and  one  second-class  carriages,  and  rear  break-van) 
having  been  stopped  by  signal  at  Towneley  station,  was  standing  with  the  engine 
at  the  up  starting-signal,  and  the  tail  of  the  train  about  25  yards  outside  the  up  home- 
signal,  when  it  was  run  into  from  behind,  at  1,42  a.m.,  by  the  Burnley  branch  pilot 
engine  J  which  had  followed  it  from  Burnley  in  order  to  assist  it  up  the  incline. 

Nine  passengers  are  reported  to  have  been  injured 

The  front  wheels  of  the  rear  break- van  were  knocked  oflf  the  rails,  and  the  under- 
fi^mes  of  tlds  vehicle  and  of  the  second-class  carriage  next  in  front  of  it  were 
damaged.  Some  windows  in  the  van  and  a  buffer-spindle  were  broken.  The 
permanent- way  was  not  damaged. 

Deacrvptionk 

Tlie  Burnley  branch  rises  from  Burnley  station  towards  the  east,  for  nearly  a  mile 
on  a  gi-adient  of  1  in  69,  and  then  on  a  gradient  of  1  in  193,  Towneley  station  being 
gituated  on  the  steeper  gradient,  1,250  yards  east  of  Burnley  station.  This  up  distant 
signal  for  Towneley  is  800  yards,  and  the  up  home  150  yards  west  of  the  signal- 
cabin^  which  is  at  the  east  end  of  the  platform. 

The  former  is  visible  from  an  approaching  train  for  about  100  yards,  and  the 
latter  for  about  240  yards.     The  up  starting-signal  is  near  the  signal-cabin. 

Bctwt  tn  Eumley  station  and  Towneley  station  are  two  signal-cabins,  Burnley  west 
and  Burnley  east  cabins,  distant  from  it  800  and  1,100  yards  respectively. 

At  the  i>(jint  of  collision,  25  yards  outside  Towneley  up  home-signal,  the  line  is  on 
an  easy  curve  to  the  right,  with  a  steep  bank  about  30  feet  deep  on  the  left-hand 
side. 

The  cxcmmon  train  was  fitted  with  Eay's  break  in  two  sections,  five  carriages  being 
connected  va\h  each  break- van,  and  the  remainder  being  loose. 

The  pilot  engine  was  a  tender  engine  with  the  ordimry  breaks  on  the  six  tender 
wheels,  one  block  on  each  wheel. 

Rule  No.  120a,  in  the  Company's  Book  of  Regulations,  has  reference  to  banking 
engines  on  inclines,  and  forbids  the  practice  of  banking  up  from  behind  except  imder 
special  circumstances,  but  it  has  been  superseded  by  the  following  regulation,  which 
was  issued  by  letter  to  the  different  district  superintendents  in  the  autumn  of  1878, 
and  which  has,  since  this  accident  occurred,  been  printed  and  generally  circulated. 

Assistant  Engines  on  Inclines. 

Referring  to  Rule  120a. — Banking  engines  assisting  passenger  trains  must  be 
attached  m  front  of  the  trains,  the  train  being  brought  to  a  stand  at  the  foot  of  the 
incline  for  that  purpose. 

The  trains  must  also  be  brought  to  a  stand  at  the  summit  for  the  banking  engines 
to  detach. 

The  only  exception  to  this  rule  as  regards  passenger  trains,  must  be  when  loose 
vehicles  art^  attached  in  the  rear  of  the  trains,  and  in  the  case  of  heavy  excursion 
tniins,  when  there  is  not  sufficient  break  power  in  the  rear  of  the  train  to  hold  it  in 
the  event  of  a  break  away,  then  the  banking  engine  must  be  in  the  rear,  the  train 
being  brought  to  a  stand  at  the  foot  of  the  incline,  for  the  engine  to  get  behind  it. 

Banking  engines  assisting  cattle,  goods,  or  mineral  trains,  must  in  all  cases  be  in 
the  rear  of  the  train. 

Eoidence. 

L  i?, //f^/f>«,  signalman  one  year,  states :  I  came  on  and  this  train  passed  at  1.40.     The  pilot  followed  at 

duly   wt   Buniloy   west  box  at  6  p.m.   on    the    2iid  once  from  the   carriage   siding,   and  I  booked  it  as 

msfaiul  for  u  twelve  hours  shift.     A  goods  train  was  passing    at  1.40.     The  excursion   train    passed   me 

giwn  "ou  liiiu"  to  me  at  1.32  a.m.  from  Gannow  slowly,  and  the   pilot  followed   immediately   behind. 


juuctloij,  \\m\  passed  my  cabin  at   1.34  a.m.     It  was  I  got  clear  for  both  from  the  east  cabin  at  1 .40.     I 

itaj*btol  iiy  II  pilot  engine.     I  got  "  liu(^  clear  "  for  it  did  not  hear  the  driver  of  the  excursion  train  whistle 

i'mm  Burnley  east  cabin  at  1.34  a.m.,  "be  ready"  for  for  the  pilot,  but  I  thought  he  wanted  it,  and  there- 

oxcufetion  ptusseager  train  at  1.36, '* on  Hue"  at  1.37,  fore  let  it  out.     Drivers  generally  crow  for  the  pilot. 
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The  Qzcursion  passed  me  at  about  12  to  15  miles  an 
hour.  My  clock  was  correct,  and  I  do  not  book 
fractions  of  a  minute. 


2.  Ernest  Hall,  19  months  signalman,  states:  I 
came  on  duty  at  Burnley  east  cabin  at  5.15  p.m.  on 
the  2nd  instant  for  a  twelve  hours  shift.  I  received 
"  be  ready  "  for  a  goods  train  at  1,30  a.m.,  "on  line  " 
at  1.34,  it  passed  at  1.35,  and  I  got  "  line  clear  "  from 
Towneley  at  1.37.  I  received  the  "be  ready"  for 
passenger  train  at  1.37.,  "on  line"  at  1.40,  and  it 
passed  at  1.40.  The  pilot  passed  nearly  a  minute 
later.  At  about  2.10  a.m.  the  guard  of  the  excursion 
train  came  to  me  and  stated  that  his  train  had  been 
run  into  by  the  pilot  engine.  The  night  man  was  sent 
at  once  to  inform  the  station-master.  The  excursion 
was  running  at  from  12  to  15  miles  an  hour  when  it 
passed  my  lx)x.  The  pilot  was  just  rung  "  on  line  "  to 
me  from  the  west  cabin  when  the  tail  of  the  excursion 
train  was  passing  me.  I  noticed  that  the  tail  and 
side  lamps  of  the  train  were  burning  very  brightly. 
Daylight  was  just  breaking  at  the  time.  My  clock 
was  right.  I  think  that  on  former  occasions  on  the 
same  day  the  pilot  was  not  so  far  behind  trains. 
This  train  was  running  slower  than  some  others 
which  had  been  banked  up  on  the  previous  day. 

3.  Frederick  Matthew,  signalman  four  months, 
three  years  in  the  service  of  the  Company,  states  : 
I  came  on  duty  in  Towneley  west  cabin  at  6  p.m.  on 
the  2nd  instant  for  12  hours.  I  got  the  "  be  ready  " 
for  a  goods  train  on  the  up  line  at  1.32  a.m.,  **  on  line  " 
at  1.35,  it  passed  nt  1.37,  and  "  line  clear  "  was  given  at 
1 .44.  I  got  the  "  be  ready  "'  for  the  excursion  train 
at  1.39,  "  on  line  "  at  1.41,  and  it  arrived  at  my  cabin 
at  1.42.  As  soon  as  I  had  got  "  line  clear  "  from  the 
cabin  in  advance  at  1.44,  I  pulle<l  off  my  up  starting- 
signal  for  the  excursion  train  to  proceed,  but  it  did 
not  move  away.  Ultimately  the  guard  came  to  me 
and  said,  "  The  banking  pilot  has  run  into  us  and  my 
van  is  off  the  road."  I  at  once  blocked  the  down 
main-line.  I  received  "  on  line "  for  the  banking 
pilot  at  1.41,  behind  the  passenger  train.  I  had 
lowered  the  up  home-signal  for  the  excursion  train 
to  come  on  up  to  my  up  starting-signal,  but  I  put 
it  to  "  danger "  directly  I  saw  that  the  engine  of  this 
train  had  passed  it,  and  it  was  at  "  danger  "  when  the 
collision  occun-ed. 

4.  Richard  Thomas^  passenger-driver  eight  years, 
states  :  I  took  a  special  excursion  train  from  Wake- 
field to  Preston  on  the  morning  of  the  2nd  instant. 
We  left  Wakefield  at  5  a.m.,  and  I  handed  it  over  to 
the  London  and  North-western  Railway  Company  at 
Preston  at  7.35  a.m.,  six  minutes  late.  The  train 
was  handed  back  to  me  in  the  evening  one  hour  and 
ten  minutes  late,  and  wo  left  Preston  at  10.35  p.m. 
Owing  to  delays  from  other  trains,  we  lost  another 
hour  and  35  minutes  up  to  Blackburn,  and  when  the 
collision  occurred  we  were  nearly  three  hours  late.  I 
passed  Burnley  at,  I  should  think,  about  20  miles  an 
hour,  but  I  cannot  say  exactly.  The  signals  were  all 
off  for  me.  On  passing  Burnley  I  noticed  that  the  up 
distant- signal  for  Towneley  was  on,  but  on  coming  in 
sight  of  the  home-signal  I  saw  it  was  off.  The  up 
starting-signal  was  at  "  danger "  and  I  drew  gently 
forward  and  stopped  at  this  signal.  I  had  been 
standing  about  a  minute  when  I  was  run  into  by  the 
pilot  engine.  On  passing  through  Burnley  I  did  not 
whistle  for  the  pilot  engine,  but  saw  it  in  the  siding  at 
the  usual  place.  I  did  not  know  it  was  following  us 
until  it  ran  into  us.  I  assumed  that  he  would  come, 
although  I  did  not  whistle,  but  I  did  not  know 
whether  or  not  he  had  done  so.  When  we  have  had 
a  very  heavy  train  we  have  slackened  for  the  pilot, 
l)ut  in  this  cavse  we  did  not  do  so.  It  was  a  fine,  clear 
night,  with  little  or  no  wind.  The  pilot  generally 
catches  us  up  about  the  east  cabin.  I  was  not  running 
away  any  faster  than  usual.     I  did  not  stop   very 


suddenly,  but  made  an  ordinary  station  stop.  I  think 
the  guard's  breaks  were  applied,  but  I  did  not  whistle 
for  them.  I  have  worked  on  this  bank  for  years,  but 
have  never  had  an  accident  of  the  sort  before.  The 
collision  sent  the  train  forward  on  to  my  engine,  and 
threw  me  off  my  balance.  Steam  was  blowing  off  on 
my  engine,  but  I  don't  think  it  obscured  the  signals. 
I  know  Rule  120a,  but  it  had  been  allowed  to  lapse 
in  most  cases.  The  new  rule  had  not  been  communi- 
cated to  me  before  the  accident.  I  had  been  standing 
nearly  a  minute  before  we  were  run  into. 

5.  Richard  Garlich,  fireman  ^\ei  je&rSy  states: 
On  the  2nd  instant  I  was  fireman  to  Richard  Thomas. 
On  passing  through  Burnley  the  signals  were  all  off, 
but  on  coming  in  sight  of  the  up  distant-signal  at 
Towneley  it  was  at  "  danger."  The  home-signal 
was  also  at  "  danger "  when  I  first  saw  it.  On 
approaching,  it  was  lowered  for  us,  and  we  drew  up 
to  the  starting-signal  at  the  east  end  of  the  platform. 
When  we  had  stopped  for  about  a  minute  we  were 
run  into  by  the  banking  engine.  My  driver  did  not 
w^histle  for  the  banking  engine  when  passing  through 
Burnley.  It  was  just  coming  daylight  when  the 
accident  occurred,  and  it  was  a  calm  morning. 

6,  Joseph  Birkby,  passenger  guaid  15  years, 
states :  On  the  2nd  instant  I  was  in  charge  of 
No.  31  special,  7.35  p.m.,  Windermere  to  Wakefield. 
The  train  consisted  of  engine  and  tender  and  15 
vehicles  (front  break-van,  one  second-class,  one 
first-class,  nine  third-class,  one  first-class  and  one 
second-class  carriage,  and  rear  break-van).  There 
was  continuous  break-power  on  ten  vehicles,  five 
coupled  to  each  van.  I  was  riding  in  the  rear  van. 
We  left  Windermere  at  right  time,  lost  65  minutes 
into  Preston,  and  109  more  between  Preston  and 
Blackburn,  by  other  trains  being  in  front.  We  were 
practically  stopped  at  every  signal-cabin  between 
Preston  and  Cherry  Tree.  We  lost  14  minutes  be- 
tween Padiham  junction  and  Rose  Grove  by  other 
trains  in  front,  so  that  we  were  about  three  hours  late 
when  the  collision  occurred.  On  approaching  Burn- 
ley all  the  signals  were  off,  but  on  coming  into  sight  of 
the  up  distant-signal  for  Towneley  it  was  at  **  danger." 
We  were  then  running  at  about  20  miles  an  hoiu*. 
We  ran  up  to  Towneley  up  starting-signal  and  came 
to  a  stand  there.  One  carriage  and  ray  van  stood 
just  outside  the  up  home-signal.  I  did  not  hear  my 
driver  whistle  for  the  pilot  on  passing  through 
Burnley,  nor  was  I  aware  that  it  was  following  us, 
until  we  had  been  standing  about  half  a  minute, 
when  I  looked  out  of  the  window  and  saw  it  coming 
at  a  good  speed,  blowing  off  steam  through  the  pet 
taps.  I  jumped  out  of  my  van,  and  the  collision 
immediately  after  occurred.  I  think  when  the  pilot 
engine  came  into  collision  with  us  it  was  running 
about  10  or  12  miles  an  hour.  The  collision  knocked 
the  passengers  about  a  good  deal  in  the  two  carriages 
next  to  my  van.  I  went  to  inquire  as  to  the  injuries, 
and  then  some  passengers  I  knew  came  to  assist 
those  hurt,  and  I  went  back  to  protect  my  train. 
The  front  wheels  of  my  van  were  off  the  rails,  and 
the  underframes  of  the  van  and  next  carriage  were 
damaged.  Some  windows  were  broken.  Although 
I  did  not  know  it  was  coming,  I  expected  the  pilot 
to  follow.  It  usually  overtakes  us  before  we  get 
half-way  between  Burnley  east  cabin  and  Towneley. 
We  were  not  going  faster  than  usual  before  we 
commenced  to  stop.  We  do  not  usually  slacken  for 
the  pilot.  When  I  first  saw  it  it  was  about  200 
yards  off.  I  saw  it  quite  plainly.  The  home-signal 
as  well  as  the  starting-signal  was  at  "  danger,"  as  it 
had  been  thrown  up  after  the  engine  of  my  train 
had  passed  it.  I  know  Rule  120a,  but  it  has  not 
been  attended  to.  I  had  not  seen  the  new  rule 
before  the  date  of  the  accident. 


7,  Thomas  Grtuidy,    guard   seven   years,    states : 
On  the  2nd  instant  I  was  in  charge  of  the  front  van 
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of  the  excuTHion  train.  On  passing  Burnley  all  the 
signals  were  off.  We  were  then  running  at  about 
20  oi^  25  miles  an  hour.  On  approaching  Towneley 
1  saw  lliat  all  the  signals  were  against  us.  We  at 
oaec'  cDnitiH'nced  to  reduce  speed.  On  approaching 
the  up  fiome-signal  cautiously  it  was  lowered,  and 
we  drew  within  its  protection  to  the  starting-signal. 
We  had  only  just  come  to  a  stand,  certainly  not  a 
luiiiute,  when  the  banking  engine  ran  into  us.  I 
did  not  Ictiow  it  was  following  us  till  the  collision 
occurred.  I  felt  a  slight  shock,  but  was  not  knocked 
down.  I  kaow  this  bank  well.  We  were  not  run- 
ning any  f^i^ter  than  usual.  It  is  not  usual  to  reduce 
speed  for  the  pilot  by  means  of  the  breaks,  but  the 
spcftd  is  of  course  reduced  by  the  bank.  The  station- 
master  tinived  at  the  scene  of  the  accident  in  about 
Eve  minutes  after  it  had  taken  place,  and  at  once 
attended  to  the  passengers.  My  break  was  slightly 
on. 

8.  Ilenn/  Pllkington^  driver,  states  :  I  have  been  in 
the  service  about  11  years,  4  years  as  banking  pilot 
driver  on  the  Burnley  incline.  On  the  2nd  instant 
I  eaino  on  duty  at  4.30  a.m.  till  8.30  a.m.,  and  again 
ftt  6  pm.  I  ought  to  have  gone  off  duty  at  midnight, 
but  in  eonBcquence  of  the  excursion  train  being  late, 
and  the  Butisequent  accident,  was  at  work  till  8.30  a.m. 
on  the  Brd  instant.  I  was  standing  with  my  engine 
in  thu  platform  siding  at  Burnley  as  usual,  waiting 
there.  My  duty  was  to  assist  trains  over  the  bank 
during  the  night.  I  was  t^ere  when  the  Windermere 
special  oinie  through  the  station.  I  thought  the 
driver  whistled  for  the  pilot  to  assist  him,  although 
it  was  not  the  usual  distinct  crow  or  call  lor 
the  pilot.  I  thought  it  was  intended  for  it,  as  I  had 
asdisLed  hini  over  the  opposite  side  of  the  bank  on  the 
previous  morning.  As  soon  as  the  train  had  cleared 
the  siding  points  the  pointsman  pulled  the  points  over, 
and  the  siijiials  off,  and  I  followed  the  excursion  train 
imnif^fliately  to  assist  it.  It  went  through  the  station 
at  a  good  s])eod,  I  should  think  at  about  30  miles  an 
hon!%  and  when  I  got  out  on  the  main  line  with  my 
fin^ino  to  follow  it,  I  saw  the  excursion  train  tail 
llghi-^  dL><^p|iearing  under  the  next  bridge  about  400 
yards  from  me.  On  passing  Towneley  up  distant- 
iiignal  I  m\v  that  it  was  on,  but  could  not  see  the 
houie-Nignal  for  that  station  because  of  the  steam  of 
the  excursion  train  in  front  of  me.  On  passing  the 
distant -si  glial  I  was  about  200  to  300  yards  in  rear  of 


the  excursion  train.  I  kept  it  in  view  in  front  of  me 
all  the  way,  and  on  nearing  Towneley  station  I 
noticed  that  it  was  slackening.  I  called  to  my  mate  to 
**  steady  on  "  and  reversed  my  engine.  I  was  about 
100  yards  from  the  train  in  front  of  me  when  I  did 
this.  I  was  then  going  about  15  miles  an  hour.  All 
the  hghts  in  the  rear  of  the  excursion  train  were 
burning  brightly.  I  did  not  see  the  home-signal  at 
Towneley  until  after  the  collision,  because  of  the 
steam  and  smoke,  but  afterwards  I  saw  that  it  was  at 
**  danger."  I  can  only  account  for  rimning  into  the 
excursion  train  by  the  sudden  stop  made  by  it.  I  was 
not  able  to  pull  up  equally  as  quick.  The  excursion 
train  was  not  running  faster  than  usual  through 
Burnley  station.  Trains  do  not  usually  check  for  the 
pilot,  but  go  as  hard  as  the  bank  will  let  them.  I 
generally  catch  up  a  heavy  train  between  east  cabin 
and  Towneley,  but  sometimes  not  till  beyond 
Towneley.  I  looked  out  for  the  signals  but  could  not 
see  them  for  the  steam,  and  then  kept  my  attention  on 
the  tail  lamps.  I  got  steam  against  my  engine,  and 
the  tender  breaks  were  hard  on  and  acting  well. 
I  was  not  blowing  off  steam  through  the  pet  taps  on 
approaching  the  train.  I  had  shut  the  taps  between 
the  bridges.  I  never  heard  of  the  new  rule  till  after 
the  accident. 

9.  Alfred  CoisuH>rth,  fireman  two  years,  states  :  On  * 
the  2nd  instant  I  was  fireman  to  Henry  Pilkington. 
The  driver  of  the  excursion  train  gave  one  crow  on 
passing  through  Burnley  station,  and,  after  it  had 
passed,  we  followed  it  out  of  the  siding.  My  driver 
opened  the  cylinder  taps  just  as  he  started,  but 
shut  them  again  when  nearing  the  second  bridge. 
We  lost  sight  of  the  train  between  the  two  bridges, 
but  caught  sight  of  it  again  before  it  reached  Towneley 
up  distant-signal.  I  was  looking  out  in  front  and  saw 
the  tail  lights  of  the  ti'ain,  but  could  not  see  the 
distant-signal  in  consequence  of  the  smoke  and  steam 
from  the  engine  of  the  excursion  train.  I  was  stand- 
ing at  my  break,  and  my  attention  was  fixed  on  the 
tail  lights,  so  that  I  did  not  see  any  of  the  signals. 
On  nearing  Towneley  station,  and  when  we  were 
about  100  yards  from  the  train,  it  slackened,  and  I 
immediately  put  on  my  break,  and  the  driver  reversed 
his  engine.  The  passenger  train  was  quickly  brought 
to  a  stand,  and  before  we  could  pull  up  we  ran  into 
the  rear  of  it  at  about  six  or  seven  miles  an  hour. 


Conclusion. 

This  collision  was  due  to  want  of  care  on  the  part  of  the  driver  of  the  Burnley  pilot 
enginOj  wliile  engaged  in  the  dangerous  operation  of  pursuing  the  Wakefield  excursion 
train,  in  order  to  overtake  it  and  assist  it  up  the  incune.  lilot  anticipating  that  this 
train  would  he  stopped  by  signal,  and  expecting  that,  as  usual,  he  would  have  to  catch 
it  up  wliile  running  at  some  considerable  speed,  he  evidently  confined  his  attention  to 
the  tail  lamps  of  the  train,  and  did  not  observe  that  the  Towneley  up  home-signal  was 
at  '*  danger,**  although  the  fact  of  the  up  distant-signal  being  at  "danger**  when  he 
passed  it  ought  to  have  made  him  more  cautious.  He  was  consequently  unable  to  stop 
his  engine,  or  to  reduce  to  a  speed  of  much  less  than  ten  miles  an  hour,  before  striking 
the  tail  of  the  excursion  train,  which  had  been  standing  for  perhaps  nearly  half  a 
minute  at  the  Towneley  up  starting-signal.  The  man  has  had  four  years*  experience 
of  this  work,  and  therefore  this  collision  shows  that,  although  the  operation  of  pursuing 
trains  may  be  carried  on  for  a  long  time  without  any  ill  results,  yet  that  it  is  liable 
to  lead  to  an  accident  at  any  moment,  even  when  experienced  men  are  engaged 
in  it. 

There  had  been  for  some  years  a  rule  in  the  Company*8  book  forbidding  the  practice, 
but  it  had  gradually  been  allowed  to  fall  into  disuse,  and  the  new  rule  on  the  subject 
(inserted  above)  was  brought  out  and  communicated  by  letter  to  the  Company's 
district  superintendents  in  the  autumn  of  1878. 

Owing  to  a  change  of  officers  in  the  Burnley  district  three  days  after  this  letter  was 
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issued,  and  the  perhaps  unavoidahle  confusion  due  to  the  transfer  of  the  office,  it  was 
unfortunately  overlooked  and  not  hrought  to  the  notice  of  the  present  district 
superintendent,  who  consequently  omitted  to  issue  the  necessary  instructions  to  the 
station-masters  and  others  concerned. 

The  rule  having  now  heen  printed  and  properly  circulated,  it  may  be  reasonably 
expected  that  upon  this  line  the  public  will  not  for  the  future  be  exposed  to  danger 
from  this  class  of  accident. 

I  have,  &c.. 

The  Secretary,  F.  A.  Marindin, 

(Railway  Department,)  Board  of  Trade.  Major  B.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  7th  Julj. 


LONDON  AND  NORTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Snt,  13,  Downing  Street,  30th  June  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  3rd  instant,  the 
result  of  my  inquiry  into  the  circumstances  connected  with  the  collision  that 
occurred  on  the  31st  ultimo,  hetween  an  up  express  and  a  down  passenger  train,  at 
the  crossing  near  Bloomfleld  junction  where  the  Prince's  End  branch  line  from 
Walsall  joins  the  Stour  Valley  Railway  west  of  Tipton  station,  on  the  London  and 
North-western  Railway. 

In  this  case,  a  branch  line  down  train  from  Walsall  to  Wolverhampton  over-ran 
the  signals,  and  ran  into  an  up  express  train  from  Wolverhampton  to  Birmingham, 
for  which  the  signals  had  been  lowered  for  the  train  to  pass. 

Forty-two  passengers  are  stated  to  have  been  injured,  some  of  them  very  seriously, 
on  this  occasion.     A  Kst  of  those  injured  is  given  in  Appendix  A. 

The  branch  line  train  consisted  of  a  side  tank  engine  with  seven  vehicles  (including 
one  guard's  break- van).  It  was  running  with  the  coal  bunker  in  front.  The  left- 
hand  buffer  of  the  engine  was  broken,  and  the  coal  bunker  was  bulged  in. 

The  up  express  train  consisted  of  a  tank  engine  and  10  vehicles,  including  three 
break- vans.  Of  these,  three  were  thrown  entirely  off  the  rails,  one  was  found  lying  on 
its  side  on  the  down  main  line,  one  stood  across  both  lines  of  railway,  and  a  third  was 
off  the  railway  but  on  its  wheels ;  a  fourth  carriage  had  the  rear  wheels  knocked  from 
under  the  bodv,  and  a  fifth  carriage  had  the  rear  wheels  off  the  rails.  Five  of  the 
vehicles  were  badly  damaged,  and  two  others  to  a  less  extent. 

DescTription. 

The  branch  line  from  Prince's  End  and  Walsall  now  approaches  the  Stour  Valley 
Railway  on  a  sharp  curve,  and  on  descending  gradients  for  about  43*8  chains,  com- 
mencing with  a  falling  gradient  of  1  in  326  for  a  length  of  25*3  chains,  which  is 
succeeded  by  1  in  90  for  7*4  chains,  and  by  1  in  226  for  nearly  12  chains  up  to  the 
crossing  of  the  up  main  line  by  the  down  branch  line.  The  junction  itself  as  now 
made  with  the  Stour  Valley  line,  is  about  213  yards  further  to  the  west ;  and  a 
new  signal-box  has  been  lately  erected  101  yards  west  of  the  junction,  and  rather 
more  than  half  a  mile  west  of  Tipton  station.  The  approach  from  the  Walsall  branch 
is  protected  by  a  down  home-signal  which  stands  in  the  fork  between  tlie  two  lines 
about  21  yards  outside  the  fouling  point,  or  335  yards  from  the  signal-box,  and  by  a 
distant-signal  592  yards  from  the  signal-box.  About  286  yards  north  of  this  distant- 
signal  there  is  an  overbridge  called  Messrs.  Barrow  and  Hall's  bridge,  which  is 
referred  to  in  the  evidence,  and  this  down  distant-signal  can  be  very  well  seen  at  a 
distance  of  408  yards  during  clear  weather,  and  for  a  considerable  distance  before  this 
bridge  is  reached  by  a  down  branch  line  train.  The  traffic  on  the  Stour  Valley 
Railway  at  this  point  is  worked  on  the  block  system,  and  the  regulation  governing 
this  mode  of  working,  which  is  stated  to  have  applied  to  the  two  trains  which  came 
into  contact  on  this  occasion,  is  as  follows : 

"  No.  8.  Signalling  at  junctions.  In  order  to  secure  a  clear  road  for  the  important 
trains,  the  *  Be  ready '  signal  for  such  trains  must  be  passed  on  from  the  second  section 
outside  all  junctions  to  the  signalman  at  the  junction-box.  If  the  junction  and  the 
line  on  which  the  train  will  travel  are  clear,  the  *  Be  ready '  must  be  accepted ;  if  not 
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clear,  or  if  a  train  is  approaching  from  any  direction  which  the  junction-point  locking 
does  not  protect  from  collision,  the  signalman  must  deal  with  the  *  Be  ready '  in 
accordance  with  the  regulations  laid  down  in  clauses  5  and  6.'* 

*^  For  instance :  Should  two  passenger  trains  he  approaching  upon  converging  or 
intersecting  lines,  the  *  Be  ready '  must  only  he  accepted  for  the  most  important  one, 
the  other  train  heing  hrought  to  a  stand-still  at  the  outside  section,  and  only  allowed 
to  proceed  under  the  warning  arrangement." 

The  special  instructions  for  this  signal-hox  state,  "  must  hlock  back  to  Tipton  for 
all  trains  coming  off  the  Prince's  End  branch." 

^*  (Signed)        W.  Sutton,  District  Superintendent." 

Evidence. 


Robert  Humphreys^  signalman  at  Bloomfield,  stated : 
I  have  been  in  the  service  of  the  London  and  North- 
western Railway  14  years,  13  years  at  Bloomfield 
junction.  I  received  the  "  Be  ready  "  signal  for  the 
Walsall  train  from  King  Street  crossing,  Prince's  End, 
at  7.40  p.m.,  which  I  accepted,  all  being  clear.  I 
received  "  train  entering  section  "  at  7.44  p.m.  for 
that  train.  At  7.40  p.m.  I  received  the  "Be  ready" 
signal  from  Deepfields  for  the  up  express  train,  which 
I  acknowledged ;  this  was  after  I  had  acknowledged 
the  "  Be  ready  "  for  the  Walsall  train.  At  7.43  p.m. 
I  received  the  "  train  entering  section  "  signal  from 
Deepfields  for  the  express  train.  I  then  lowered  my 
signals  for  the  up  express  train  to  pass.  I  did  not 
at  any  time  lower  my  signals  for  the  branch  line  train. 
When  the  up  express  appeared  in  sight  under  the 
bridge  in  the  Bloomfield  cutting,  I  at  the  same  time 
•  noticed  that  the  Walsall  train  had  come  under  Messrs. 
Barrow  and  Hall's  bridge  on  the  branch  line.  The 
driver  of  the  Walsall  train  had  the  steam  on.  He 
gave  three  whistles  for  the  signal  to  be  taken  oflT. 
The  steam  was  off*  when  I  next  saw  the  Walsall  train  ; 
it  was  then  about  the  distant-signal.  I  did  not  hear 
the  driver  of  the  Walsall  train  whistle  for.  the  guard's 
break  until  within  a  few  yards  of  the  main  line. 
The  express  train  passed  at  its  usual  speed.  I  did  not 
stop  the  express,  as  1  was  anxious  to  give  it  the 
preference,  and  I  thought  the  express  would  pass 
before  the  branch  train  reached  the  crossing.  After 
the  passing  of  the  6.50  p.m.  down  express,  Birming- 
ham to  Wolverhampton,  I  did  not  alter  my  needle 
from  "train  on  line."  About  7.40  I  received  the 
"  Be  ready  "  signal  for  the  6,^5  p.m.  down  stopping 
train,  Birmingham  to  Wolverhampton.  I  took  no 
notice  of  it.  Again  at  7.44  the  "  Be  ready  "  signal 
was  repeated,  and  1  replied  to  it  by  giving  a  warning 
signal.  I  could  see  the  train  standing  at  Tipton 
station  at  the  time.  I  was  working  strictly  in 
accordance  with  the  instructions  in  the  signal-box.  I 
was  authorised  by  the  instnictions  to  accept  the 
"  Be  ready  "  for  the  express  train  after  I  had  accepted 
the  "  Be  ready  "  for  the  Walsall  train,  but  I  was  not 
authorised  to  take  off"  the  signals  for  the  up  express 
train  after  I  had  accepted  the  "  Be  ready  "  for  the 
Walsall  train.  I  ought  to  have  kept  the  signals  on 
against  the  up  express  train.  The  same  thing  has  been 
done  before,  but  not  frequently.  I  cannot  say  how  often 
I  have  done  it.  I  saw  the  Walsall  train  when  it 
passed  under  Messrs.  Barrow  and  Hall's  bridge,  and 
then  it  was  running  fast,  running  at  great  speed ;  and 
1  think  it  was  running  about  five  miles  hour  when  it 
got  to  about  five  yards  of  the  main-line.  I  heard  the 
crash  of  the  collision.  I  heard  the  pop-whistle  given 
just  before  the  collision  took  place,  at  7.46  p.m.,  but 
I  did  not  hear  the  driver  whistle  before,  after  he  had 
whistled  for  the  signals  in  getting  through  Messrs 
Barrow  and  Hall's  bridge. 


Ernest  Thornton  stated  : 
Company's  service  12  years. 
On  the  31st  May  I  worked  the 
Walsall  to  Wolverhampton  ; 
this  train.  T  had  engine  No. 
running  with  the  bunker  first, 
train  of  six  coaches  and  one 


I  have  been  in  the 
driver  about  six  years. 
7.5  p.m.  passenger  train, 

commenced   duty  with 

208,  side  tank  engine, 
I  had  a  close-coupled 

extra.    Left  Walsall  at 


7.27  p.m.,  22  minutes  late,  waiting  Derby  train. 
Stopped  at  Prince's  End  station,  signals  all  off.  The 
signals  were  off  at  King  Street  crossing,  which  is  the 
telegraph  block  post,  and  220  yards  in  advance  of 
Prince's  End  station.  The  signals  at  Bloomfield 
junction  were  at  "  danger."  I  had  shut  off  steam 
before  sighting  the  distant-signal.  I  gave  the  usual 
whistles  For  the  junction  signals  before  passing  under 
Messrs.  Barrow  and  Hall's  bridge ;  and  on  passing 
under  the  bridge,  and  before  arriving  at  the  distant- 
signal,  I  gave  the  break-whistles.  As  soon  as  the 
break  was  applied  it  skidded  the  wheels,  and  the 
fireman  and  I  applied  sand.  The  sand  took  no  effect, 
and  I  told  my  mate  to  release  his  break  and  apply  it 
a  second  time.  I  then  found  we  were  not  pulling  np 
sufficiently,  and  I  reversed  the  engine  and  told  the 
fireman  to  take  the  break  off.  As  soon  as  I  had 
reversed  the  engine  the  wheels  skidded  again,  and 
before  I  could  do  anything  more  we  came  into 
collision  with  the  train.  We  were  not  travelling 
above  three  or  four  miles  an  hour  when  we 
stinick  the  train.  I  have  been  working  this 
7.5  p.m.  train  regularly  for  some  months.  I  whistled 
once  for  the  guard's  break  when  I  was  near  Messrs. 
Barrow  and  Hall's  bridge.  It  was  a  clear  night,  raining 
slightly  at  the  time,  which,  in  my  opinion,  caused 
the  rails  to  be  very  slippery.  T^lien  between  the 
distant  and  the  home  signal  I  saw  the  signal  down 
for  the  up  main  line  train.  I  did  not  then  whistle 
for  the  guard's  break.  I  do  not  know  if  the  guard  had 
his  break  on  or  not.  I  heard  the  driver  of  the  express 
train  whistle  on  approaching  the  fouling  point,  but 
do  not  know  what  whistle  it  was.  My  fireilmn 
jumped  off  about  50  yards  before  getting  to  the  home- 
signal,  but  I  remained  on  the  engine.  The  left-hand 
buffer  of  my  engine  was  broken,  and  the  coal  bunker 
bulged  in.  I  think  we  were  running  at  from  15  to 
20  miles  an  hour  when  I  passed  under  Messrs.  Barrow 
and  Hall's  bridge.  I  was  busy  dropping  sand  down  on 
the  rails,  so  that  T  did  not  see  that  the  signal  was  off 
for  the  up  express  train  until  I  was  between  the 
distant  and  home  signal.  As  soon  as  I  saw  the 
distant-signal  was  on  at  "  danger  "  my  mate  put  on  the 
engine  break  before  I  passed  through  Messrs.  Barrow 
and  Hall's  bridge,  and  I  whistled  for  the  guard's  break 
as  we  were  passing  through  that  bridge.  The  break 
blocks  on  my  engine  were  applied  to  the  four  coup 
wheels.  Mine  was  a  six-wheel,  four  wheel  coupled 
engine.  I  go  once  a  day  over  the  branch  and  I 
know  the  line  well.  The  engine  was  reversed  when 
the  collision  occurred,  and  the  steam  was  on ;  but  the 
break  was  off.  After  the  collision  occurred,  the  train 
backed  five  or  six  yards  beyond  the  home-signal, 

Alfred  Button  stated:  I  have  been  in  the  Com- 
pany's service  6^  years,  fireman  5^  years.  On  3l8t 
May  I  was  fireman  of  the  7.5  p.m.  passenger  train 
from  Walsall.  I  have  worked  on  this  train  alternate 
weeks  for  the  last  three  months.  My  mate  shut  off 
the  steam  before  sighting  the  distant-signal,  and 
remarked  it  was  a  nasty  night.  I  at  the  same  time 
turned  the  break  on,  and  applied  it  harder  when  I 
sighted  the  distant-signal  at  "danger."  It  skidded 
the  wheels.  I  took  it  off  and  applied  some  dry  sand, 
and  put  it  on  a  second  time.     I  took  it  off  and  put  it 
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on  four  or  five  different  timeB,  and  at  last  my  mate 
told  mo  to  take  it  oiF  altogether,  and  he  reversed 
his  engine.  We  were  then  about  50  yards  from 
the  main  line,  and  we  continued  with  the  engine 
reversed  until  we  struck  the  train.  Steam  was  on 
against  it.  My  mate  whistled  for  the  distant-signal 
as  soon  as  he  sighted  it,  and  directly  afterwards  he 
whistled  for  the  guard's  break.  We  were  just  coming 
under  Messrs.  Barrow  and  Hall's  bridge.  He  again 
whistled  for  the  guard's  break  when  between  the  two 
signals.  He  did  not  whistle  after  that.  When  we 
shut  off  steam  we  were  running  about  20  miles  an 
hour.  I  noticed  the  signal  for  the  express  off  when 
we  were  just  inside  our  distant-signal.  I  jumped 
off  about  20  yards  from  the  point  of  collision.  When 
we  ran  into  the  express  we  were  only  just  moving 
about  three  miles  an  hour.  I  heard  the  driver  of  the 
express  whistling,  but  cannot  say  what  it  was  for. 

George  Rolfe  stated :  I  have  been  in  the  service 
seven  years,  guard  about  five  years  working  on  the 
Prince's  End  branch.  I  was  guard  of  the  7.5  p.m. 
passenger  train  from  Walsall  on  the  31st  May.  The 
train  consisted  of  six  twins  and  one  loose  composite 
in  front.  I  rode  in  the  last  carriage,  which  had  a  break 
in  it.  We  left  Walsall  22  minutes  late,  waiting  Derby 
train.  All  went  well  to  Prince's  End  station.  On 
approaching  the  Bloomfield  junction  distant-signal  we 
were  running  about  20  miles  an  hour.  I  heard  the 
driver  give  the  three  whistles  for  the  signal ;  this  was 
just  before  arriving  at  Messrs.  Barrow  and  Hall's 
bridge.  After  passing  under  the  bridge  about  30 
yards,  the  driver  whistled  for  my  break.  I  imme- 
diately applied  it,  looked  out  and  saw  the  signals 
on.  I  looked  out  and  saw  the  distant-signal  on  before 
I  passed  it.  My  break  was  on  before  passing  it.  The 
driver  did  not  whistle  again  for  the  break.  The 
wheels  did  not  skid  until  just  before  we  struck  the 
express.  We  had  stopped  at  two  or  three  stations, 
and  the  break  acted  all  right.  The  weather  was 
the  same  all  the  way.  I  do  not  think  it  was  raining 
at  the  time  of  the  collision.  The  train  only  went 
back  about  a  foot  after  striking.  No  damage  was 
done  to  my  train.  I  was  in  the  rear  van.  Had  two 
third-class  breaks  and  a  fuU  train.  Some  of  my 
passengers  complained.  I  hardly  felt  the  shock.  We 
had  almost  come  to  a  stand  when  the  collision  occurred 
at  7.45  p.m.  My  break  was  on  when  the  collision  took 
place.    I  had  been  ^yq  times  over  that  line  on  that  day. 

John  Whittle  stated:  I  have  been  in  the  service 
25  years,  driver  19  years.  On  31st  May  worked  the 
6.57  p.m.  passenger  train,  Stafford  to  Birmingham. 
Left  Stafford  at  7.3  p.m.  Left  Wolverhampton  at 
7.33  p.m.,  six  minutes  late.  Was  stopped  at  Monmore 
Green.  Line  blocked  at  Deepfields  by  goods  train 
shunting  ;  stopped  there  one  minute.  On  sighting  the 
signals  at  Bloomfield  junction  they  were  all  off.  We 
slackened  at  Spring  Yale  as  usual.  Passed  Bloomfield 
junction  at  the  rate  of  fix)m  15  to  20  miles  an  hour, 
having  slackened  speed  through  subsidence  from 
mines.  On  passing  under  the  Great  Western  bridge 
I  first  noticed  the  6.55  p.m.  passenger  train  from 
Birmiogham  at  Tipton  station,  and  I  then  saw 
the  Walsall  train  approachii^  on  the  branch,  and  was 
in  doubt  whether  he  would  be  able  to  stop  or  not ; 
'and  on  approaching  nearer  I  saw  the  fireman  jump, 
and  then  concluded  they  cotild  not  stop,  but  it  was 
too  late  for  me  to  do  anything.  The  tender  end  of 
the  engine  caught  the  third  vehicle  from  me.  I  broke 
loose  and  ran  away  with  three  coaches  and  two  vans. 
.  I  left  two  coaches  and  a  van  on  the  bank,  and  took 
one  coach  and  van  to  Birmingham  with  the  passengers. 
The  train  broke  loose  between  second-class  carriage 
129  and  third-class  carriage  1044.     I  did  not  see  the 


Walsall  train  until  it  was  about  50  yards  from  the 
main  line.  I  thought  it  was  rather  close  to  the  main 
line.  Mine  was  a  tank-engine  larger  than  the 
Wallsall  train  engine.  I  had  a  van,  two  coaches, 
another  van,  five  more  coaches,  and  then  another 
van  with  one  guard  riding  in  the  last  van.  I  had 
Clark  and  Webb's  break  worked  from  the  engine 
on  the  three  carriages  from  the  rear  van,  and 
I  had  the  power  of  putting  them  on  as  well  as 
the  guard.  There  was  an  hydraulic  break  on  my 
engine,  which  was  an  eight  wheeled  tank-engine, 
four  wheels  coupled,  and  the  break  was  applied  to  these 
four  wheels. 

Edtoard  Beasley  stated :  I  was  working  the  6.55 
p.m.  passenger  train  from  Birmingham  to  Wolver- 
hampton on  31st  May.  This  train  is  timed  to  stop  at 
Tipton.  On  leaving  Tipton,  the  starting-signal  was 
off.  Got  no  verbal  warning  that  the  junction  was 
blocked.  On  drawing  up  to  the  signals  at  Bloomfield, 
saw  the  Walsall  ti-ain  coming  round  the  curve, 
travelling  from  15  to  20  miles  an  hour,  about  fifty 
yards  from  the  junction,  as  far  as  I  could  judge. 
I  saw  the  driver  reverse  his  engine.  Did  not  see  any 
fire  from  the  guard's  break.  Noticed  fire  flying  from 
the  engine  wheels.  It  was  not  raining  there  at  the 
time.  The  rails  were  at  the  time  in  a  greasy  con- 
dition. The  distant-signal  arm  is  on  the  starting- 
signal  post  for  Tipton,  and  I  understood  from  the  fact 
of  that  being  on  at  '^  danger  "  that  I  had  to  stop  clear 
of  the  junction.  Befoi-e  I  passed  Watery  Lane  I 
noticed  all  the  signals  off,  including  the  starting- 
signal.  When  I  first  saw  the  Walsall  train  th« 
steam  was  off.  I  did  not  see  it  put  on  again.  I  was 
engaged  in  putting  on  the  patent  break. 

Imri  Skelcy  stated:  I  am  signalman  at  Coopers 
crossing,  doing  temporary  work  at  Bloomfield,  slack- 
ening trains  over  sidings  both  for  Stour  Valley  and 
Prince's  End  trains  on  the  31st  May.  When  on  this 
side  of  Messrs.  Barrow  and  Hall's  bridge  the  driver  of 
the  Prince's  End  train  whistled  for  the  signal  to  be 
taken  off.  He  shut  off  steam  between  the  bridge  and 
the  distant-signal,  and  not  before  he  passed  through  the 
bridge,  or  about  200  yards  from  the  branch  distant- 
signal.  This  was  about  200  yards  from  the  distant- 
signal.  I  only  heard  this  one  whistle.  Saw  the  fire- 
man screwing  the  break  on  between  the  distant  and 
home  signals.  Cannot  say  whether  this  was  the  first 
time  he  put  it  on.  They  were  then  running  about 
20  miles  an  hour.  I  did  not  notice  the  guard's 
break.  The  only  place  where  sand  was  put  on  was 
about  three  yards  from  the  main-signal.  The  rails 
were  very  slippery.  I  should  have  seen  some  more 
sand  if  there  had  been  any.  I  walked  back  to 
see  where  sand  had  been  used.  The  fireman  dropped 
off  near  me  very  quietly.  He  jumped  in  the  fork  on 
the  left-hand  side  of  the  engine.  I  thought  the  train 
would  stop.  It  was  coming  at  the  usual  s|)eed.  It 
was  travelling  very  slowly  when  the  collision  took 
place. 

Joseph  Stanyer  stated :  I  am  signalman  at  Tipton 
box,  have  been  at  this  box  four  years,  and  in  the 
sei'vice  9  years.  I  got  "line  clear"  for  the  6.50 
down  express  train  at  7.41.  I  received  from  Dudley 
Port  the  "  train  entering  section  "  for  the  6.o5  p.m.  at 
7.41  p.m.  I  passed  the  "  Be  ready  "  on  to  Bloomfield 
for  the  6.55  train  at  7.41  p.m.  It  was  acknowledged. 
The  train  arrived  at  Tipton  at  7.43  p.m.  and  departed 
at  7.44  p.m.  As  it  was  leaving  the  station  I  received 
the  warning  signal  from  Bloomfield,  but  too  late 
for  me  to  call  the  driver's  attention,  the  signals  all 
being  off  on  the  arrival  of  the  train  at  Tipton 
station. 


Conclusion. 

Prom  the  preceding  statements  it  appears  that  the  signalman  on  duty  at  Bloomfield 
junction  signal-box  received  the  **  Be  ready "  signal  from  the  Eling  Street  crossing 
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signal-box,  Prince's  End,  for  the  7.5  p.m.  passenger  train  from  Walsall  to  Wolver- 
hampton at  7.40  p.m.,  and  he  accepted  this  signal,  all  being  clear.  At  the  same  time, 
but  following  the  acceptanc3  of  the  "  Be  ready  '*  signal  for  the  branch  line  down 
train,  he  received  another  "  Be  ready  **  signal  from  Deepfields  on  the  Stour  Valley 
line  for  the  up  express  train,  which  he  admits  having  also  accepted.  At  7.43  p.m. 
he  states  that  he  received  the  signal  "Train  entering  section"  from  Deepfields  for 
the  up  express  train,  and  he  then  lowered  his  signals  for  the  up  express  train  to  pass. 
The  points  and  signals  in  the  new  signal-box  at  Bloomfield  junction  are  interlocked, 
and,  in  consequence,  he  could  not  then  take  off  the  signals  for  the  down  branch  line 
train  to  pass,  and  those  signals  stood  at  "  danger "  as  the  down  branch  line  train 
approached  the  crossing.  At  7.44  he  received  the  **  Train  entering  section "  signal 
from  King  Street  crossing,.  Prince's  End,  for  the  down  branch  line  train  from  Walsall, 
and  he  observed  the  up  express  train  on  the  Stour  Valley  line  imder  the  bridge  in  the 
Bloomfield  cutting,  at  the'same  time  as  he  noticed  the  down  branch  line  train  from 
Walsall,  come  from  under  Messrs.  Barrow  and  HalPs  bridge  on  the  branch  line. 

So  far  there  is  no  material  difference  in  the  statements  of  the  signalman  in  the 
Bloomfield  junction  signal-box  and  those  of  the  driver  and  fireman  of  the  branch  line 
down  train  from  Walsall.  The  signalman  also  says  that  when  this  train  passed 
through  Messrs.  Barrow  and  HalVs  bridge  the  driver  of  the  train  still  had  the  steam 
on,  and  that  the  train  was  running  at  great  speed,  while  the  driver  and  fireman  of 
that  train  state  that  the  steam  had  been  shut  off  before  sighting  the  down  distant- 
signal,  and  on  the  ground  the  driver  pointed  out  to  me  that  it  was  done  before  he 
could  see  the  down  distant-signal  through  the  bridge  opening.  The  driver  and  fireman 
explained  how  the  break  on  the  engine  was  put  on  and  ^en  off  repeatedly  when 
the  wheels  began  to  skid,  and  taken  off  altogether  and  kept  off  when  the  engine  was 
reversed  and  the  steam  applied  the  reverse  way  just  before  the  collision  occurred. 

I  could  not  learn  that  this  driver  had  received  any  instructions  from  the  superin- 
tendent or  locomotive  fireman  that  he  was  to  do  anything  of  the  kind,  as  to  taking 
off  and  putting  on  the  engine  break  when  the  wheels  skidded,  and  it  is  quite  possible 
that  the  collision  was  finally  caused  by  its  being  done.  It  further  appeared  that  this 
branch  line  down  train  was  still  running  at  the  rate  of  three  or  four  miles  an  hour 
when  it  fouled  the  up  main  line,  as  the  up  express  train  passed  at  its  usual  rate. 
The  branch  line  down  train  appears  to  have  first  struck  the  third  vehicle  (a  third-class 
carriage)  from  the  engine  of  the  up  express  train,  and  badly  damaged  it  and  the  two 
following  vehicles,  a  van  and  a  second-class  carriage,  the  rear  wheels  of  this  last 
carriage  being  thrown  off  the  rails  and  separated  also  from  the  after  part  of  the  train. 
The  express  train  engine  and  tender,  with  five  vehicles  attached,  pulled  up  with  the 
last  vehicle,  having  its  rear  wheels  off  the  rails,  about  150  yards  from  the  carriage 
which  stood  across  both  lines  of  railway.  The  branch  line  down  train  was  22  and 
the  up  express  train  6  minutes  late  on  this  day. 

The  signalman's  statement  as  to  the  fast  running  of  the  branch  line  down  train, 
and  as  to  the  place  where  the  steam  was  shut  off,  is  supported  hj  the  evidence  of  the 
driver  of  the  6.55  p.m.  down  main  line  passenger  train,  which  was  approaching 
the  Bloomfield  junction  from  Tipton  station  (at  the  same  time  as  the  two  other  trains 
that  came  into  contact  with  each  other)  also  in  complete  disobedience  to  the  special 
instructions  for  the  Bloomfield  junction  signal-box,  issued  by  the  district  superinten- 
dent, Mr.  Sutton.  This  engine-driver  observed  the  branch  line  down  train  approaching 
the  junction  at  the  rate  of  from  15  to  20  miles  an  hour  when  about  50  yards  of  the 
crossing. 

Search  was  also  made  for  the  sand  which  it  is  stated  was  used  by  both  the  driver 
and  fireman  of  the  branch  line  down  train  engine,  but  it  is  said  to  have  been  found 
only  at  one  spot,  a  few  yards  from  where  the  collision  took  place.  The  6.56  p.m. 
down  main  line  train,  which  was  approaching  the  crossing  from  Tipton  station, 
consisted  of  an  engine  and  tender  and  nine  vehicles,  six  of  which  were  fitted  with 
Clark  and  Webb's  patent  break ;  three  of  these  breaks  were  under  the  control  of  the 
driver,  and  three  under  the  control  of  the  guard,  and  the  three  carriages  which  were 
not  fitted  with  breaks  were  placed  next  to  the  engine. 

The  branch  line  down  train  only  had  one  break  to  seven  vehicles,  independent  of  the 
engine  break. 

The  collision  resulted  from  an  improper  mode  of  working  the  absolute  block  system 
on  the  part  of  the  signalman  at  Bloomfield  junction,  in  having,  immediately  after  he 
had  accepted  the  "  Be  ready  "  signal  for  the  branch  line  down  train  from  Walsall,  also 
accepted  the  "  Be  ready  "  signal  for  an  up  main  line  express  train,  and  lowered  the 
up  main  line  signals  for  this  express  train  to  pass.     If  the  signalman  had,  on  the 
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receipt  of  the  "  Be  ready  **  signal  for  the  branch  line  down  train,  at  once  followed  its 
acceptance  by  taking  off  the  branch  lino  down  signals  for  this  train  to .  proceed,  no 
collision  could  have  token  place,  inasmuch  as  the  main  line  up  express  train,  if  it  had 
over-run  the  signals  which  would  necessarily  have  been  on  at  **  danger  **  against  it, 
the  interlocking  would  have  ensured  that  the  facing-points  at  the  junction  must  have 
been  shifted  so  that  the  express  train  would  have  been  diverted  on  to  the  up  branch 
line  instead  of  continuing  to  run  straight  on  on  the  up  main  line,  and  across  the 
branch  down  line  on  the  level  where  the  collision  actually  took  place. 

The  signalman  did  ^vrong  in  accepting  the  "  Be  ready  '*  for  the  up  express  train  and 
lowering  the  signals  for  it  to  pass  after  Jie  had  acknowledged  the  **  Be  ready  *'  for  the 
down  branch  line  train,  without  lowering  the  signals  for  this  train  to  pass.  The 
regulation  draws  attention  to  "  a  clear  road  for  the  important  trains,"  but  it  does  not 
tell  the  signalman  what  he  ought  to  have  done  after  he  had  accepted  the  "  Be  ready  '* 
for  the  branch  line  down  train,  and  unfortunately  he  paid  attention  to  the  "  impor- 
tant train,'*  the  up  express.  Again,  if  the  signalman  had  only  followed  what  is  given 
as  the  exemplification  of  Rule  No.  8,  and  only  accepted  the  **Be  ready"  for  one  of 
these  trains,  no  collision  would  have  ensued. 

^  It  must  further  be  noted  that  a  down  main  line  passenger  train,  the  6.65  p.m. 
from  Birmingham  to  Wolverhampton,  was  permitted  at  the  same  time,  by  the  same 
signalman,  to  leave  Tipton  station  for  Bloomfield  junction  after  the  "  Be  ready  "  for 
the  branch  line  down  train  was  accepted.  A  warning  signal  is  said  to  have  been 
received  at  Tipton  station  signal-box  from  Bloomfield  junction,  but  not  until  it  was 
too  late  and  after  the  train  had  actually  started. 

These  mistakes   in   the  block  working  undoubtedly  point  to   the   desirability  of . 
combining  the  working  of  the  electrical  instruments  used  in  carrying  on  the  absolute 
block  system  with  the  interlocking  of  the  points  and  signals,  that  prevent  similar 
mistakes  from  being  made  by  the  signalmen,  which  is  partially  in  operation,  and  I 
imderstand  with  success,  on  some  of  the  Metropolitan  railways. 

Notwithstanding  this  error  in  the  working  of  the  absolute  block  system  on  the  part 
of  the  signalman  at  Bloomfield  junction,  no  collision  need  have  taken  place  if  the 
servants  of  the  Company,  viz.,  the  engine-driver  and  fireman  of  the  branch  line  down 
train  from  Walsall,  had  been  more  careful  and  had  reduced  the  speed  of  their  train,  , 
on  finding  the  signals  on  at  ** danger"  against  them,  so  as  not  to  over-run  the 
junction  signal.  The  distant-signal  is  not  by  any  means  well  placed  or  sufliciently 
distant  from  the  crossing  to  offer  any  reasonable  security  against  collisions  when  the 
weather  is  not  clear ;  but  on  this  occasion  the  down  distant-signal  could  be  seen,  and 
it  is  admitted  was  seen  for  a  long  distance,  and  there  is  no  excuse  whatever  for  over- 
running  the  home-signal.  It  is  true  that  this  train  was  not  provided  with  a  proper 
amount  of  break-power,  as  no  one  scarcely  now  contends  that  one  break  for  seven 
vehicles,  independent  of  the  engine  break,  is  a  proper  and  sufficient  amount  of  break- 
power  for  a  passenger  train. 

I  was  greatly  struck,  when  visiting  Bloomfield  junction  to  inquire  into  this  collision, 
at  noticing  the  relative  position  of  the  junction  signal-box,  the  crossing  of  the  up  main 
by  the  branch  down  Ime,  and  the  position  of  the  branch  down  signals  for  covering 
that  crossing,  and  I  mentioned  that  I  had  seen  nothing  like  it,  and  that  I  must 
ascertain,  when  I  returned  to  London,  which  of  the  Inspecting  Officers  of  the  Board 
of  Trade  had  passed  such  a  junction. 

A  new  signal-box  has  recently  been  put  up  nearly  100  yards  further  away  from  the 
junction  points  ^d  crossing  than  that  previously  used,  and  the  junction  points  are 
now  213  yards  from  the  crossing ;  and  on  examining  the  documents  lodged  by  the 
Railway  Company  at  the  Board  of  Trade  prior  to  the  branch  line,  then  called  the 
Tipton  branch,  being  inspected,  I  found  that  I  was  the  officer  who  made  the  inspection 
in  August  1863.  In  consequence,  I  requested  that  I  might  be  informed  what  distance 
the  junction  points  had  been  shifted,  and  in  reply  I  was  informed  that  the  branch 
line  was  opened  for  traffic  in  1864  {see  Mr.  Sutton's  letter,  dated  10th  June),  and  no 
change  in  the  position  of  the  junction  had  been  made  since  that  time. 

I  have  no  information  as  to  the  position  of  the  branch  line  down  home  and  down 
distant  signals  or  of  the  signal-box  at  the  time  when  I  made  the  inspection  in  1863, 
but  I  think  the  position  of  the  signal-box  and  branch  down  distant-signal  must  have 
been  altered,  as  the  down  distant-signal  is  only  278  yards  from  the  fouling-point, 
which  distance  is  such  as  to  offer  no  sufficient  protection  to  the  crossing  in  hazy  or 
foggy  weather,  as  the  branch  line  falls  for  half  a  mile  towards  the  main  (Stour  Valley) 
line. 

I  had  no  means  of  ascertaining  positively,  whereabouts  the  jxmction  was  made  in 
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1863,  and,  in  consequence,  I  applied  to  Mr.  Stevensou  for  information  on  the  subject^ 
that  I  might  be  enabled  to  trace  what  had  been  done,  and  to  know  when  the  change 
was  made,  and  under  what  circumstances.  Mr.  Stevenson  is  unable  to  give  me  any 
information  as  to  when  the  change  was  made  and  under  what  circumstsmces,  and  I 
have  received  no  further  information  from  the  Company's  oflBlcers  on  the  subject. 
But  by  comparing  the  details  of  the  branch  line,  formerly  supplied  to  the  Board  of 
Trade  by  the  Company's  engineer  prior  to  its  inspection  in  1863,  with  the  distances 
recently  measured  on  the  ground  and  those  supplied  by  the  Company's  engmeer, 
Mr.  Stevenson,  at  the  present  time,  I  find  that  the  position  of  the  junction  pointe  must 
have  been  shifted  somewhere  about  170  yards. 

This  alteration  involves  a  very  serious  question.  Is  any  railway  company  justified 
in  altering  the  arrangements  submitted  to  an  officer  of  the  Board  of  Trade  directed 
to  inspect  a  new  line  before  it  is  opened  for  traffic,  and  on  which  he  recommends  the 
Board  of  Trade  to  sanction  the  opening  of  the  line  for  traffic,  and  altering  them  so 
much  for  the  worse,  that  the  junction  has  been  shifted  170  yards  further  from  the 
crossing  at  which  the  collision  occurred  ?  The  signalman  is  now  placed  in  a  box 
314  yards  from  the  crossing,  whereas  if  he  had  been  doing  duty  in  a  box  close  to  the 
crossing  he  might  have  been  enabled,  at  the  last  moment,  when  he  saw  that  the 
branch  line  down  train  was  not  likely  to  stop  clear  of  the  up  main  line  on  which  the 
express  train  was  running,  to  have  shifted  the  facing-pointe  (after  replacing  the  up 
main  line  signals  at  "  danger  "),  and  to  have  diverted  the  up  express  train  on  to  the 
up  branch  line,  and  thus  have  averted  the  collision  and  saved  so  many  persons  from 
serious  injury. 

I  cannot  think  that  any  railway  company  is  authorised  to  make  any  such  change 
without  the  authority  of  the  Board  of  Trade,  but  I  Jaiow  that  this  is  not  a  solitary 
instance  where  equally  important  changes  have  been  made  after  the  opening  of  a  line 
for  passenger  traffic  has  been  sanctioned  by  the  Board  of  Trade. 

The  London  and  North-western  Railway  Company,  in  their  altered  telegraph 
arrangements  for  working  the  absolute  block  system,  are  undoubtedly  complying, 
to  a  considerable  extent,  with  the  repeated  representations  from  the  Inspecting  Officers 
of  the  Board  of  Trade,  as  to  not  permitting  two  trains  to  approach  a  jimction  at  the 
•  same  time  on  lines  that  cross  or  converge  towards  each  other.  I  annex  a  copy  of 
these  regulations.  It  would  be  very  desirable  if  they  could  be  greatly  diminished  in 
length ;  that  the  distinction  between  important  and  other  passenger  trains  should  be 
done  away  with ;  and,  as  regards  passenger  trains  approaching  junotions,  that  the 
signals  should  be  taken  off  for  the  "  Be  ready  "  signal,  which  is  first  accepted  by  the 
signalman,  and  the  second  ^*Be  ready,"  for  a  passenger  train,  should  not  be  accepted 
when  the  advance  of  this  second  train  would  endanger  the  safety  of  the  first  if  the 
driver  should  overrun  the  signals. 

I  was  also  informed  that  the  London  and  North-western  Railway  Company  had 
now  2,019  vehicles  fitted  with  patent  breaks,  1,645  with  chains,  exclusive  of  West 
Coast  stock,  of  which  there  are  176  fitted  with  breaks  and  six  with  chains ;  that  246 
London  and  North-western  vehicles  have  been  fitted  with  breaks  and  105  with  chains 
since  the  1st  January  last. 

I  have,  &c., 
The  Secretary,  W,  Yolland, 

(Railway  Department,)  Board  of  Trade.  Golanel. 

P.S. — I  delayed  sending  in  my  report  for  a  considerable  time  in  the  expectation 
that  I  should  receive  further  information  from  the  Company  as  to  the  position  of  the 
junction  at  the  time  of  my  inspection ;  and  the  day  after  I  sent  in  the  preceding 
report  I  received  another  communication  from  Mr.  Stevenson,  dated  30tli  ultimo, 
enclosing  an  extract  of  a  letter  and  a  sketch  from  Mr.  Woodhouse,  the  letter  stating 
that  **  there  has  been  no  change  in  the  position  of  the  junction  points ;  the  sketch 
on  fly  leaf  shows  the  original  position  of  the  jimction  cabin.*' 
^^  The  junction  was  put  in  originally  as  it  is  now." 

(Signed)        "  H.  Woodhotjse," 

I  immediately  called  on  Mr.  Stevenson  and  showed  him  the  documents  which  had 
been  handed  in  to  the  Board  of  Trade  by  his  predecessor,  the  late  Mr.  Baker,  which 
give  the  distances,  gradients,  curves,  bridges  crossed  over  or  under,  on  this  Tipton 
branch  from  the  starting  or  fixed  point  at  Wednesbury  commencing  at  the  level 
crossing  at  Church  Lane,  Prince's  End.      Mr.  Stevenson's  and  Mr,  Woodhouse's 
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measurements  supply  the  following  positions  of  the  level  crossings,  bridges,  &c.,  and 
I  have  placed  alongside  of  them  those  extracted  from  Mr.  Baker's  documents. 

From  Mr.  Stevenson's  and  Mr.  Woodhouse's  measurements.  From  Mr.  Baker's  details. 


Church  Lane  level  crossing  occurs  at 
Occupation  bridge 
Level  crossing        •  .  - 

Hall  Street  overbridge 
Regent  Street  overbridge 
Occupation  overbridge 
Occupation  overbridge 
Occupation  underbridge  -    . 

Bloomfield  canal  underbridge 
Occupation  Road  underbridge 
End  of  the  branch  line  in  1879 
„  „  1863 


m. 

ch. 

1 

77 

2 

2-61 

2 

7-8 

2 

23-81 

2 

27-86 

2 

30-30 

2 

41-60 

2 

45-52 

2 

4713 

no 

fc  given 

2 

78-04 

m. 
1 


ch. 

77 


not  given 


2 
2 
2 
2 
2 
2 
2 
2 


7-0 
24-0 
280 
30-0 
42-0 
460 
48-0 
64-5 


2     70-26 


So  that  the  junction  at  the  present  time  appeal's  to  have  been  shifted  7  79  chains, 
if  the  details  supplied  to  the  Board  of  Trade  in  1863  were  correct. 

I  was,  however,  shown  by  Mr.  Stevenson  a  communication '  from  Mr.  Baker,  giving 
instructions  that  the  site  of  the  junction  was  to  be  changed,  by  carrying  the  rails  close 
to  and  parallel  to  the  rails  of  the  up  and  down  lines  of  the  Stour  Valley  Railway  up 
to  the  Bloomfield  Basin  signals.  This  conmiunication  was  dated  April  1863,  and  it 
was  then  expected  that  the  branch  would  be  opened  on  the  1st  Jime,  and  I  have  no 
doubt  that  the  intention  was  to  shift  the  position  of  the  junction  from  what  was  first 
laid  out. 

This  junction  curve  was  not  made  in  accordance  with  the  authorised  Parliamentary 
plans  which  sanctioned  a  junction  to  the  south  near  Tipton  station,  whilst  that 
constructed  was  made  to  the  north.  I  inspected  the  Tipton  and  Darlaston  branches 
early  in  August  1863,  and  made  my  report  on  the  8th  of  that  month,  and  the  Board 
of  Trade  directed  the  opening  to  be  postponed  for  one  month,  in  consequence  of 
certain  things  being  required  to  be  done,  and  authority  to  open  the  line  for  traffic  was 
not  given  until  the  6th  September  1863. 

I  requested  Mr.  Stevenson  to  obtain  further  evidence  as  to  when  the  junction  was 
first  made,  and  to  let  me  know  for  what  purpose  the  hut  in  the  fork  was  placed. 

I  now  enclose  the  further  evidence,  dated  the  3rd  instant.  It  appears  to  be  that 
of  a  platelayer,  and  to  the  eflfect  that  the  points  were  put  in,  as  they  are  now,  by 
Mr.  Baker's  authority,  and  the  parallel  rails  laid  in  at  the  same  time  as  the  present 
junction.  I  do  not  dispute  this  assertion,  but  merely  that  the  present  junction  is  not 
that  which  I  looked  at.  No  information  is  forthcoming  about  the  hut,  which  was 
probably  the  original  signal-box. 

I  have  examined  my  note-book,  which  records  all  the  deflections  of  the  girders 
under  a  rolling  load,  and  there  is  no  particular  allusion  to  the  junction  being  an 
imusual  one.  A  hut  still  stands  in  the  fork  between  the  branch  and  main  line.  I 
stated  that  the  signals  at  the  four  junctions  were  not  in  working  order,  and  I  am 
satisfied  that  I  did  not  see  the  line  in  the  position  which  it  now  occupies  with  parallel 
rails  to  the  Stour  Valley  rails  for  a  length  of  seven  or  eight  chains.  If  it  had  been, 
another  bridge  over  a  turnpike  road  should  have  been  inserted  in  Mr.  Baker's  details, 
which  I  should  have  had  to  look  at. 

W.  Y.,  4th  July  1879. 


London  and  Nobth-western  Railway. 

District  Superintendent's  Office, 

New  Street  Station, 
Dear  Sir,  Birmingham,  June  10,  1879. 

I  ENCLOSE  a  diagram  giving  particulars  you 
require  with  regard  to  the  carriages.  The  junction, 
I  am  informed,  was  opened  in  1864,  and  has  not  been 
altered  since  that  time. 

Yours  faithfully. 
Colonel  Yolland,  W.  Sutton. 

Board  of  Trade, 

13,  Downing  Street, 
London. 


London  and  North-western  Rail  way  (Southern 
Division). 

Engineer's  Office, 

Stafford,  June  12th,  1879. 

Bloomfield  Junction. 
Dear  Sir, 

Mr.  Fmnk   Stevenson  informs  me  you  ^vish 
to  be  furnished  with  some  distances  at  this  place. 

On  fly-leaf  I  have  pleasure  in  handing  you  sketch 
giving  the  required  information. 

Yours  faithfully, 
Colonel  Yolland,  H.  Woodhouse. 

Board  of  Trade, 
Whitehall. 
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13,  Downing  Street, 
Dear  Sir,  16th  June  1879.     . 

I  HAVE   received    from   Mr,   Woodhouse   the* 
distance  between    the    canal  bridge  and  the  present 
facing-j^oints  at  Bloomfield  junction,  and  this  distance 
entirely  confirms  my  statement  that  the  position  of  the 
junction  must  have  been  moved. 

But  it  la  not  safe  to  depend  upon  a  single  measure- 
ment; and  I  should,  therefore,  feel  obliged  if  you 
would  be  good  enough  to  cause  me  to  be  supplied  with 
tlie  diatancesj  measured  from  the  King  Street  crossing, 
Prince's  End,  to  the  several  over  and  under  bridges  up 
to  the  Bloomfield  junction,  that  they  may  be  compared 
with  those  furnished  by  the  Company  prior  to  the 
branch  being  inspected. 

The  measurements  go  to  prove  that  the  position 
of  the  junction  has  been  shifted  more  than  150  yards, 
and  under  these  circumstances  I  must  ask  when  the 
change  was  miule,  aud  under  what  circumstances. 

I  inspected  the  Hue  In  July  or  August  1863. 
Yours  faithfully, 
F.  Stevenaon,  Esqre.  (Signed)     W.  Yolland. 


LONDOir  AND  NORTH-WRSTERN  RAILWAY. 

Engineer's  Office,  Euston  Station, 

Mr  Dkar  Sir,  London,  June  19th,  1879. 

IIefeering  to  your  note  of  the  16th  inst.,  on 
the  otlier  side  ii  statement  of  distances  from  the  level 
crossing  at  Princre's  End  station  to  the  various 
bridges  situated  between  that  point  and  the  canal 
bridge,  as  measured  from  our  corrected  plans,  and 
these,  with  the  drsitance  already  furnished  by  Mr. 
WcKMlbouae,  will,  1  believe,  give  the  information  you 
require. 

TIflving  no  personal  knowledge  of  any  alteration  in 
the  position  of  the  junction  at  Bloomfield  since  its 
inspection  in  1863  (not  1873),  I  have  referred  the 
latter  part  of  your  note  to  our  manager,  Mr.  Pindlay, 
who  is  inquiring  into  the  matter. 

Yours  faithinlly, 
Cblonel  Yolland,  E.E.  Francis  Stevenson.    . 

Distances  from  Church  Lane  level  crossing  at 
Princess  EjuI  station  to  bridges  between  that  point 
aud  tho  can  til  bridge,  measured  in  the  dh'ection  of 
Blooinlit4d  junction. 

From 

Church  Lane  to  occupation  bridge  - 

,j  „  to  level  crossing  - 

„  H  *o  Hall  Street  bridge  - 

,,  „  to  Regent  Street  bridge 

„  ,t  to  occupation  bridge  - 

„  „  to  occupation  bridge  - 

„  „  to  occupation  bridge  - 

J,  „  to  canal  bridge    - 


chains 

links. 

5 

61 

10 

8 

26 

81 

30 

86 

33 

3 

44 

60 

48 

52 

50 
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LoNTON  AND  North-western  Railway. 

Engineer's  Office,  Euston  Station, 

Mt  Delvr  Sir,  London,  30th  June  1879. 

Referring  to  your  letter  of  the  16th  inst., 
although  no  delay  has  occurred,  some  little  time  has 
neceBsarily  been  occupied  in  ascertaining  the  informa-' 
tion  you  i*equire  in  connection  with  our  Bloomfield 
junctloni 

However,  I  now  send  you,  on  the  other  side,  extract 
from  a  letter  dated  28 th  inst.,  received  by  Mr.  Findlay 
from  Mr,  Woodhouse,  which,  together  with  the 
distances  set  forth  in  my  letter  of  the  19th  inst.,  will, 
I  think,  plB€e  io  you  possession  of  all  the  facts  of  the 
case. 

Yours  faithfuUy, 
ColoQel  Yolland,  R.£,  Franois  StevenSOKj 


Extract  from  Mr,  Woodhouse's  letter  to  Mr.  Findlay, 

28th  June  1879. 

"  Bloomfield  Junction. 

"  Yours  of  June  26th. 

"  There  has  been  no  change  in  the  position  of 
the  junction  points;  the  sketch  on  fly-leaf  shows  tho 
original  position  of  the  junction  cabin. 

"  The  junction  was  pui  in  originally  as  it  is  now. 
«  C.  H.  Woodhouse." 


London  And  North-western  Railway. 

Engineer's  Office,  Euston  Station, 
My  Dear  Sir,  London,  3rd  July  1879. 

In  accordance  with  the  promise  made  at  our 
interview  when  you  were  here  on  Tuesday  last,  I 
wrote  to  Mr.  Woodhouse  as  to  the  question  you  raised 
about  the  alteration  to  the  points  at  Bloomfield  junc- 
tion, and  now  enclose  copy  of  his  reply.  ^ 
Yours  very  truly. 
Colonel  Yolland,  R.E.  Francis  Stevenson. 

Engineer's  Office, 

Stafltord,  July  2nd,  1879. 

Bloomfield  Junction. 

Your  favour  of  yesterday. 
Dear  Sir, 

The  platelayer  who  laid  in  the  junction  states  j 
the  points  are  in  the  same  position  as  when  they  were 
put  in,  except  the  points  on  the  up  road,  which  have 
been  removed  10  feet  back  to  allow  the  locking-bar  to 
be  fixed.  The  parallel  rails  were  put  in  at  the  same 
time  as  the  junction.  The  points  were  put  in  as  they 
are  now  by  Mr.  Baker's  authority,  but  probably  the 
position  does  not  agree  with  that  shown  on  the  Par- 
liamentary plan. 

Yours  truly, 
F.  Stevenson,  Esq.         (Signed)    H.  Woodhouse. 


Appendix  A. 


Collision  at  Bloomfield  Junction,  May  31st,  1879. 

List  of  Injured. 

Law,  Horace,  leg  injured. 

Brown,  Charles  Chard,  elbow  fractured  and  head 
injured. 

Levey,  Bernard,  head  injured. 

Wood,  JohD,  externally  wounded. 

Smith,  Arthur,  shoulders  injured. 

Morgan,  Davis  Lewis,  sbaken. 

Skinner,  Edward,  shaken. 

Skinner,  Margaret,  shaken. 

Cook,  Ann,  bruised  and  shaken. 

Cook,  Phoebe,  (baby),  bruised  slightly. 

Cook,  Job,  (boy),  bruised  sUghtly. 

Mausell,  Mary  Jane,  head  bruised  and  shaken. 

Slater,  Isaiah,  leg  fractured. 

Madden,  William,  shaken. 

Bristow,  Arthur,  leg  injured. 

Hewith,  William,  leg  injured. 

Noale,  Emma,  leg  and  face  injured. 

Fereday,  Thomas,  head  injured. 

Haydon,  William,  elbow  injured. 

Robotham,  Edwin,  knee  and  shin  injured. 

Leaver,  Henry  George,  face  injured. 

Jacques,  Samuel,  shc^en. 

Harrison,  Lomas,  shaken. 

Harrison,  Henrietta,  shaken. 

Mousdale,  ribs  fractured. 

White,  Alfred,  concussion  of  brain  and  shaken. 

Cook,  Joseph,  shaken. 

Ritchie,  James,  shaken  and  elbow  injured. 

Davis,  H.  J.,  shaken. 

Clarke,  Arthur,  head  injured  fmd  shaken. 

Allen,  James* 
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Walton,  Frank. 

Horton,  Thomas,  shaken. 

Richards,  Henry,  shaken. 

Richards,  Mrs.,  and  three  children,  shaken. 

Darby,  Martha,  and  three  children,  shaken, 


Appendix  B. 


London  and  Nobth-western  Railway. 

Revised  General  Regulations  for  Train  Signalling 
by  Block  Telegraph. 

Bloomfield  Signal-box.    Tipton  Station. 

Genebal  Instructions  for  Working  the  Three 
Wire  System. 

1.  When  the  instruments  are  not  in  use,  always 
keep  the  handles  upright. 

The  indicators  and  bells  must  not  be  worked 
quickly,  but  each  movement  must  be  made  slowly  and 
distinctly. 

The  signalmen  on  giving  signals  must  see  that  the 
indicators  are  firmly  and  completely  blocked  over. 

The  instruments  are  to  be  kept  perfectly  free  from 
dust,  dirt,  grease,  &c. 

Lamps  or  other  articles  must  not  be  placed  in  the 
battery  cupboards. 

2.  All  signals  sent  and  received  must  be  immedi- 
ately entered  in  the  train  register  book,  where 
provided  for  that  purpose. 

The  entries .  must  be  in  ink,  and  no  erasures  ai*e  to 
be  made  under  any  circumstances  ;  if  an  incorrect 
entry  is  made  a  line  must  be  drawn  lightly  through 
it,  and  the  correction  made  above  or  below  it,  so  that 
the  original  entry  may  be  clearly  seen. 


Bell  Signals. 


Number  of 
Strokes. 


See 
Clause. 


Attention  or  acknowledg- 
ment   -        -        -        - 

Train  or  engine  entering 
section        -         -         - 

Be  Ready  Signals : — 
Express  passengei*  train 
Ordinary  „ 

Light  engine  or  engine 
and  break-van    - 

Express  goods,  cattle,  or 
fish  train  -        -        - 

Fast  goods  train    - 

Ordinary  goods,  mineral, 
or  ballast  train  - 
fBank  engine  (in  rear  of 

train)  -        -        -        - 
Signal  given  in  error 
Tf^e  off  slot — train  waiting 
Blocking  back  signal 
Section  clear,  but  station 

or  junction  blocked 
Imperative  obstruction 
Shunt  train  for  ^t  train 

to  pass        -         *         - 
Stop  and  examine  train 

Train  passed  without  tail^ 
lamp 


4 
4 


4 

♦5 

5 

6 

6 
•6 

•7 
•8 
•9 


given  thus — 

•pausem* 

„       ••pausem 


„  •pause999 

„  •••pause% 

„  ••pausemm^ 

„  ••pause%%% 


>  4 


„  •••pause999 
twice. 


•9 


Approaching    train    sepa- 
rated    -  -  -  ♦10 
Opening  or  closing  switch    *I1 
Train  running  back  •        «  *12 


9 

10 

6 

6 
12 

13 
14 
To  box  in  ad-^ 
vance — •••• 
—•••••  yi5 

To  box  in  rear  I 

16 
17 
18 

Q 


Number  of 
Strokes. 

See 
Clause. 

Train    or  engine 
away  forward 
line 

running 
on   right 

-  *lo 

given  in 
of    till 

pcatcd 
times. 

groups 
ee,    re- 
five 
tlius— 

•••  — 

•••  — 

•••  — 

•••  — 

Inspector's  signal 

ing  apparatus 
Testing  slots  on  si 

for  test- 

-  *16 
gnals     -  *20 

••• 

given  in  groups 
of     Rve,     re- 
peated      four 
times,   thus — 

19 
20 

-••••• 

—    •••••   — 

••••• 

21 

The  bell  signals  marked  *  must  be  acknowledged  by  repeating 
them,  and  no  signal  so  marked  must  be  considered  as  understood 
until  it  has  b^n  correctly  repeated.  Should  the  station  to 
-which  a  aignal  is  sent  not  reply,  the  signal  must  be  repeated 
mitil  duly  acknowledged. 

fBank  engines:  When  a  train  is  assisted  by  a  bank  engine 
In  the  rear,  the  train  must  be  signally  in  the  usual  manner  by 
the  "  Be  ready  "  code  denoting  the  description  of  train,  and 
immediately  after  the  train  has  entered  the  section,  and  the 
Indicator  has  been  moved  to  "  Train  on  line,"  the  "  Bank 
engine'*  signal  must  be  given  on  the  bell,  which  must  be 
acknowledged  by  one  stroke.  "  Line  clear  "  must  not  be  given 
until  the  bank  engine  arrives  and  is  shunted  off  the  main  line, 
or  otherwise  properly  protected  by  the  signals. 

Signalmen  are  specially  instructed  to  enter  in  the  train 
register  book  the  **  Bank  engine  **  signal,  in  order  that  no  mis- 
takes may  arise  by  trusting  to  memory. 

3.  The  normal  position  of  all  fixed  signals  is 
"  Danger,"  except,  when  required  to  bo  lowered  for 
an  approaching  train. 

The  normal  position  of  the  block  instrument  indi- 
cators (or  needles)  is  vertical  (upright). 

4.  The  **  Be  r^y  "  signal  must  be  given  for  all 
trains  and  engines  at  all  block  telegraph  signal-boxes, 
and  in  the  case  of  all  important  through  trains  must 
precede  by  at  least  one  section  the  actual  entrance  of 
the  train  into  the  respective  sections  throughout  the 
line. 

The  process  of  signalling  a  tmu  is  as  follows  : — 

Prior  to  the  despatch  ofa  train  from  station  A,  the 
signalman  will  give  to  station  B  the  signal  '^  Be 
ready"  (according  to  the  description  of  train),  and 
station  B  must,  provided  the  previous  train  has 
passed  his  box  and  there  is  no  obstruction  on  the 
line  upon  which  the  approaching  train  is  to  run, 
repeat  the  signal  back  to  A,  and  point  the  indicator 
to  "  Line  clear."  The  train  may  then  be  despatched 
from  A.  When  the  train  is  leaving  station  A,  the 
signalman  there  must  give  the  bell  signal  '^  Train 
entering  section,"  which  station  B  must  acknowledge 
by  pegging  the  indicator  to  "  Train  on  line." 

Station  B,  must  then  give  the  signal  •*  Be  ready  " 
to  station  C.  As  soon  as  the  train  itself  passes 
station  B,  the  "  Train  entering  section "  signal  must 
be  given  to  C,  who  must  then  in  like  manner 
forward  the  ^'  Be  ready  "  signal  to  station  D,  and  so 
on  throughout. 

As  soon  as  the  train  has  an*ived  at  or  been  shunted 
at  station  B,  as  indicated  in  clause  5,  the  signalman 
must  call  the  attention  of  station  A  by  ringing  his 
bell  (one  stroke),  and  having  unpegged  the  indicator 
from  "  Train  on  line,"  point  it  to  the  right,  signifying 
"  I-#ine  clear,"  which  A  must  acknowledge  by  repeat- 
ing one  stroke  on  the  bell,  and  the  indicator  will  then 
be  left  vertical. 

After  a  train  has  been  put  in  ^^  block,"  the  indicator 
must  not  be  altered  until  the  train  has  passed  the 
station  to  which  it  has  been  signalled,  except  on 
receipt  of  the  bell  signal,  intimating  that  the  signal 
was  given  in  error. 
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The  "Be  ready"  signal  must  under  no  circum- 
stances be  accepted  until  the  signalman  has  satisfied 
himself  that  the  indicator  of  the  block  instrument 
does  not  shew  "  Train  on  line,"  and  that  the  line  on 
which  the  train  so  signalled  requires  to  pass  is 
perfectly  clear.  When  the  "Be  ready"  is  not 
accepted  it  must  again  be  given  at  short  intervals. 

If  after  the  "  Be  ready  "  signal  has  been  forwarded 
to  the  signal  box  in  advance,  and  has  been  accepted, 
it  is  found  that  the  train  will  not  be  able  to  proceed 
in  the  usual  course,  the  "  Be  ready  "  signal  must  be 
withdrawn  by  giving  ^ye  strokes  on  the  bell,  intimating 
that  the  signal  was  given  in  error. 

5.  The  "Line  clear"  signal  must  be  given  in 
accordance  with  the  following  instructions : — 

First — ^For  through  non-stopping  passenger  and 
goods  trains  the  signal  "  Line  clear "  must  be 
given  so  soon  as  the  train  (complete  with  tail- 
kmp  on  last  vehicle,  and  travelling  at  its  usual 
speed)  has  passed  into  the  onward  section. 

Second, — For  trains  stopping  at  station  platforms, 
or  having  waggons  to  put  on  or  off  at  sidings  or  in 
station  yards,  or  having  to  shunt  for  other  trains 
to  pass,  the  signal  "Line  clear"  must  not  be 
given  to  the  signalling  station  in  the  rear  until 
such  train  (with  tail-lamp  on  last  vehicle)  has 
completed  its  work  and  gone  forward  on  its  jour- 
ney at  least  a  quarter  of  a  mile,  or  has  been 
shunted  clear  of  the  main  line. 

If,  however,  the  "  Be  ready "  signal  is  re- 
ceived for  a  light  engine  or  a  goods  train  during 
the  time  another  goods  train  is  standing  at  the 
station  under  cover  of  the  home-signal,  "  Line 
clear "  may  be  given,  and  the  "  Be  ready " 
accepted,  and  the  light  engine  or  second  goods 
train  allowed  to  enter  the  section,  it  being 
signalled  in  the  ordinary  manner  ;  but  in  foggy 
weather  or  snowstorms  the  warning  regulations 
laid  do\^n  in  Rule  6  must  be  adopted  instead  of 
given  "  Line  clear." 

If  the  train  at  the  station  is  a  pasi^enger  train, 
or  if  the  "  Be  ready  "  is  received  for  a  passenger 
train  while  any  other  train  is  oc<;upying  the 
station,  the  warning  regulations  laid  down  in 
Rule  6  must  be  adopted. 

Any  authorised  modification  in  these  general 
regulations  to  meet  special  cases  will  be  notified 
in  the  form  provided  at  the  foot  hereof. 

6.  If  after  the  passage  of  a  train,  and  prior  to  the 
"  Be  ready  "  being  accepted  for  a  subsequent  one,  the 
main  line  or  lines  are  required  to  be  fouled  in  any 
way.  the  signalman  in  charge  must  first  call  the 
attention  of  the  signalman  at  the  outside  box  or  boxes 
affected  by  giving  six  strokes  on  the  bell,  and  then 
pegging  the  indicator  to  "  Train  on  line."  This  must 
be  acknowledged  by  one  stroke  on  the  bell,  and  the 
indicator  must  remain  pointing  to  "  Train  on  line  " 
until  the  obstruction  has  been  removed.  After,  how- 
ever, accepting  the  "  Be  ready  "  signal,  care  must  be 
taken  that  the  main  line  or  lines  are  not  obstructed 
in  any  way  until  the  train  signalled  has  arrived  at 
or  passed  through  the  station ;  and  if,  on  receipt  of  the 
"  Be  ready  "  signal  for  a  passenger  train  or  important 
goods  train,  the  main  line  or  lines  are  being  occupied 
in  any  way,  immediate  steps  must  be  taken  to  clear 
the  road,  in  order  that  no  delay  or  slackening  by 
signals  may  be  caused  to  the  express  trains. 

Should  the  "  Be  ready  "  signal  be  received  at  any 
signal-box  for  a  train  before  the  previous  train  has 
arrived,  or  while  shunting  is  going  on  affecting  the 
main  line  outside  the  home-signal,  the  signalman 
will  not  reply,  and  the  train  must  be  kept  waiting. 

Should  the  previous  train  have  arrived  sufficiently 
within  cover  of  the  home-signal  for  the  tail-lamp  to 
be  seen  by  the  signalman,  or  should  the  shunting 
or  marshalling  be  going  on  within  cover  of  the 
home-signal,  the  signalman  must  not  accept  the  "  Be 
ready,"  but  if  detention  is  likely  to  arise  he  may 
reply  by  giving  the  signal  six  strokes  on  the  bell, 
thus  : — •  •  •— •  •  •,    which  will  signify    "  Section 


clear,  but  station  blocked."  The  ti'ain  for  which 
the  "  Be  ready  "  signal  has  been  given  must  then  be 
stopped  at  the  outside  section,  and  after  the  driver 
has  been  warned  of  the  state  of  things  he  may  ex- 
pect to  find  at  the  next  signal  post  he  may  be 
allowed  to  proceed. 

This  instruction  will  not  apply  in  the  case  of  a 
goods  train  followed  by  another  goods  train,  "Line 
clear "  being  given  under  such  circumstances  as  laid 
down  in  the  second  paragraph  of  the  second  instruc- 
tion of  Rule  5,  fogs  and  snowstorms  excepted. 

The  signal  for  the  driver  to  proceed  under  the 
"  warning  "  arrangement  must  be  giv«n  by  the  signal- 
man showing  a  green  hand-fiag  or  lamp,  and  lowering 
the  signal  after  the  verbal  caution  has  been  given 
to  the  driver  as  to  the  state  of  things  ahead.  In  cases 
where  the  signal-box  is  too  far  from  the  main  signal 
to  admit  of  the  driver  being  verbally  communicated  with, 
the  signalman  must,  after  the  train  has  been  brought 
to  a  stand,  exhibit  a  green  hand-fiag  or  lamp,  and 
lower  the  signal  to  enable  the  driver  to  draw  up  to 
the  signal-box.  After  the  driver  has  been  verbally 
cautioned  as  to  the  state  of  things  ahead  he  may  be 
allowed  to  proceed,  the  sigrialman  still  showing  his 
green  flag  or  hand-lamp,  and  lowering  the  starting- 
signal,  where  such  is  provided. 

The  train  must  then  be  signalled  on  the  bell  as 
entering  the  section,  and  the  signalman  at  the  station 
in  advance,  where  the  obstruction  exists,  must  ac- 
knowledge the  signal  for  the  second  train  by  one 
stroke,  but  must  not  signal  "  Line  clear  "  until  both 
the  obstruction  has  removed  and  the  second  train 
has  properly  cleared  the  section. 

Signalmen  must  not  give  back  too  hastily  the  six 
strokes  on  the  bell  signifying  "  Section  clear,  but 
station  blocked,"  as  in  many  cases  the  obstruction  at 
the  station  may  shortly  be  removed,  and  the  "Be 
ready  "  will  be  able  to  be  accepted  before  the  train 
for  which  it  has  been  given  has  arrived  at  the  outside 
«ection.  This  will  prevent  approaching  trains  being 
checked  as  must  necessarily  be  the  case  when  the 
*ix  strokes  (•  •  •— •  •  •)  are  given  back. 

Signalmen  must  enter  promptly  the  time  of  receiv- 
ing the  signal  for  a  train  under  the  "  Section  clear, 
but  station  blocked "  signal,  so  as  to  avoid  giving 
"  Line  clear "  before  the  train  has  arrived  and  the 
obstruction  has  been  removed. 

7.  Where  the  sections  are  short,  the  signal  "Be 
ready "  must,  as  soon  as  it  has  been  acknowledged, 
be  sent  forward  to  the  signal-box  in  advance  without 
waiting  for  the  signal  "Train  entering  section :"  ami 
where,  as  at  large  stations,  there  are  two,  three,  or 
more  signal-boxes  within  an  exceptionally  short  dis- 
tance from  each  other,  the  signal  "  Be  ready,"  or  the 
special  signal  for  "  Through  train  "  (where  such 
is  in  operation)  must  be  transmitted  forward  in 
sufficient  time  for  the  line  to  be  cleared,  and  signals 
lowered  before  they  can  be  seen  by  the  driver  of  an 
approaching  train. 

This  regulation  will  require  special  attention  when 
the  approaching  train  is  an  express  passenger  train. 

8,  Signalling  at  junctions. — In  order  to  ensure 
a  clear  road  for  the  important  trains,  the  "  Be  ready  " 
signal  for  such  trains  must  be  passed  on  from  the 
second  section  outside  all  junctions  to  the  signalman 
at  the  junction  box.  If  the  junction  and  the  line  on 
which  the  train  will  travel  are  clear,  the  "  Be  ready  " 
must  be  accepted  ;  if  not  clear,  or  if  a  train  is  ap- 
proaching from  any  direction  which  the  junction 
point  locking  does  not  protect  from  collision,  the 
signalman  must  deal  with  the  "  Be  ready "  in  ac- 
cordance with  the  regulations  laid  down  in  clauses 
6  and  6. 

For  instance :  Should  two  passenger  trains  be 
approaching  upon  converging  or  intersecting  lines 
the  "  Be  ready  "  must  only  be  accepted  for  the  most 
important  one,  the  other  train  being  brought  to  a 
stand  at  the  outside  section,  and  only  allowed  to 
proceed  under  the  warning  arrangement. 

Should  a  passenger  train  be  approaching  at  the 
same  time  as  a  goods  train,  ftnd  ''Line  clear  ^  can  be 


Oigitized  by 


Google 


(    55    ) 


given  for  the  former,  the  goods  train  must  only  be 
allowed  to  come  forward  under  the  warning  arrange- 
ment ;  or  should  "  Line  clear "  have  already  been 
given  for  a  goods  train,  the  passenffer  train  must  only 
be  allowed  to  come  forward  under  the  **  Warning 
arrangement." 

Should,  however,  two  goods  trains  be  approaching 
at  the  same  time,  they  may  (except  during  fogs  and 
snowstorms)  be  allowed  to  come  forward,  the  drivers 
controlling  their  engines  in  accordance  with  the  signals 
shown  on  the  distant-signal  posts. 

Any  authorised  modification  of  these  general  regula- 
tions to  meet  special  cases  will  be  notified  in  the  form 
provided  at  the  foot  hereof. 

Care  must  be  taken  to  ensure  prionty  to  the  most 
important  train. 

Special  instructions  are  issued  for  junctions  in 
station  yards,  and  for  those  places  where  passenger 
platforms  or  ticket  stages  exist,  at  which  trains  have 
to  stop  short  of  the  junction  points. 

Drivers  in  all  cases,  on  approaching  junctions,  must 
have  their  engines  under  control,  as  laid  down  in  Rule 
276. 

9.  If  a  signal  has  been  incorrectly  given,  the  signal- 
man who  has  made  the  mistake  must  give  five  strokes 
on  the  bell,  signifying  **  Signal  given  in  error,"  and 
the  signalman  receiving  this  signal  must  repeat  it  and 
unpeg  the  indicator  from  "  Train  on  line,"  and  allow 
it  to  hang  vertical.  This  is  to  be  acknowledged  by 
one  stroke  on  the  bell,  and  the  signalman  is  then  to 
forward  the  correct  signal. 

If  the  *'  Be  ready  "  signal  is  required  to  be  cancelled, 
the  signalman  receiving  the  five  strokes  or  the  bell 
must  repeat  the  same,  and  enter  in  his  train  register 
book  (where  provided)  the  fact  of  the  "  Be  ready  " 
signal  having  been  ctmcelled. 

10.  Take  ofi*  slot ;  train  waiting : — The  gong  code 
#• — •••  is  to  be  given  when  a  train  has  been  brought 
to  a  stand  at  a  junction  or  in  a  station  yard,  and  the 
home-signal  cannot  be  lowered  in  consequence  of  the 
slot  being  on  from  the  box  in  advance.  If  the  slot 
canbe  taken  ofi*,  the  five  strokes  (thus«#—«##)  must 
be  repeated,  and  after  the  driver  has  been  warned  the 
signal  may  be  lowered  to  enable  the  train  to  proceed 
cautiously  to  the  next  box.  This  code  must  not  be 
given  until  the  train  has  been  brought  to  a  stand. 
*  No  reply  "  will  indicate  "  Line  blocked,"  and  the 
train  must  be  kept  waiting  until  the  slot  is  taken  off". 

1 1.  In  the  event  of  a  second  train  or  engine  arriving 
at  a  signal-box  before  the  preceding  train  or  engine 
has  been  telegraphed  as  clear  from  the  station  in 
advance,  it  must  not  be  allowed  to  enter  the  section 
excepting  only  under  the  circumstances  laid  down  in 
paragraphs  Nos.  6,  15,  22,  and  23. 

12.  Should  it  become  necessary  to  block  a  section, 
in  consequence  of  a  break-down  obstiucting  the  line, 
or    other    circumstances    taking    place   rendering   it 

mperative    that    any    approaching  train  should    be 
stopped,  the  signalman  at  the  station  where  the  ob- 
struction takes  place  must  give  six  strokes  on  the  bell 
twice,  with    a  pause   between  ( — •••••• — ••••••), 

and  peg  the  indicator  to  "  Train  on  line."  The  signal- 
man receiving  this  signal  must  stop  any  approaching 
train. 

Should  there  be  reason  to  suppose  that  both  lines 
are  obstructed,  the  signalman  must  instantly  give  the 
** Imperative  obstruction"  signal  in  both  directions, 
and  put  all  his  signals  to  danger. 

13.  To  advise  the  station  in  advance  that  an 
approaching  train  is  to  be  shunted  for  a  following 
train  to  pass,  the  signal  of  seven  strokes  on  the  bell 
is  to  be  given  and  acknowledged  by  an  exact 
repetition. 

14.  If  a  signalman  observes  any  thing  unusual  in  a 
train  during  its  passage,  such  as  signals  of  distress 
made  by  a  passenger,  goods  falling  ofi*,  a  vehicle  on 
fire,  a  hot  axle-box,  or  other  mishap,  he  must  give  the 
station  in  advance  eight  strokes  on  the  bell  (the  signal 
1o  "  Stop  and  examine  train  "),  and  the  signalman  at 
the   station    in  advance   must   instantly  put   on  the 


danger  signals  to  stop  the  approaching  train,  and 
acknowledge  the  eight  strokes  by  repeating  them. 

Where  practicable,  the  signalman  must  also  tele- 
graph the  station  in  advance  the  cause  of  sending  the 
"  Stop  and  examine  train  "  signal. 

The  signalman  receiving  this  signal  must  also  stop 
any  train  travelling  in  the  opposite  direction,  and 
prevent  it  from  entering  the  section  until  the  other 
train  has  arrived,  when  he  may  allow  it  to  proceed, 
having  first  satisfied  himself  that  the  line  is  clear. 

15.  Should  a  train  or  an  engine  pass  a  signal  station 
without  a  tail-lamp  on  the  last  vehicle,  it  will  be 
the  duty  of  the  signalman  immediately  to  send  to  the 
signal-box  in  the  rear  nine  continuous  strokes  on 
the  bell,  and  to  the  box  in  advance  the  same  number 
of  strokes,  but  given  thus  : — •  •••  —  •••••, 
and  to  leave  the  indicator  of  the  instrument  pointing 
to  "  Train  on  line."  The  signalman  at  the  box  in 
advance,  on  receiving  this  signal,  must  acknowledge 
it  and  put  on  the  danger  signal  to  stop  the  ap- 
proaching train,  and  tell  the  guard  and  driver  of  the 
intimation  he  has  received.  The  signalman  at  the 
box  in  rear  must  acknowledge  the  signal  and  must 
stop  the  succeeding  train,  and  warn  the  di-iver  and 
guard  that  something  may  have  become  detached 
from  the  preceding  train,  as  there  was  no  tail  signal 
on  the  last  vehicle,  and  thereupon  the  train  may  be 
allowed  to  proceed  cautiously  to  the  next  signal 
station,  it  being  signalled  as  entering  the  section  in 
the  usual  manner. 

Upon  the  second  train  passing  out  of  that  section, 
complete,  "  Line  clear "  may  be  given,  and  the  cir- 
cumstance must  be  specially  reported. 

16.  The  "  Approaching  train  separated  "  signal  is 
only  to  be  used  in  the  event  of  a  signalman  ob- 
serving that  a  train  has  become  divided,  and  is 
running  in  two  or  more  parts.  The  signalman 
receiving  this  signal  must  stop  any  train  travelling 
in  the  opposite  direction ;  and  if  the  "  separated 
train"  is  running  on  a  falling  gradient  where  the 
stoppage  of  the  first  part  would  risk  a  collision  by 
the  6ecx)nd  part  overtaking  it,  the  signalman  must 
not  exhibit  the  danger  signal  to  stop  the  first  por- 
tion, but  must  give  the  driver  a  green  signal  either 
by  fiag  or  hand-lamp,  waving  such  signal  from 
side  to  side,  and  must  endeavour  to  advise  the  driver 
of  the  circumstance  as  he  passes ;  if  the  train  is 
running  on  a  rising  gradient  or  where  the  line  is 
level,  the  signalman  must  stop  the  first  portion  and 
deal  with  it  as  expeditiously  as  possible  to  prevent 
the  second  portion  coming  into  collision  with  it. 

Should  any  train  going  in  the  opposite  direction 
have  been  stopped,  it  must  not  be  allowed  to  pro- 
ceed until  satisfactory  evidence  has  been  obtained 
that  the  line  on  ^vhich  it  is  about  to  run  has  not 
been  obstructed. 

17.  At  signal-boxes  open  during  the  day  only, 
switches  are  provided  to  enable  the  stations  on  either 
side  to  be  *^  put  through "  when  the  box  is  closed  at 
night.  The  signalman  on  taking  duty  in  the  morning 
is  to  give  notice  to  the  stations  he  communicates 
with  by  11  strokes  on  the  bell  (the  opening  or 
closing  switch  signal),  which  must  be  acknowledged 
by  repetition,  and  he  is  then  to  set  his  indicators  in 
accord  with  the  signals  exhibited  on  his  instruments. 

If  a  train  is  in  transit  at  the  time  the  switch  is 
opened,  the  signalman  must  not  give  the  "  line  clear  " 
signal  until  the  train  has  passed  the  switch  station, 
or  **  Line  clear  "  has  been  signalled  from  the  end  of 
the  section  towards  which  the  train  was  travelling. 

When  the  time  for  leaving  duty  arrives,  the  signal- 
man must  not  switch  his  apparatus  out  of  circuit 
until  the  sections  on  each  side  are  clear.  When  that 
is  the  case,  the  signal  of  1 1  strokes  may  be  given, 
and  upon  receiving  the  acknowledgment  he  may  close 
the  switch. 

The  times  of  opening  and  closing  to  be  entered  in 
the  train  roister  book. 

(Note. — Signal-boxes  having  the  means  of  com- 
municating by  speaking  telegraph  with  the  boxes  on 
either  side,  must  ascertain  whether  there  are  train 
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running  on    the   sections  before  opening    the  block 
telegraph  switch. 

18.  In  the  case  of  a  signalman  being  aware  of  the 
fact  of  a  portion  of  a  train  having  become  accidentally 
detached,  or  of  a  portion  of  a  train  running  back 
down  an  incline,  he  must  immediately  place  his 
signals  for  the  opposite  line  to  danger,  and  stop  the 
next  train  going  in  that  direction,  and  isistruct  the 
driver  to  proceed  cautiously,  as  the  line  may  be 
obstructed.  He  must  also  call  the  attention  of  the 
station  in  the  rear  towards  which  the  portion  of  the 
train  may  be  running,  by  giving  12  strokes  on  the 
bell,  and  leave  the  indicator  of  his  instrument  pointing 
to  "Train  on  line."  The  signalman  who  has  re- 
ceived this  signal  must  stop  any  train  about  to 
proceed  on  the  same  line  ;  and  he  must  take  such 
protective  measures  as  may  be  necessary,  such  aa 
turning  the  runaway- train  across  to  the  other  line  or 
into  a  siding,  as  may  be  'most  expedient  under  the 
circumstances. 

In  the  event  of  a  train  being  turned  across  to  the 
other  line,  the  signal  "  Train  running  away  forward 
on  right  lino  "  must  be  passed  on  to  the  next  signal- 
box. 

19.  If  a  train  or  engine  has  escaped  without  any- 
one on  the  engine,  and  is  running  away  forward  on 
the  right  line,  the  section  in  advance  must  be  advised 
of  the  fact  by  giving  15  strokes  on  the  bell  in  groups 
of  three  strokes  repeated  five  times,  a  distinct  pause 
to  be  made  between  each  group  of  three,  thus : — 
•••—.•••—••• — •••—  •••.  The  signalman  receiving 
this  signal  must  arrange  for  the  line  on  which  the 
vehicles  are  running  to  be  cleared,  and  take  such 
other  measures  as  he  may  consider  most  expedient 
under  the  circumstances,  and  must  also,  if  necessary, 
jsend  the  signal  forward  to  the  post  in  advance. 

20.  The  Inspector's  signal  of  16  strokes  on  the 
bell,  accompanied  by  the  moving  of  the  indicator 
from  left  to  right,  is  only  to  be  used  by  that  person 
for  testing  and  examining  the  instruments,  and  is  to 
be  acknowledged  each  time  by  an  exact  repetition. 
As  soon  as  the  examination  of  Ae  instruments  is  com- 
plete<l,  one  stroke  on  the  bell  will  be  given  by  the 
inspector,  which  is  to  bo  acknowledged.  This  signal 
to  be  given  only  when  the  section  is  clear. 

21.  Signals  which  are  slotted  from  another  box 
must  be  tested  as  shortly  after  the  signalmen  change 
duty,  as  the  running  of  the  trains  will  permit.  The 
signalman  in  charge  of  the  slotted  signal,  after  releas- 
ing the  lever  so  far  as  he  is  concerned,  will  give  20 
strokes  on  the  gong  (thus  >•••«  —  ••«•<  —  ••••• 
—  •••#•)  to  the  signalman  in  the  cabin,  from  which 
the  signal  is  slotted.  This  must  be  repeated,  and  the 
distant  signal  lever  worked  three  times  slowly.  Each 
signalman  must  make  an  entry  in  his  train  book  of 
the  transaction,  and  if  the  wire  working  the  slot 
requires  adjusting  the  signalman  going  off  duty  must 
walk  to  the  signal-box  and  see  it  put  right,  unless  he 
can  get  this  done  by  sending  a  message  on  the 
speaking  instrument.  Slotted  signals  must  not  be 
tested  after  the  **  Be  ready  "  has  been  received  for  a 
train  on  the  line  to  which  they  refer. 

22.  In  the  event  of  any  failure  in  the  telegraphic 
communication  i)reventing  the  necessary  signals  being 
forwarded  and  received,  the  signalman  in  charge  of 
any  block  section  may  permit  trains  or  engines  to 
proceed  over  those  sections  of  the  line  where  the 
failure  exists,  provided  he  first  brings  the  train  or 
engine  to  a  stand  at  the  signal-box,  and  then  advises 
the  driver  and  guard  of  the  failure ;  when  this  has 
been  done,  the  train  or  engine  may  bo  allowed  to 
proceed  cautiously  to  the  next  post.  No  train  must 
be  allowed  to  follow  another  within  five  minutes  ;  nor 
when  a  tunnel  inteivenes  in  a  block   section,   within 


ten  minutes,  unless  the  signalman  on  duty  can  satisfy 
himself  that  the  tnnnel  is  clear.  So  long  as  the  tele* 
graph  failure  continues,  all  subsequent  trains  or 
engines  must  be  brought  to  a' stand,  and  the  drivers 
advised  how  long  the  previous  train  is  in  advance,  and 
the  nature  of  it. 

Steps  must  be  immediately  taken  to  have  the  tele- 
graphic apparatus  put  into  working  order  again,  and 
notice  of  the  interruption  must  be  given  to  the  Tele- 
graph Department  in  accordance  with  the  instructions 
on  this  head. 

23.  To  prevent  delays  to  break-down  van  trains  when 
proceeding  to  clear  the  line,  they  must  in  all  cases  be 
signalled  as  "  Passenger  trains,"  the  signal  "  Shunt 
for  fast  train  "  being  given  whenever  the  sections  in 
advance  are  occupied  by  trains  which  the  break-down 
gang  must  pass  to  ariive  at  the  scene  of  accident.  In 
the  event  of  the  section  not  being  immediately  cleared^ 
the  break-down  van  train  (after  the  driver  has  been 
warned  by  the  signalman  that  a  train  is  already  in  the 
section)  must  be  allowed  to  proceed  to  the  rear  of  the 
train  or  trains  in  advance,  which  must  also  proceed 
and  be  shunted  at  the  first  convenient  crossing,  to  allow 
the  break-down  van  train  to  pa^.  On  reaching  the 
section  on  which  the  accident  has  taken  place  the 
signalman  in  charge  is  to  allow  the  break -down  van 
train  to  enter  the  blocked  section,  after  having  first 
brought  the  engine  to  a  stand,  and  having  personally 
warned  the  driver  of  the  nature  and  place  of  the 
obstruction,  except  single  line  working  has  commenced, 
in  which  case  the  train  must  wait  for  the  pilotman. 

In  like  manner,  an  engine  proceeding  to  take  the 
place  of  one  that  has  failed,  or  an  engine,  with  or 
without  a  train,  when  sent  forward  to  render  assist- 
ance in  cases  of  failure  or  accident  to  preceding  trains, 
may  be  allowed  to  enter  the  blocked  section,  after  the 
engine  has  been  brought  to  a  stand  and  the  driver  has 
been  warned  of  the  circumstances. 

24.  Should  any  obsti-uction  occur  necessitating  the 
working  of  single  line  (see  Rule  Book,  pages  32  to 
40),  tlie  oflicer  in. charge  giving  the  necessary  instruc- 
tions for  so  doing  is,  at  the  same  time,  to  give  "written 
instructions  for  suspending  the  working  of  the  line 
by  block  telegraph.  On  the  working  of  the  double 
line  being  resumed,  the  order  suspending  the  working 
of  the  line  by  block  telegraph  is  to  be  cancelled  by 
a  written  notice  in  the  same  manner  and  at  the 
same  time  as  the  order  for  working  single  line  is 
cancelled. 

25.  In  case  of  accident  to  trains,  or  of  the  line 
being  blocked  by  vehicles  off  the  rails  at  or  near 
to  block  telegraph  boxes,  the  signalman  must,  in  all 
cases,  not  only  block  back  to  the  next  adjacent  signal- 
box  as  laid  down  in  Rule  12,  but  also  take  steps  to 
communicate  by  telegraph  or  by  messenger  to  the 
nearest  telegraph  station,  apprising  the  station-master 
there  of  the  obstruction,  in  order  that  ho  may  take 
steps  to  advise  drivers  of  approaching  trains  of  the 
occurrence,  either  by  stopping  them  out  of  course  or 
by  telegraphing  to  the  previous  stopping  station,  in 
order  that  the  station-master  there  may  give  them 
the  needful  warning. 

For  instinictions  regarding  the  working  of  signals 
see  Rules  Nos.  26  to  51</,  and  88  to  102  in  the  Rule 
Book,  dated  August  19th,  1876. 

George  Findlay, 

May,  1878.  Chief  Traffic  Manager, 

Special  instructions  for  this  signal-box. — ^Must  block 
back  to  Tipton  for  all  trains  coming  off  the  Prince's 
End  branch. 

W.  Sutton, 

District  Superintendent. 


Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  25th  July. 
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LONDON  AND  SOUTH-WESTERN  RAILWAY. 

Board  of  Trade,  (Railway  Department,) 
Sir,  13,  Downing  Street,  Whitehall,  London,  S.W.,  14th  July  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  3rd  instant,  that  I 
have  inspected  the  new  station  at  Richmond^  and  have  inquired  into  the  circum- 
stances connected  with  the  accidents  which  are  stated  to  have  occurred  at  that  station 
on  the  8th  and  26th  of  last  March. 

I  gave  notice  of  my  intention  to  inspect  this  station,  and  to  pursue  this  inquiry  on 
the  9th  instant,  to  the  Clerk  to  the  Richmond  Vestry,  to  the  two  Railway  Companies 
concerned,  the  London  and  South- Western  and  Metropolitan  District,  and  to  Mr. 
Heneage,  the  gentleman  who  was  injured  on  the  8th  March,  and  I  was  met  at  the 
station  hy  the  chairman  (Colonel  Burdett)  and  some  memhers,  and.  the  Secretary  of 
the  Richmond  Vestry,  hy  the  Officers  of  the  two  Railway  Companies,  and  by  Mr. 
Heneage  and  the  son  of  the  late  Mr.  King,  who,  it  was  stated,  had  met  with  an 
accident  at  this  station  on  the  26th  March,  and  who  had  died  within  48  hours  of  its 
occurrence. 

I  may  state  at  once  with  reference  to  this  last  accident,  that  it  is  admitted  that  Mr. 
King  did  not  complain  at  the  time  when  it  occurred,  and  I  was  informed  by  the 
officers  of  the  company  that  they  knew  nothing  about  any  accident  imtil  afterwards, 
when  the  son  came  down  to  the  station  and  mentioned  that  his  father  had  met  with 
an  accident  in  getting  out  of  a  second-class  carriage,  and  had  fallen  on  to  the  platform, 
that  he  got  up  and  walked  home,  and  then  mentioned  what  had  taken  place, 

Deacrvption. 

The  Kensington  and  Richmond  branch  of  the  London  and  South- Western  Railway' 
was  authorised  to  be  opened  for  traffic  in  December  1868,  and  the  new  station  at 
Richmond  was  designed  as  a  terminal  station  with  four  separate  platforms.  These 
accidents  occurred  at  No.  1,  or  the  southmost  platform ;  but  the  platforms  are  all 
practically  alike  as  regards  their  height  above  the  level  of  the  rails,  which  varies  from 

1  foot  lOf  inches  to  2  feet,  and  which  height  was  about  2  feet  above  the  level  of  the 
rails  where  the  accident  occurred  to  Mr.  Heneage  on  the  8th  March  last. 

By  the  38  &  39  Vict.  Act,  1875,  sections  43  and  44,  the  Metropolitan  District  Railway 
Company  were  granted  running  powers  over  the  Kensington  and  Richmond  branch, 
without  any  proviso  being  made  as  to  the  fitness  of  the  company's  rolling  stock  for 
the  new  line  and  station,  and  both  accidents  are  stated  to  have  occurred  (to  Mr. 
Heneage  and  to  Mr.  King)  while  in  the  act  of  getting  out  of  a  Metropolitan  District 
second-class  carriage. 

These  second-class  carriages  are  all  of  one  uniform  width  of  8  feet  6^  inches,  as  far 
as  the  body  of  the  carriage  is  concerned ;  the  floor  stands  about  4  feet  OJ  inch  above 
the  level  of  the  rails,  and  they  are  provided  with  one  continuous  footboard  on  each 
side  of  the  carriage,  fixed  nearly  midway  between  the  level  of  the  top  of  the  platform 
and  the  level  of  the  floor  of  the  carriage. 

This  difference  of  level  is  about  2  feet  0^  inch.  The  outer  edges  of  the  continuous 
footboards  project  about  2  inches  beyond  the  sides  of  the  carriages,  and  thus  a  person 
in  the  act  of  getting  out  of  one  of  these  carriages  has  only  a  very  narrow  ledge  of 

2  inches  in  width,  as  a  species  of  step,  to  assist  him  in  stepping  down  from  the  floor  of 
the  carriage  on  to  the  platform.  ^  The  continuous  footboard  is  actually  lOJ  inches  in 
width,  but  8^  inches  of  that  width  is  imder  the  projecting  body  of  the  carriage.  The 
width  of  the  continuous  footboard  becomes  available,  whereon  a  foot  may  be  placed, 
by  a  person  in  the  act  of  getting  into  the  carriage,  but  it  can  scarcely  be  called  a  step 
to  assist  a  person  in  descending  from  the  carriage  to  the  platform  on  a  dark  night. 

This  platform  is  provided  with  seven  gas  lamps  placed  close  to  the  fencing  at  the 
back  of  the  platform. 

Evidence. 

A.  K  Heneage^  states. — I  left  Sloene  Street  station  was  particnlarlj  careful  in  the  act.    It  was  so  dark 

with  a  return  ticket  on  Saturday  the  8th  March  by  that  I  could  not  see  the  platform,  and  I  put  out  mj 

the  train  leaving  before  half-past  six,  and  arrived  at  umbrella  lo  feel  it,  and  then  my  foot.     While  with- 

Richmond  station  a  few  minutes  before  seven.     I  was  drawing  my  foot,  and  before  I  could  get  it  on  the 

in  a  second-class  carriage  in  the   front  part  of  the  platform  I  lost  my  balance  from  some  cause  to  be 

train.     On  the  train  stopping  I  began  to  descend,  and  afterwards  explained,  and  I  fell  on  my  head  and  arm, 
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breaking  it  at  the  elbow  joint,  a  bad  fracture,  and  as 
my  doctor  says  with  a  chance  of  a  stiff  joint  for  the 
remainder  of  my  life.  It  is  unfortunately  my  right 
arm.  This  accident  is  not  only  serious,  but  it  incapa- 
citates me  from  fulfilling  my  duties  at  Court  this 
month,  and  later  on,  being  in  Her  Majesty's  house- 
hold. I  am  convinced  this  accident  would  never  have 
happened  to  me  had  the  platform  been  suflSciently  or 
even  moderately  lighted,  and  the  steps  for  descent 
and  ascent  more  conveniently  placed.  In  proof  of 
my  state  the  doctor  attending  me  can  give  a  certificate, 
or  the  company  can  send  their  own  medical  officer, 
I  am  told  that  the  platform  is  well  lighted  since  the 
accident,  but  it  certainly  was  not  then,  nor  on  other 
occasions,  as  I  can  bring  many  witnesses  to  prove. 
It  was  a  very  dark  night,  and  the  gas  lamps  gave  only 
a  very  dull  hght,  which  was  not  a  good  light  at  the 
sides  of  the  carriages.  I  could  not  see  the  platform. 
I  db  not  remember  what  number  of  gas  lights  were 
burning  on  the  platform  on  that  night.  I  have  con- 
stantly used  this  Kicl^mond  station.  I  think  it  was 
a  dry  night.  I  put  out  my  right  leg  first,  and  I  fell 
on  my  right  side.  The  left  arm  was  bruised.  The 
right  arm  was  broken.  I  maintain  that  the  carriage 
was  not  in  motion  when  I  got  out  of  the  carriage,  but 
it  moved  as  I  fell  down. 

John  Rogers^  head  porter  at  Richmond  station, 
two  years,  states. — I  was  on  duty  on  the  night  of  the 
8th  March,  and  I  was  on  No.  1  platform  when  the 
MetrojK)litan  District  train,  6.4.  p.m.  from  the  Mansion 
House,  arrived  at  the  station.  That  train  is  due  at 
6.51  p.m.,  but  I  do  not  know  at  what  time  it  arrived. 
It  was  a  moonlight  night,  dry.  All  the  gas  lights  on 
that  platform  were  burning,  and  were  turned  full  on. 
I  was  standing  near  the  middle  of  the  platform  and  I 
saw  the  train  stop  when  it  arrived  at  its  proper  place. 
The  steam  was  off  when  the  engine  passed  the  east 
end  of  the  platform.  I  saw  the  accident  occur.  I  saw 
the  gentleman  fall  on  the  platform,  and  the  ti*ain  was 
in  motion  when  the  gentleman  fell,  and  the  caiTiages 
ran  forwards  about  four  carriage  lengths  after  the 
gentleman  fell.  The  gentleman  was  riding  in  a  second- 
class  carriage  at  the  front  end  of  the  train,  but  I 
cannot  say  whether  he  was  riding  in  the  first  or  second 
compartment.  I  did  not  open  the  door  of  the  com- 
partment. The  gentleman  had  it  open,  and  I  called 
out  "  Wait,  until  the  train  stops."  When  the  gentle- 
man fell  I  caught  hold  of  him  to  prevent  him  from 
falling  between  the  train  and  the  platform.  His  hat 
fell  between  the  train  and  the  platform.  The  gentle- 
man complained  that  his  arm  was  hurt.  I  went  with 
him  to  the  company's  inspector  to  get  his  name  and 
address,  and  he  gave  his  name  and  address  to  the 
inspector.  There  were  some  other  porters  on  the 
platform,  but  I  am  not  aware  that  any  of  them  saw 
the  accident.  I  called  out  to  the  gentleman  to  wait, 
but  I  did  not  take  any  active  steps  to  prevent  him 
trom  getting  out.  The  guard  of  the  train  was  not  by 
me  when  I  caught  hold  of  the  passenger  to  prevent 
him  from  falling  between  the  train  and  the  platform. 
The  guard  was  in  his  van  at  the  time  the  gentleman 
fell.  The  guard  came  up  after  I  had  got  the  gentle- 
man upon  his  legs.  I  told  the  guard  that  the  gentle- 
man had  fallen  out  of  the  train  before  it  stopped,  and  the 
guard  said  he  wanted  his  name  and  address,  and  he 
went  also  to  the  inspector  with  the  gentleman  and 
myself.  The  train  did  not  stop  and  then  move 
further  on. 

George  Wm,  Dover,  station-master  at  Richmond 
two  years,  in  the  service  of  the  London  and  South- 
western Railway  Company,  states. — That  there  were 
seven  gas  lights  burning  on  No.  1  platform  on  the 
night  of  the  accident  including  that  at  the  west  end 
of  the  platform,  that  is  the  usual  number,  and  it  is  the 
whole  number  of  lights  on  that  platform.  I  saw  that 
those  lights  were  burning  shortly  before  the  accident 
occurred.  1  did  not  see  them  burning  at  the  time  of 
the  accident.  1  cannot  call  to  mind  seeing  them 
afterwards.  The  lights  are  always  turned  fully  on  at 
all  these  lamps. 


Walter  A.  JCifig,  son  of  Mr.  Alfred  King,  who  met 
with  the  accident  on  the  26th  M^vrch,  which  ultimately 
caused  his  death,  states. — ^That  his  father  was  travelling 
in  a  second-class  Metropolitan  District  carriage  in  the 
6.4  p.m.  train  from  the  Mansion  House,  and  on  his 
arrival  at  home  he  stated  that  he  had  had  a  slight  fall 
which  jarred  him  (age  59).  The  fall  was  caused  by  a 
jerk  from  the  engine  while  he  was  in  the  act  of  getting 
out  of  the  carriage.  That  it  was  from  a  jerk  back- 
wards. A  medical  man  was  called  in  the  same  evening* 
The  coat  which  he  wore  on  that  occasion  had  dust  on 
the  left  side.  I  believe  he  was  not  apparently  hurt 
externally.  He  died  on  the  28th  March.  I  came  to 
the  station  on  the  28th  March,  and  made  inquiries  at 
the  station  of  two  porters  whether  they  had  seen  any 
gentleman  feil.  I  described  the  train,  and  th^  said 
they  were  not  present  at  the  time  named. 

Thomas  Harrisy  engine-driver,  eight  years  in  the 
service  of  the  Metropolitan  District  Railway  Company, 
and  10  years  previously  as  a  cleaner  and  fireman  on 
the  Great  Western  Railway,  states. — I  was  driving 
the  6.4  p.m.  train  from  the  Mansion  House  to  Rich- 
mond on  the  8th  March  last,  and  I  left  the  Mansion 
House  at  6h.  8m.  p.m.  My  train  was  fitted  with  the 
Westinghouse  break,  but  I  cannot  say  whether  breaks 
were  fitted  to  all  the  vehicles  or  not.  It  was  applied 
to  the  engine.  I  approached  Richmond  station  very 
cautiously,  having  shut  off  the  steam  near  about  the 
distant-signal,  and  when  I  reached  the  east  end  of  the 
platform  I  could  not  have  been  running  more  than 
four  miles  an  hour.  I  had  applied  the  break  so  as  to 
reduce  the  speed  to  that  rate.  I  make  it  a  practice  to 
apply  the  break  when  approaching  a  terminal  station, 
so  that  I  may  be  sure  that  it  is  in  good  working  order, 
and  it  was  so  on  that  day.  I  stopped  dead  on  that 
occasion,  and  the  train  did  not  move  ahead  at  idl  after 
I  had  stopped,  and  the  train  was  not  moved  until  I 
had  received  orders  from  the  shunter  to  shunt  the 
train  back  clear  of  the  points  of  the  cross-over  road 
when  the  engine  was  uncoupled,  and  I  had  then  to 
draw  ahead  clear  of  the  points  which  were  then 
shifted,  and  to  back  the  engine  so  as  to  get  round  to 
the  other  end  of  my  train.  I  did  not  know  that  any 
accident  had  happened  when  I  first  backed  the  train. 
I  backed  it,  but  not  quite  far  enough,  and  was  told 
by  the  shunter  to  back  it  a  little  farther  to  enable  the 
shunter  to  pick  up  the  gentleman's  hat  which  had 
fallen  between  the  rail  and  the  platform.  After  I  had 
backed  the  train  the  second  time  I  saw  the  shunter 
and  another  porter  holding  the  gentleman,  one  on  each 
side  of  him. 

Mark  Everett,  fireman  five  years  in  the  service  of 
the  Metropolitan  District  Railway  Company,  states.— « 
I  was  fireman  to  Thomas  Harris  on  the  6.4  p.m.  train 
from  the  Mansion  House  to  Richmond  on  the  8th 
March  last.  I  am  quite  sure  that  the  train  when  it 
reached  Richmond  station  stopped  dead,  and  did  not 
after  it  had  stopped  move  on  again  ahead  ;  that  the 
train  did  not  move  until  it  was  backed  to  enable  the 
engine  to  get  round  the  train.  I  did  not  see  the 
accident  occur.  It  was  a  fine  night,  and  the  platforni 
was  lit  with  gas. 

George  Vorky  head  guard  of  the  6.4  p.m.  train  from 
the  Mansion  House  to  Richmond  on  the  8th  March 
last,  states. — That  the  train  consisted  of  an  engine  and 
eight  coaches,  viz.,  two  second-class  carriages,  two 
first,  and  four  third-class  carriages,  and  I  rode  in  the 
last  carriage.  The  train  left  nearly  at  the  proper 
time,  and  reached  Richmond  a  few  minutes  late.  We 
ran  into  the  station  at  about  the  usual  rate,  and  when  the 
train  stopped  it  diA  not  move  on  again.  It  pulled  up 
as  smoothly  and  as  nicely  as  could  be.  I  did  not  see 
the  accident  occur.  When  I  first  saw  the  gentlemmi 
he  was  standing  up  with  his  hat  off.  I  did  not  notice 
where  the  hat  was.  We  are  due  at  Richmond  at  6.51  y 
and  it  might  be  6.55  p.m.  when  we  got  there.  Our 
trains  are  short  buffered,  and  do  not  rebound  sufficientiy 
to  throw  a  person  down. 
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Alfred  Seymour,  under  guard  (12  months)  of  the  lot  of  people  round  him.     I  do  not  know  out  of  which 

6.4  p.m.  train  from  the  Mansion  House  to  Richmond  carriage  he  fell.     I  saw  a  porter  going  down  on  the 

on  the  8th  March  last,  states. — I  rode  in  the  carriage  ballast  to  get  the  gentleman's  hat  after  the  train  had 

next  to  the   engine.      We  ran   into   the   Richmond  been  backed.      The  gentleman   was  standing  nearly 

station  at  about  the  usual  rate,  and  when  the  train  against  the  third-class  carriages,  which  would  be  at 

stopped  it  stopped  dead,  and  did  not  move  on  nor  back,  the  rear  of  the  train ;  the  second-class  would  be  at  the 

I  did  not  see  the  accident  occur,  but  I  saw  the  gentle-  front  of  the  train  next  the  engine. 
man  standing  on  the  platform  with  no  hat  on,  and  a 

Concltision. 

Prom  the  preceding  statements  it  appears  that  the  accident  to  the  late  Mr.  King 
occurred  on  the  26th  March  last,  while  he  was  in  the  act  of  dcsccmding  from  a  second- 
class  carriage  of  the  6.4  p.m.  Metropolitan  District  passenger  train  from  the  Mansion 
House  to  Richmond ;  that  he  did  not  make  any  complaint  respecting  the  accident 
when  it  occurred  to  any  of  the  company's  servants,  but  he  mentioned  what  had 
happened  when  he  got  home,  and  his  son  went  to  the  station  two  days  afterwards  to 
make  inquiries,  and  could  not  learn  that  any  of  the  company's  servants  knew  that  an 
accident  had  taken  place.  It  also  appears  that  no  coroner's  inquest  was  held  to 
ascertain  the  cause  of  Mr.  King's  death  on.  the  28th  March. 

As  regards  the  accident  which  Mr.  Heneage  met  with  on  the  8th  March,  it  seems 
that  he  travelled  from  Sloane  Square  to  Richmond  by  the  Metropolitan  District  Rail- 
way Company's  6.4  p.m.  train,  due  at  Richmond  at  6.51  p.m. ;  that  he  rode  in  a 
second-class  carriage  at  the  front  part  of  the  train,  and  fell  on  to  the  platform  as  he 
was  in  the  act  of  getting  out  of  that  carriage,  and  fell  on  his  right  side,  head,  and 
right  arm,  breaking  it  at  the  elbow  joint.  He  states  that  "  he  was  particularly  careful 
"  in  the  act  of  getting  out  of  the  carriage,  that  it  was  so  dark  that  he  could  not  see 
^*  the  platform,  and  he  put  out  his  umbrella  to  feel  it,  and  then  his  right  foot,  and 
**  that  while  withdrawing  his  (left)  foot,  and  before  he  could  get  it  on  the  platform, 
"  he  lost  his  balance."  He  maintains  *'  that  the  carriage  was  not  in  motion  when  he 
"  got  out  of  the  carriage,  but  it  moved  as  he  fell  down."  He  is  convinced  that  "  this 
"  accident  would  never  have  happened  to  him  had  the  platform  been  sufficiently  or 
"  even  moderately  lighted,  and  the  steps  for  descent  and  ascent  more  conveniently 
''  placed.'* 

There  is  apparently  no  doubt  that  the  train  moved  forward  after  Mr.  Heneage  had 

got  his  foot  on  the  platform,  as,  when  he  was  picked  up  by  the  company's  servants, 
e  was  opposite  to  the  leading  third-class  carriage,  which  is  placed  immediately  behind 
the  two  first-class  carriages  that  followed  the  two  second-class  carriages  at  the  front 
part  of  the  train,  in  one  of  which  he  was  riding.  But  the  evidence  is  conflicting  as  to 
the  train  having  stopped,  and  then  having  again  moved  forward  before  it  finally 
stopped. 

The  only  person  who  witnessed  the  accident  (the  head  porter  or  shunter  Rogers) 
distinctly  states  that  the  train  did  not  stop  and  then  again  move  forward,  and  his 
statement  is  corroborated  by  that  of  the  engine-driver  and  fireman  and  the  two  guards 
of  the  train.  Other  cases  have,  however,  come  before  me  where  passengers  have 
stated  that  they  were  unaware  that  the  train  was  still  in  motion  when  they  attempted 
to  get  out  of  a  carriage.  I  cannot  pretend  to  say  what  was  the  fact  on  this  occasion, 
but  I  have  no  doubt  that  the  means  provided  on  the  Metropolitan  District  Railway 
carriages  for  getting  out  on  a  dark  night  of  a  carriage  whose  floor  stands  4  feet  and 
4  an  inch  above  the  level  of  the  rails,  on  to  the  platform  of  .Richmond,  which  is  not 
more  than  2  feet  above  the  same  level,  by  means  of  a  projecting  continuous  foot- 
board, whose  outer  edge  does  not  extend  more  than  2  inches  outside  the  side  of  the 
carriage,  might  have  had  a  great  deal  to  do  with  causing  the  accident ;  the  surface  of 
this  footboard  being  12^  inches  below  the  floor  of  the  carriage. 

As  I  was  the  Officer  of  the  Board  of  Trade  who  inspected  the  Kensington  and  Rich- 
mond branch  of  the  London  and  South- Western  Railway  before  it  was  authorised  to  be 
opened  for  public  traffic  in  December  1868, 1  beg  to  call  your  attention  to  the  enclosed 
extract  from  the  proceedings  of  the  Richmond  Select  Vestry  Meeting  which  appeared 
in  a  local  newspaper,  in  which  Mr.  Smallman  stated  that  "  he  felt  strongly  that  if 
"  the  Board  of  Trade  had  charge  of  our  railways  they  never  should  have  allowed  the 
"  District  carriages  to  enter  a  station  so  unfit  for  the  passengers  safety,  and  thereby 
**  laid  themselves  open  to  severe  public  censure,"  and  on  this  remark  I  may  observe 
that  the  new  Richmond  station,  as  regards  the  height  of  its  platforms  when  it  was 
opened  for  traffic  corresponded  with  the  height  of  the  platforms  as  constructed  at  the 
greater  portion  of  the  London  and  South*. Western  Railway  Company's  stations,  their 
standard  height  at  that  time  being  about  1  foot  9  inches,  and  that  the  new  Richmond 
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station  was  not  designed  to  accommodate  carriages  similar  to  those  now  in  use  on  the 
Metropolitan  District  EailAvay, 

The  Legislature  has  not  given  the  Board  of  Trade  power  to  say  what  kind  of 
carriages  shall  ho  used  on  any  of  the  railways  throughout  the  United  Kingdom,  as 
regards  their  height,  width,  length,  or  what  provision  should  be  made  to  enable  the 
passengers  to  enter  and  leaTe  the  carriages  :with  convenience  and  in  safety. 

The  proper  remedy  for  the  existing  dangerous  state  of  things  at  the  new  Richmond 
station  is  for  the  Metropolitan  District  Railway  Company  to  discontinue  running 
carriages  similar  to  those  in  use  when  the  accidents  occurred,  or  for  the  railway  com- 
panies concerned  to  make  aiTaugeraents  for  raising  the  platforms,  so  as  not  to  leave  a 
step  of  2  feet  0^  inch  in  height  between  the  level  of'  the  floor  of  the  carriage  and  that 
of  the  platform ;  but  the  Board  of  Trade  are  not  empowered  to  make  any  order  on  the 
subject,  as  regards  the  height  of  the  platforms  on  a  line  which  has  long  been  autho- 
rised to  be  opened  for  public  traffic,  nor  with  respect  to  the  particular  construction  of 


the  carriages  which  are  to  be  used  on  these  lines. 

The  Secretary, 

(Railway  Bepartment, )  Board  of  Trade. 


I  have,  &c., 

W.    YOLLAND, 

Colonel. 


APPENDIX. 


Extract  from  a  Local  KewBpaper  of  the  Proceedings 
of  th^  Kichmond  Select  Vestry  Meeting. 

Dangers  at  Hicfiftiond  N^ew  Statimu 

Mr,  S mailman  said  that  he  had  put  a  notice  on  the 
paper  to  call  attention  to  the  District  Railway  can*iages 
and  tha  plattbrm  at  the  new  station.  The  direct 
motive  he  had  in  hriogin^  the  subject  before  the 
veatty  had  arisen  from  an  accident  which  occurred 
last  Wednesday  week,  to  a  neiglilKnir  of  his,  residing 
in  Cliu^ch  Road,  and,  he  beUoYcd,  a  season-ticket 
holder  and  regular  passenger  between  Richmond  and 
the  Mansion  House  station.  Returning  on  that  evening, 
he  fell  from  the  carriage  to  the  plaiform.  He  sat 
quite  still  until  the  train  stopped,  but  when  about  to 
itep  out  a  s%ht  reaction  or  jerk  threw  him  out  of  the 
carriage  to  the  platform,  a  distance  of,  ho  supposed, 
more  than  2  feet.  On  retiching  home  he  mentioned 
the  accident,  and  ^id  he  felt  thnt  he  had  had  a  gi'eat 
shock.  He  went  to  bed  immedtately,  but  at  once 
became  insensible,  and  died  in  48  hours.  He  felt 
strongly  that  if  the  Board  of  Trade  had  charge  of  our 
railways  they  never  should  have  allowed  the  District 
carriages  to  enter  a  station  so  unfit  for  the  passengers 
aafety,  and  tliei-eby  laid  themselves  open  to  severe 
public  censure*     He  would  move — 

'*  That  the  attention  of  the  Board  of  Trade  be 
"  called  to  the  recent  accident  and  the  previously 
**  reported  caaee  of  serioua  injuries  which  have 
^*  occurred  to  passengers  whilst  alighting  at  the  Bich- 
"  mond  new  station  from  the  carriages  of  the  District 
"  Railway  Company,  owing  to  the  mal -construction  of 
**  the  platforms*  in  use  by  that  company  in  their  pas- 
*<  Henger  traffic  to  and  from  the  Richmond  station." 


The  chairman  quite  endorsed  all  that  Mr.  Smallmau 
had  said,  and  added  that  only  the  week  before  last  a 
gentleman  living  at  Twickenham  fell  from  a  train  at 
the  Richmond  new  station,  and  broke  his  arm.  Mr. 
Carless  said  that  at  Shaflesbuiy  Road  the  South- 
western Railway  Company  had  raised  the  platform  to 
the  necessary  height,  and  if  this  were  done  at  Rich- 
mond it  would  suit  the  South*Westem  trains  as  well 
as  those  of  the  Metropolitan  and  District  Companies. 
He  thought  the  South- Western  Company  were  quite 
as  much  to  blame  for  their  platforms  as  the  District 
Company  for  their  cai'riages.  Mr.  Sims  thought,  the 
platforms  should  be  raised.  A  man  who  was  recently 
in  his  employment,  and  would  be  now  if  he  were  able 
to  work,  was  thrown  out  of  one  of  the  District  car- 
riages, and  had  been  laid  up  for  nearly  a  fortnight 
with  a  sprained  foot.  Any  old  woman  at  the  work- 
house could  have  designed  better  and  more  convenient 
stations  than  those  at  Richmond.  Even  the  old 
station  —  would  anyone  suppose  that  an  engineer 
with  any  brains  about  him  at  all  could  have  designed 
such  a  station  ?  From  some  of  the  candages  at  the 
new  station  they  had  to  step  down  from  2  feet 
6  inches  to  2  feet  10  inches.  Mr.  Noyce  said  that  on 
the  previous  day  he  saw  a  lady  who  had  to  sit  down 
on  the  floor  of  one  of  the  South- Western  carriages 
before  she  could  reach  the  platform.  Afler  some 
further  discussion  the  following  amendment  was 
adopted : 

**  That  the  attention  of  the  Board  of  Trade  be 
"  called  to  the  recent  reported  and  other  accidents 
"  which  have  occurred  to  passengers  whilst  alighting 
'^  at  the  Richmond  new  railway  station,  with  a  request 
*'  that  the  Board  will  inquire  into  the  same,  and  take 
<'  such  measures  as  they  may  think  fit." 


Printed  copies  of  the  above  report  were  sent  to  the  London  and  South-Western  and  the  Metropolitan 

District  Railway  Companies  on  the  26th  July. 


Copt  of  Cobhespondence  between  the  Richmond  Vestry  and  the  Boasd  of  Trade  relative  to  AcciDENTa 
that  have  taken  place  at  the  Richmond  New  Station,  and  between  the  Board  of  Trade  and  the  London 
and  South- Wkstkhn  Railway  Company  relative  to  their  not  having  reported  these  Accidents,  and 

certain  others  that  have  occun'ed  on  their  Railway. 


No,L 
Clerk  to  the  Rice  mono  Vkstey  to  the  Board  of 
Trade. 
Vestry  Clerk's  Office^ 

Richmond,  Surrey, 
Sib,  16th  April  1879. 

I  BKa  to  forward  to  yon,  by  dircctioti  of  tbd 


Richmond  Vestry,  the  urban  authority  of  this  parish, 
a  copy  of  a  resolution  which  was  passed  at  a  general 
meeting  of  that  body  on  the  8th  instant. 

<'  Resolved,  nem.  con.,  that  the  attention  of  the  Board 
of  Trade  be  called  to  the  recent  reported  and  other 
accidents  which  have  occurred  to  passengers  whilst 
alighting  at  the  Richmond  new  railway  station,  with 
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a  request  that  the  Board  will  inquii'e  into  the  same, 
and  take  such  measures  as  they  may  think  fit." 
I  have,  &c.y 

Fredk.  B.  SKpaoR, 
Thos.  H.  Farrer,  Esq.,  Vestry  Clerk. 

Secretary, 
Board  of  Trade,  London. 


No.  2. 


The  Board  of  Trade  to  the  Clerk  to  the  Richmond 
Vestry. 

Board  of  Trade, 
(Railway  Department,) 
London,  S.W., 
Sir,  18th  April  1879. 

I  AM  directed  by  the  Board  of  Trade  to 
acknowledge  the  receipt  of  your  letter  of  the  16th 
instant,  transmittmg  a  copy  of  a  resolution  passed  at 
a  general  meeting  of  the  Richmond  Vestry  on  the 
8th  mstant,  relative  "  to  the  recent  reported  and  other 
**  accidents  which  have  occurred  to  passengers  whilst 
**  alighting  at  the  Richmond  new  railway  station." 

In  reply  I  am  to  state  that  as  the  London  and 
South-Westem  Railway  Company  have  not  reported 
any  accidents  as  having  taken  place  at  Richmond 
station  during  the  last  two  years,  the  Board  of  Trade 
have  no  information  as  to  the  accidents  to  which  you 
allude,  and  are  consequently  unable  to  take  any 
action.  If,  however,  the  vestry  will  favour  this  De- 
partment with  the  details  of  the  accidents  to  which 
they  refer,  the  Board  of  Ti-ade  will  at  once  comply 
with  th^  request  contained  in  the  resolutions  for- 
warded by  you. 

I  am,  <&c., 

Henry  G.  Calcraft. 
F.  B.  Senior,  Esq., 
Vestry  Clerk, 

Richmond,  Surrey. 


No.  3. 


Clerk  to  the  Richmond  Vestry  to  the  Board  of 
Trade. 

Vestry  Clerk's  Office, 

Richmond,  Surrey, 
Sir,  28rd  April  1879. 

I  BEG  to  acknowledge  the  receipt  of  your 
letter  of  the  18th  instant,  stating  that  the  London 
and  South- Western  Railway  Company  have  not  re- 
ported any  accidents  as  having  taken  place  at  Rich- 
mond station  during  the  last  two  years,  and  asking 
for  the  details  of  the  accidents  to  which  the  vestry 
refer  in  my  letter  to  you  of  the  16th  instant,  and  in 
reply  I  beg  to  infoim  you  that  there  will  be  no 
meeting  of  the  vestry  until  the  6th  May  next,  when 
your  letter  shall  be  laid  before  them. 
I  am,  &c.. 
The  Secretary,  F.  B.  Senior, 

Board  of  Trade,  Vestry  Clerk. 

(Railway  Department,) 
London,  S.W. 


No.  4. 


South-Westem  Railway  Company  have  not  reported 
any  accidents  as  having  taken  place  at  the  Richmond 
station  during  the  last  two  yeai*8,  your  Board  have  no 
information  as  to  the  accidents  to  which  the  resolution 
of  the  vestry  alludes,  and  asking  the  vestry  to  give 
such  details,  was  laid  before  the  vestry  at  their 
meeting  held  on  the  6th  instant,  when  a  resolution 
was  passed  dii*ecting  me  to  obtain  the  required  infor- 
mation and  forward  the  same  to  you,  and  in  accordance 
therewith,  I  beg  to  forward  you  the  following  informa- 
tion which  has  been  given  to  me  :  Ist,  I  am  directed  to 
refer  you  to  the  case  of  Mr.  Foulkes  who  has  recently 
obtained  600/.  damages  against  the  Company  in  respect 
of  injuries  received  at  Richmond  new  station;  2ndly,  to 
refer  vou  to  the  case  of  Mr.  Heneage  of  Twickenham 
who  fell  out  of  a  carriage  on  to  the  platform  at  the 
new  railway  station  at  Richmond,  and  broke  his  arm  ; 
and  Srdly,  the  case  of  Mr,  Alfred  King,  late  of  No.  75, 
Church  Road,  Richmond,  who  on  the  26th  of  March 
last  was  a  passenger  by  the  District  Railway,  and  on 
reaching  Richmond  new  station  met  his  death  in 
alighting  from  the  carriage  thereat. 

I  am,  <fec., 
H.  G.  Calcraft,  Esq.,  Fredk.  B.  Senior, 

Board  of  Trade,  Vestry  Clerk. 

(Railway  Department,) 
London,  S.W. 


Clsbk  to  the  BicHuoio)  Vestbt  to  the  Board  of 
Trade. 

Vestry  Clerk's  Office, 
Richmond,  Surrey, 
Sib,  Idth  May  1879. 

Your  letter  of  the  18th  ultimo  acknowledging 
the  receipt  of  a  copy  of  a  resolution  of  the  vestry 
passed  on  the  8th  ultimo,  relative  to  the  recent 
reported  and  other  accidents  which  have  occurred  to 
passengers  whilst  alighting  at  the  Richmond  new 
railway  station,  and  stating  that  as  the  London  and 


No.  5. 


The  Board  of  Trade  to  the  Clerk  to  the  Richhond 
Vestry. 

Board  of  Trade, 

(Railway  Department,) 
London,  S.W., 
Sir,  23rd  May  1879. 

I  AM  directed  by  the  Board  of  Trade  to 
acknowledge  the  receipt  of  your  letter  of  the  13  th 
instant,  furnishing  particulai's  of  three  accidents 
that  have  occurred  during  the  last  two  years  at  the 
Richmond  new  station,  and  to  acquaint  you  that  they . 
are  in  communication  with  the  London  and  South- 
Westem  Railway  Company  on  the  subject. 
I  am,  &c, 

Henry  G.  Calcrapt. 
The  Vestry  Clerk, 

Richmond,  Surrey. 


No.  6. 


The  Board  of  Trade  to  the  Secretary  to  the  Londox 
and  South- Western  Railway  Company. 

Boanl  of  Trade, 

(Railway  Department,) 
London,  S.W., 
Sir,  21st  May  1879. 

I  AM  directed  by  the  Board  of  Trade  to  ac- 
quaint you  thAt  their  attention  has  been  called  to  three 
accidents  to  passengers  that  have  occurred  during  the 
last  two  years  at  the  Richmond  new  station,  viz. : — 

1st.  The  case  of  Mr.  Foulkes  who  has  recently 
obtained  judgment  for  damages  against  the  company 
for  injuries  received. 

2nd.  The  case  of  Mr.  Heneage,  of  Twickenham,  who, 
when  alighting  from  a  train,  fell  on  to  the  platform 
and  broke  one  of  his  arms. 

3rd.  The  case  of  Mr.  Alfred  King,  of  Richmond, 
who,  on  the  26th  of  March  last,  when  alighting  from 
a  District  Company's  train,  fell  and  was  fatally 
injured. 

The  Board  of  Trade  have  also  been  informed  of 
two  other  accidents  which  have  occurred  on  the 
London  and  South-Westem  Railway,  viz.,  one  to  an 
engine-driver  named  Thomas  Hele,  who  on  the  25th 
of  October  last  was  caught  between  two  engines  at 
the  Nine  Elms  station,  and  whose  injuries  terminated 
fatally  on  the  11th  ultimo*    The  other  to  a  passenger 
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ittmed  Deeker,  who  when  attempting  to  enter  a  car- 
riage at  Clapham  junction,  on  the  1 5th  ultimo,  fell 
between  the  train  and  platform. 

As  none  of  these  accidents  have  been  reported  to 
this  Department,  as  required  hy  the  Begalation  of 
Railways  Act,  1871,  the  Board  of  Trade  direct  me 
to  request  that  the  directors  of  your  Company  will, 
without  delay,  state  any  reasons  they  may  have  to 
urge  why  summary  proceedings  should  not  be  taken 
by  the  Board  of  Trade  to  recover  the  penalties  pro- 
vided for  non-compliance  with  the  provisions  of  the 
Act  above  referred  to. 

I  am,  &c., 

Hknrt  G.  Calcrapt. 
The  Secretary  to  the 

London  and  South- Western 
Railway  Company. 


No.  7. 


The  Secketary  to  the  London  and  South- Western 
Railway  Companv  to  the  Board  of  Trade. 

London  and  South- Western  Railway. 

Secretary's  Office, 
Waterloo  Bridge  Station,  S.E. 
Sib,  May  22nd,  1879. 

I  BEG  to  acknowledge  the  receipt  of  your  letter 
of  the  21st  inst.,  which  shall  have  attention. 
I  am,  <&c., 

Fred,  tf .  Macaulat, 
The  Assistant  Secretary,  Assistant  Secretary. 

(Railway  Department,) 
Board  of  Trade. 


No.  8. 


The  Secretary  to  the  London  and  South- Western 
Railway  Company  to  the  Board  of  Trade. 

London  and  South- Western  Railway. 

Secretary's  Office, 
Waterloo  Bridge  Station,  S.E. 
Sir,  May  30th,  1879. 

In  reference  to  your  letter  of  the  21st  May, 
acquainting  me  that  the  attention  of  the  Board  of 
Trade  has  been  called  to  three  accidents  to  passengers 
that  have  occuired  during  the  last  two  years  at  the 
Richmond  New  Station. 

Also  as  to  two  other  accidents  which  have  taken 
place  on  the  London  and  South- Western  Railway,  and 
which,  together  with  the  three  accidents  above  referred 
to,  have  not  been  reported  to  the  Board  of  Trade,  and 
requesting  that  the  directors  of  this  Company  will 
state  if  they  have  any  reasons  to  urge  why  summary 
proceedings  should  not  be  taken  by  the  Board  of  Trade 
to  recover  the  penalties  provided  for  non-compliance 
with  the  provisions  of  the  Regulation  of  Railways  Act, 
1871. 

I  am  instructed  to  state  in  respect  to  the  three  first 
named  cases,  that  it  was  not  considered  the  duty  of 
this  Company  to  report  them,  they  all  having  occurred 
to  passengers  when  travelling  by  trains  of  the  Me- 
tropolitan District  Railway  Company,  and  in  their 
carriages,  under  the  charge  of  their  servants ;  and  in 
respect  of  the  third  acjcident  mentioned,  viz.,  that  to 
Mr.  King,  this  Company  has  no  knowledge. 

As  regards  the  other  two  cases.  The  engine-driver 
"  Hele,"  who  was  hui-t  at  the  coal  stage,  in  the  loco- 
motive yard  at  Nine  Elms  on* the  25th  October  last, 
was  i-eported  to  be  but  slightly  hurt,  and  it  was  hoped 
would  be  in  a  condition  to  resume  his  work  in  a  short 
time,  so  it  was  not  considered  necessary  to  report  the 
occurrence.  No  information  has  been  received  here 
as  to  his  decease  in  April  last. 

In  the  case  of  Mr.  Decker,  who  fell  in  his  attempt  to 
enter  a  train  at  Clapham  junction,  as  damage  to  his 
clothing  was  reported  to  be  the  principal  result  of  his 


own  folly  (the  train  not  having  stopped),  it  was  not 
deemed  an  accident  coming  under  the  category  ol   a 
railway  accident  attended  with  personal  injury. 
T  am,  &c., 

Fbed£rick  Clarke, 
The  Assistant  Secretary,  Secretary. 

(Railway  Department,) 
Board  of  Trade. 


No,  9. 


The  Board  of  Trade  to  the  Sbcretabv  to  the 
London  and  South-Westebn  Railway  Company. 

Board  of  Trade, 

(Railway  Department,) 
London,  S.W., 
SiK,  23rd  June  1879.. 

I  AM  directed  by  the  Board  of  Trade  to  acknowr 
ledge  the  receipt  of  yonr  letter  of  the  30th  ult.,  offering 
some  explanation  why  the  London  and  South- Western 
Railway  Company  had  neglected  to  report  to  the 
Board  of  Trade,  as  required  by  the  provisions  of  the 
Regulation  of  Railways  4ct,  1871,  certain  accidents 
which  had  occurred  upon  their  line. 

In  your  letter  you  state  that  as  regards  the  accidents 
to  which  the  Board  of  Trade  directed  your  attention 
as  having  occuiTcd  at  Richmond  New  Station,  **  it 
"  was  not  considered  the  duty  of  the  London  and 
"  South-Westem  Railway  Company  to  report  them, 
"  they  all  having  occurred  to  passengers  when  tra- 
"  veiling  by  trains  of  the  Metropolitan  District 
"  Railway,  in  their  carriages,  under  the  charge  of  their 
**  servants.** 

The  Board  of  Trade  cannot  accept  this  explanation 
as  satisfactory,  as  it  was  the  duty  of  yonr  Company 
to  make  themselves  acquainted,  and  to  comply  with 
the  provisions  of  the  law  in  these  respects. 

In  order,  however,  to  prevent  any  possible  mis- 
apprehension upon  this  point,  the  Board  of  Trade  had 
directed  the  attention  of  your  Company,  by  a  circular 
of  the  26th  October  1871,  to  the  provisions  of  the 
Regulation  of  Railways  Act,  1871,  in  which  the  6th 
section  of  the  Act  is  quoted  in  full.  That  section 
enacts  that  where  in  or  about  any  milway,  or  any  of 
the  works  or  buildings  connected  with  such  railway, 
occupied  by  the  Company  working  such  railway,  any 
accident  attended  with  loss  of  life  or  personal  injury 
to  any  person  whomsoever  takes  place,  the  Company 
working  such  railway  shall  send  notice  of  such  acci- 
dent to  the  Board  of  Trade. 

The  attention  of  the  Company  was  again  called  to 
the  requirements  of  the  law  in  these  matters  on  the 
18th  November  1874,  when  an  Order  of  the  Board 
of  Trade  made  under  the  provisions  of  the  Act  above 
referred  to  was  sent  to  your  Company,  and  again  on 
the  10th  September  1878  the  attention  of  your  Com- 
pany was  particularly  directed  to  the  fact  that  by  the 
Act  of  1871  it  is  made  obligatory  upon  railway  com- 
panies to  make  returns  of  any  accident  attended  with 
personal  injury  to  e^ny  person  whomsoever,  which' 
may  happen  t^on  their  railway.  This  letter  \^as 
written  to  your  Company  in  reference  to  an  accident 
which  had  occurred  on  the  27t}i  July  1878,  to  two 
passengera  at  the  Wimbledon  station. 

After  such  repeated  warnings  the  London  and 
South- Western  Railway  Company  must  have  been 
well  aware  of  what  they  were  required  by  the  law  to 
do,  and  the  reaisoas  stated  in  your  letj^rare,  the^Board 
of  Trade  regret  to  say,.nQt  Sufficient  to  satisfy  them 
that  they  would  be  justified  in  abstaining  from  in- 
stituting summary  proceedings  for  recovering  the 
penalties  provided  for  non-compliance  with  the  pro- 
visions of  the  Act  of  1871. , 

With  regard  to  your  observations  in  the  case  of 
the  engine-driver  **  Hele,*'  I  am  to  point  out  to  you 
that  the  Company  was  in  no  way  relieved  from  the 
responsibility  of  reporting  the  accident,  as  the  Act 
does  not  specify  the  degree  of  personal  iiyury  that  is 
to  be  reported  to  the  Board  of  Trade,  nor  does  it 
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excuse  ft  Company  from  making  a  reinrn  of  an  acci- 
dent even  if  the  injury  is  very  slight. 

Since  the  receipt  of  your  letter  of  the  30th  ult., 
the  attention  of  the  Board  of  Trade  has  heen  called 
to  the  omission  on  the  part  of  your  Company  to  re- 
port a  landslip  that  had  taken  place  on  the  London 
and  South- Western  Railway  near  the  Meldon  Viaduct, 
Okehampton.  By  neglecting  to  report  this  accident 
the  Company  have  also  made  themselves  liable  to  a 
penalty. 

In  these  circumstances  the  Board  of  Trade  direct 
me  to  request  that  you  will  caU  the  very  serious 
attention  of  your  directors  to  this  letter.     . 

The  fiftcts  disclose  such  a  large  departure  from  the 
requirements  of  the  law,  that  the  Board  of  Trade  fear 
that  the  accidents  to  which  their  attention  has  been 
called  are  not  all  that  the  Company  have  failed  to 
report,  and  it  reveals  a  system  so  objectionable  and 
untrustworthy,  that  they  have,  no  alternative  but  to 
place  the  matter  in  the  hands  of  their  solicitor. 

Tlie  Board  of  Trade  greatly  regi-et  to  be  compelled 
to  take  this  step,  but  in  the  absence  of  any  sufficient 
explanation  for  the  past  neglect  of  the  Company  to 
comply  with  the  provisions  of  the  law,  and  without 
any  assurance  that  in  future  proper  precautions  will 
be  taken  for  complying  with  the  Act,  they  are  unable 
in  the  interests  of  the  public  to  take  any  other  course. 
1  am,  &c., 

HENRr  G.  Calcraft. 
The  Secretary  of  the 

London  and  South- Western 
Railway  Company, 


No.  K). 


The  Secretary  to  the  London  and  South- Western 
Railway  Company  to  the  Board  of  Trade. 

London  and  South- Western  Railway. 

Secretary's  Office, 
Waterloo  Bridge  Station,  S.E., 
Sir,  June  24th,  1879. 

I  BEG  to  acknowledge  the  receipt  of  your  letter 
of  the  23rd  inst.,  on  the  subject  of  certain  accidents 
mentioned  therein  not  being  reported  to  the  Boai'd  of 
Trade,  which  shall  be  laid  ^fore  the  directors. 

I  am,  &c.y 
The  Assistant  Secretary,  Frbdk.  Clarke, 

(Railway  Department,)  Secretary. 

Board  of  Trade. 


No.  11. 


The  Board  of  Trade  to  the  CHAiRiiiAN  of  the 
London  and  South- Western  Railway  Company. 

Board  of  Trade, 

London,  S.W., 
My  dear  Sir,  1st  July  1879. 

Mr.  Talbot  and  myself  have  carefully  con- 
sidered the  representations  which  you  made  at  the 
interview  which  I  had  with  you  this  day,  with  re- 
ference to  the  neglect  on  the  part  of  the  London  and 
South-Westeni  Railway  Company  to  report  several 
accidents  which  have  occurred  on  their  railway,  as 
required  by  the  Regulation  of  Railways  Act,  1871. 

Although  it  is,  as  I  pointed  out  to  you,  a  matter 
of  the  greatest  importance,  not  only  to  ensure  the 
accuracy  of  the  statistical  returns  on  this  subject,  but 
also  in  connection  with  the  safety  of  the  travelling 
public,  tliat  the  Act  in  this  matter  should  be  rigidly 
adhered  to ;  and  although  there  cannot  be,  I  fear,  any 
doubt  that  there  has  been  considerable  laxity  in  re- 
porting these  accidents,  yet,  after  the  very  ample 
assurance  which  you  made  to-day  on  behalf  of  your 
Company,  we  have  come  to  the  conclusion  that  we 
should  be  justified  in  abstaining  from  legal  proceedings, 
if  we  i-eceive  from  your  company  a  letter  to  ^e 
following  effect : 

In  the  first  place,  the  letter  should  admit  the 
neglect  of  your  Company  to  report  the  accidents  which 


happened  to  Mr.  Foulkes,  Mr.  Heneage,  driver  Hele, 
Mr.  King,  and  Mr.  Decker,  and  the  landslip  at  Oke* 
hampton  ;  there  should  be  a  most  ample  assurance 
that  in  future  proper  precautions  will  be  taken  for 
complying  with  the  Act ;  and  a  proposition  to  pay 
the  expenses  which  the  Board  of  Trade  have  been  put 
to  in  connection  with  the  summonses  which  have  been 
issued. 

Upon  receiving  such  a  letter,  I  shall  be  prepared 
to  give  directions  for  staying  all  further  legal  pro- 
ceedings ;  but  shall  consider  it  necessary,  as  in  the 
case  of  another  railway  company  a  few  years  ago 
to  lay  the  whole  of  the  correspondence  before 
Parliament. 

Believe  me,  &c.. 
The  Hon.  Ralph  Button,  Sandon. 

Chairman  of  the  London  and 

South- Western  Railway  Company. 


No.  12. 


The  Chairman  of  the  London  and  South- Western 
Railway  Company  to  the  Board  of  Trade. 

London  and  South- Western  Railway. 

Secretar/s  OflSce, 
Waterloo  Bridge  Station,  S.E., 
My  Lord,  2nd  July  1879. 

I  have  the  honour  to  acknowledge  and  to 
thank  you  for  your  letter  of  1st  July,  and  beg  to 
repeat  the  assurance  I  gave  you  that  any  laxity  in 
reporting  accidents  has  not  been  with  the  knowledge 
of  my  board,  and  they  much  regret  that  the  terms 
of  the  Act  of  Parliament  have,  through  a  misunder- 
standing, not  been  acted  upon. 

I  therefore  on  the  part  of  this  Company  admit 
neglect  in  not  having  reported  the  accidents  which 
happened  to  Mr.  Foulkes,  Mr.  Heneage,  engine-driver 
Hele,  Mr.  King,  and  Mr.  Decker,  and  aLK>  the  slip 
of  rock  near  Okehampton,  where  the  doubling  of  the 
line  is  in  progress;  and  now  give  the  most  ample 
assurance  that  iii  future  proper  precautions  will  be 
taken  for  complying  with  the  Act  in  its  strictest 
meaning. 

This  Company  will  also  be  prepared  to  pay  the 
expenses  which  the  Board  of  Trade  have  been  put 
to  in  connection  with  the  summonses  which  have 
been  issued. 

I  am,  &c., 
The  Lord  Sandon,  Ralph  Dutton. 

Sm^        &c., 

Board  of  Trade. 


No.  13. 


The  Board  of  Trade  to  the  Secretary  to  the 
London  and  South- Western  Railway  Company. 

BoM*d  of  Ti*ade, 

(Railway  Department,) 
London,  S.W., 
Sir,  3rd  July  1879. 

I  AM  directed  by  the  Board  of  Trade  to 
acknowledge  the  receipt  of  the  Hon.  Mr.  Dutton's 
letter  of  the  2nd  instant,  expressing  regret  that  the 
terms  of  the  Regulation  of  Railways  Act,  1871,  have, 
through  a  misunderstanding,  not  been  acted  upon  by 
tlie  London  and  South- Western  Railway  Company, 
and  giving  ample  assurance  that  in  future  proper 
precautions  will  be  taken  for  complying  with  the  Act 
in  its  strictest  meaning. 

In  reply  I  am  to  acquaint  you  that^  in  consideration 
of  such  explanation  and  assurance,  the  Board  of 
Trade  have  given  instructions  that  all  legal  pro- 
ceedings against  the  Company  on  this  matter  should, 
be  withdrawn.  Their  solicitor  will  communicate 
with  you  as  to  the  costs  which  have  been  incurred. 

I  am  at  the  same  time  to  request  that  you  will 
forward  to  this  Department,  with  as  little  delay  as 
possible,  a  return  of  any  accidents  which  may  have 
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occurred  upon  tLe  London  an<J  South -Western  Rail- 
way, either  pci'sonul  or  otherwbej  during  tho  present 
year,  whicli  the  Company  may  hjivc  failed  to  report. 

I  am  »dso  to  trimsmit  to  you  n  eopj  of  the  corre- 
.spondencc*  that  hus  taken  phwje  between  the  Vestry  of 
Richmond  ami  the  Board  of  Traide,  relative  to  certain 
acci<lent8  tliat  have  lm])i>encd  to  passengers  at  the 
Richmond  new  station,  and  to  inform  you  that 
Colonel  YoUand  lias  been  appointed  to  inspect  the 
stationj  and  to  inquire  into  and  I'cport  u[>on  the 
accidents  referred  to. 

Colonel  Yoliand  will  communicate  with  you  on  this 
subject* 

I  am^  &c., 

Henry  G,  Calchaft. 
The  Secretary  to  the  Ixtndoti 

and  South- Western  Railway  Company, 


No,  14, 


The  Skc^uetary  to  the  LoxuoN  and  Sootii-We^tebn 
Railway  C<>MPAjfY  to  the  Boaud  of  TnAnE, 

LoNDOS  AND  Sot? Til- Western  Railway, 

SccTeIai*y'R  Office, 
Waterloo  Bridge  Station,  S.E., 
Siu,  4(h  July  1879. 

I  HATE  to  acknowledge  tho  receipt  of  jour 
leiicT  of  the  3rd  July,  acq uqIii ting  me  that  rH  legal 
proceedings  agaiast  this  Company  shall  be  withdmwn 
in  consequence  of  the  assuriuices  contained  in  the 
letter  of  the  Hon*  Mr.  Button  of  the  2nd  instant,  at 
the  eamo  time  requesting  that  returns  of  any  acci- 
dents which  umy  have  occurred  on  tliis  hnc,  personal 
or  otherwise,  during  the  present  year,  and  which  may 
have  been  overlooked,  Bhnll  now  be  sent  in, 

I  have  aljio  to  acknowleilge  tlie  receipt  of  corre- 
Kpondenee  between  the  vestry  of  Richmon  I  and  the 
Board  of  Trnde  as  to  certain  accidents  which  have 
happened  to  passengers  at  the  Richmoud  new  st^ilion, 
which  Colonel  Yoliand  has  been  sippoiated  to  inquire 
into  and  report  upon. 

Your  letter  anil  the  enclosures  shall  be  laid  before 
the  board  at  the  next  meeting- 

I  am,  &c., 
The  Assist.  Secret  my,  Frederick  Clarke, 

(Railwiiy  DepaHmcat,)  Secretary. 

Eoard  of  Tnidej  Whitehall. 


No.  15. 


The  BoAiiiJ  of  TiLVBi:  to  the  Clerk  to  the  Ricitmond 
Vestrv. 
Bofird  of  Trade, 

(Railway  Department,) 
London,  S.W., 
Sir,  3ra  July  1879. 

RKi"EnRiN(i  to  previous  correspondence  relfltive 
to  cerlr.in  iiecideuts  to  passengers  at  tho  Richmond 
ncAV  station,  I  am  directed  by  the  Board  of  Trade  to 
acquaint  you  that  they  have  npiJointetl  Colonel 
Yolhinil  to  inspect  tho  stji(ion  and  to  inqnire  into  and 
report  upon  tlw  aceidenta  in  question* 
J  am,  <S:c., 

Henry  G*  Calcbapt. 
The  Clerk  to  tho  Vesliy 
of  Rkl  iHi  on(  1 ,  Su  r r e  j. 


'  Ko,  16. 

Tlie  Bo.vjiii  of  TiuDE  to  the  Secretary  to  the 
London  and  iSouTir-WESTEim  Railway  Company. 
Board  of  Trade, 

( R ai  1  w ay  Dej mrtm en  t^ ) 
London,  S.W., 
StR,  2oth  July  1879. 

I   A3I   directed    by   the   Board    of    lV:idc    to 
trnasTiiit  to  yon,  to  be  laid  before  the  Birectors  of 

*  Vide  No«.  1  to  5  incliisiTe,  imd  No.  15. 


your  Company,  the  enclosed  piinted  copies  (12)  of  the 
Report  made  by  Colonel  Yoliand,  the  officer  appomted 
by  the  Board  of  Trade  to  inquire  into  the  ciream- 
stances  connected  with  the  accidents  stated  to  have 
occurred  to  two  passengers  by  the  Metropolitan 
District  Railway  Company's  trains  at  the  new 
station,  Richmond,  on  the  8tli  and  26th  of  March 
last  respectively. 

I  am,  &c., 

Henry  G.  Calcbaft. 
The  Secretary  to  the 

Ix)ndon  and  South- Western 
Railway  Company. 


No.  17. 

The  Board  of  Trade  to  the  Clerk  to  the  Richmond 

Vestry. 

Board  of  Trade, 

(Railway  Department,) 
London,  S.W., 
Sir,  25th  July  1879. 

I  AM  directed  by  the  Board  of  Trade  to 
transmit  to. you,  for  the  information  of  the  Richmond 
Vestry,  the  accompanying  copies  of  the  Report  made 
by  Colonel  Yoliand  of  the  result  of  his  inspection  of 
the  new  station  at  Richmond,  and  his  inquiry  into  the 
circumstances  connected  with  the  accidents  stated  to 
have  occurred  at  that  station  on  the  8th  and  26th  of 
March  last. 

I  am,  &c., 
Henry  G.  Calcraft. 
The  Clerk  to  the  Vestry 
of  Richmond,  Surrey. 


No.  18. 


The  Board  of  Trade  to  the  Secretary  to  the 
Metropolitan  District  Railway  Company. 


Sir, 


Board  of  Trade, 

(Railway  Department,) 
London,  S.W., 

25th  July  1879. 
I  am  directed  by  the  Board  of  Trade  to 
transmit  to  you,  to  be  laid  before  the  Directors  of 
your  Company,  the  enclosed  printed  copies  (12)  of 
the  Report  made  by  Colonel  Yoliand,  the  officer 
appointed  by  the  Board  of  Trade  to  inquire  into  the 
circumstances  connected  with  the  accidents  stated  to 
have  occurred  to  two  passengers  by  the  Metropolitan 
District  Railway  Company's  trains  at  the  new  station, 
Richmond,  on  the  8th  and  26th  of  March  last  re- 
spectively. 

I  am,  &c., 

Henry  G.  Calcraft. 
The  Secretary  to  the 
Metropolitan  District 
Railway  Company. 


No.  19. 


The  Secretary  to  the  London  and  South- Western 
Railway  Company  to  the  Board  of  Trade. 

London  and  South- Western  Railway, 
Secretary's  Office, 
Waterloo  Bridge  Station,  S.E., 
Sir,  8th  August  1879. 

In  accordance  with  the  request  contained  in 
your  letter  of  3rd  ultimo  (R.  6235),  I  now  b^  to 
forward  you  the  enclosed  (41)  returns  of  accidents 
which  have  occurred  on  this  line  of  railway  during 
the  present  year,  and  which  it  was  not  at  the  time 
considered  necessary  to  report  to  the  Board  of  Trade. 
I  am,  hCf 

Fred.  Clark, 
The  Assistant  Secretary,  Secretary. 

(Railway  Department,) 
Board  of  Trade. 
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j^^  20.  ^^^  station,  to  raise  the  height  of  the  platforms  at 

that  station. 
The  Gkneral  Manager  of  the  London  and  South-         1  a™  instructed  to  add  that  a  considerable  time 
WKSTERNlUiL\\rAYtotheBoARi>ofTRADE.  ^go    ^^^^   Company  formally    objected    to    the    de- 

scription of  carriages  used  on  the  District  Company  s 
London  and  South- Western  Railway.  trains  running  to  Richmond  as  being  unsafe,  inasmuch 

as  there  is  no  arailable  step  for  the  use  of  passengers. 

General  Manager's  OflSce,  These  carriages  are  unlike  those  in   use  upon  any 

Waterloo  Bridge  Station,  S.E.,      railway,  not  even  excepting  the  Metropolitan  Railway. 

Sir,  London,  9th  August  1879.  My  directors  at  same  time  proposed  to  raise  the 

Your  letter  to  the  Secretary  of  253i  July  with      height   of   the   platforms    at    the    stations    between 

Colonel  YoUand's  Report  upon  accident  stated  to  have      ShStesbury  Road  and  Richmond  inclusive,  which  are 

occurred  to  two  passengers  by  the  Metropolitan  Dis-      used  by  the  trains  of  the  District  Company,  provided 

trict  Company's  trains  at  the  new  station,  Richmond,      that  Company  agreed  to  pay  a  fair  share  of  the  expen- 

on  the  8th  and  26th  March  last,  have  been  under  the      diture,  but  this  the  District  Company  declined. 

consideration  of  the  directors.  I  am,  &c., 

I  am  instructed  to  state  that  this  Company  is  ready,      The  Assistant  Secretary,  Archd.  Scx)tt. 

in  conjunction  with  the  District  and  the  Metropolitan  (Railway  Department,) 

Railway  Companies  whose  trains  use  the  Richmond  Board  of  Trade,  Whitehall,  S.W. 


LONDON,  BRIGHTON,  AND  SOUTH  COAST  RAILWAY. 

Board  of  Trade  (Railway  Department), 
Sir,  13,  Downing  Street,  London,  S.W.,  19th  June  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  Slst  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred  on 
the  26th  ultimo,  at  Brighton  station,  on  the  London,  Brighton,  and  South  Coast 
Railway. 

In  this  case,  the  8.30  a.m.  passenger  train,  (consisting  of  a  tank  engine,  running  coal- 
hunk  first,  and  eight  vehicles,  of  which  the  first  was  a  break  van,  and  the  last  a  third- 
class  break-carriage,)  from  Hay  ward's  Heath  to  Brighton,  where  it  was  due  at  9.20  a.m., 
came  into  collision  with  the  buffer  stops  at  Brighton  station. 

Seventeen  complaints  of  injury  have  been  received. 

In  the  engine  the  head  was  broken  off  one  of  its  buffers,  and  the  front  of  the  tool 
box  was  damaged.  The  bodies  of  four  vehicles  were  shifted  on  their  frames,  and  a 
buffer  socket  was  broken. 

The  buffer  stops  with  which  the  engine  came  in  collision  were  broken,  and  a  cast- 
iron  girder,  over  a  cab  approach  underneath  the  line  of  rails  on  which  the  train  was 
running,  was  cracked  across  the  centre. 

Description. 

Brighton  station  is  approached  from  Preston,*  the  next  station  towards  Hayward's 
Heath,  1|  miles  from  Brighton,  on  a  falling  gradient  of  1  in  264,  which  terminates 
620  yards  from  the  buffer  stops,  the  line  being  level  for  these  620  yards.     The  distance 
of  the  different  points  alluded  to  in  the  evidence  from  the  buffer  stops  are— 
Overbridge  ...    1,280  yards. 

Lover's  Walk  cabin  -  -     1,060     „ 

Montpelier  cabin  -  -        610      „ 

North  end  of  ticket  platform  -        500     „ 

The  traffic  is  worked  on  the  absolute  block  system. 

The  following  rule  applies  to  trains  entering  terminal  stations: — "Drivers  and 
guards  in  charge  of  trains  must  approach  all  terminal  stations  with  great  care,  having 
their  trains  well  under  control ;  and  on  reaching  the  points  and  crossings  of  each 
terminal  station,  the  speed  must  not  exceed  five  miles  per  hour.  Each  train  must  be 
brought  to  a  stand  short  of  the  stop  buffers,  or  any  carriages  and  vehicles  which  may 
be  standing  on  the  platform  siding.  A  vigilant  look-out  must  be  kept  by  the  drivers 
and  guards  on  entering  the  platform  sidings,  to  sec  how  far  such  sidings  are  clear,  and 
regulate  their  speed  accordingly." 

The  engine  drawing  the  train  weighed  38  tons. 

Unidence. 

1.    Henry  Anscomhe,  station-master  five  years   at  from   the  buffer  stops  of   the  Hastings  arrival  line. 

Brighton. — I  was  on  the  middle  platform  when  my  The  speed  appeared  to  me  unusually  high  ;  I  made 

attention  was  directed  to  the  train  from  Hayward's  the  remark  that  the  driver  had  on  the  nir  break  and 

Heath,  the  engine  of  which  was  then  about  100  yai-ds  would  be  sure  to  stop.      I  watched  the  progress  of 
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the  ongine,  the  speed  of  which  I  think  waa  seren  to 
eight  miles  an  hour  when  he  struck  the  stops ;  10  or 
12  yards  before  the  buffer  stops  I  noticed  steam  put 
on.  I  then  ran  round  at  once  to  the  train.  The 
rails  along  the  platform  line  were  dry. 

2.  George  Faulkner^  head  porter  at  Brighton  three 
years. — I  was  on  the  centre  platform  when  I  observed 
the  engine  of  the  Hayward's  Heath  train  passing  the 
up  end  of  the  platform.  When  I  first  saw  it  I  did 
not  observe  the  speed  as  being  particularly  fast,  but, 
on  reaching  the  London  arrival  platform,  when  the 
engine  had  just  got  past  me,  I  thought  the  speed  was 
too  &st,  12  miles  an  hour.  It  then  slightly  diminished 
until  the  engine  struck  the  buffer  stops.  By  the  time 
I  reached  the  platform  at  which  the  train  stopped,  the 
last  carriage  had  just  passed  me,  and  I  observed  that 
the  guard's  breaks  were  on  and  that  the  guard  was  in 
the  act  of  taking  an  additional  turn  at  the  wheel.  Some 
passengers  jumped  out  before  the  train  stopped,  but  T 
saw  no  one  tumble  down.  There  was  very  little 
rebound  after  the  train  stopped.  The  rails  were  per- 
fectly dry.  • 

3.  Thomas  Sivt/er,  seven  years  passenger  guard 
and  27  yeai-s  in  the  service. — Before  starting  from 
Hay  ward's  Heath  I  had  made  a  previous  trip  from 
Brighton  to  Hayward's  Heath  with  the  same  engine 
and  train.  The  train  consisted  of  eight  vehicles,  with 
a  van  at  one  end  and  break  compartment  at  the  other. 
Nothing  went  wrong  on  the  journey  from  Brighton, 
and  we  started  back  punctually  at  8.30  a.m.  We 
were  a  minute  late  leaving  Burgess  Hill,  and  at 
Preston  we  arrived  at  right  time,  8.54,  and  left  it 
nearly  a  minute  before  time  by  the  private  working 
time  table,  viz.,  8.58  ;  the  station-master  having  said 
there  was  no  one  coming,  and  the  public  working  time 
table  showing  8.58.  VVe  had  overrun  none  of  the 
stations  in  the  least  up  to  this  time.  I  had  used  my 
break  in  making  the  stops,  but  whether  the  driver  ^ 
had  used  the  air  break  on  the  engine  I  cannot  say. 

I  am  in  the  habit  of  travelling  with  this  driver  and 
from  my  observation  I  should  say  he  was  in  the  habit 
of  using  his  air  break  for  ordinary  stops,  though  I 
could  not  speak  as  to  this  on  the  morning  in  question. 
We  are  allowed  three  minutes  for  running  the  1 J  miles 
from  Preston  to  Brighton.  We  started  as  usual  from 
Preston,  and  there  was  nothing  unusual  to  attract 
my  attention  up  to  the  time  steam  was  shut  off  at 
Lover's  Walk  junction,  when  I  think  it  was  not  much 
more  than  11  miles  an  hour.  I  stood  in  readiness  to 
apply  my  break  and  I  put  it  on  hard  as  the  train 
passed  over  the  points  leading  to  the  Hastings  arrival 
line,  when  I  thought  the  train  was  running  faster  than 
it  ought  to  be,  the  speed  not  having  diminished  since 
steam  was  shut  off.  After  this  I  never  released  my 
break,  but  screwed  it  tight  on  and  held  it  till  we 
struck  the  buffer  stops  at  a  gpeed  I  do  not  think  less 
than  eight  or  nine  miles  an  hour.  The  collision 
knocked  me  from  the  wheel,  but  I  did  not  tumble 
down  and  was  not  hurt.  I  thought  there  was  a  slight 
increase  of  speed  as  we  passed  over  the  facing-points 
at  Montpelier  junction.  I  felt  no  effect  from  the 
driver's  reversing.  I  was  alone  in  the  break  com- 
partment. I  did  not  hear  the  driver  whistle  for  the 
breaks.  There  was  at  least  150  passengers  in  the 
train.  I  made  the  time  of  the  accident  9.1,  i.e.,  three 
minutes  from  Preston,  though  I  had  previously  entered 
9.2  in  the  driver's  return,  judging  from  the  signals 
being  off  that  we  should  have  arrived  at  that  time. 

4.  John  Howellsj  driver  13  years  on  the  London, 


Brighton,  and  South  Coast  Line,  and  six  years  on 
other  lines. — I  was  driving  tank-engine  "Osborne** 
on  the  26th,  which  I  have  driven  for  about  15  months. 
The  breaks  were  in  good  order,  and  had  been  on 
about  three  weeks  ;  there  was  one  to  each  of  the  six 
wheels.  There  is  a  Westinghouse  break  on  the 
engine,  this  was  also  in  working  order,  but  I  had 
not  used  it  at  all  on  the  morning  of  the  accident,  either 
on  the  journey  to  or  from  Hayward's  Heath.  I  have 
no  orders  not  to  use  it,  and  I  am  acquainted  with  tiie 
mode  of  working  it ;  but  the  train  was  a  light  one, 
consisting  of  only  eight  vehicles,  the  usual  size  of 
the  trains  between  Hayward's  Heath  and  Brighton. 
Fireman  Ford  was  on  the  engine  with  me ;  he  has 
worked  with  me  regularly  for  eight  or  nine  months. 
Nothing  went  wrong  on  the  journey  from  Brighton 
to  Hayward's  Heath ;  we  overran  no  platforms.  We 
started  back  punctually  at  8.30,  the  engine  now 
running  bunk  first.  We  kept  time  at  the  different 
stations  up  to  Preston,  and  overran  no  platform. 
We  started  from  Preston  about  right  time,  three 
minutes  being  allowed  for  the  run,  which  is  rather 
over  a  mile.  I  shut  off  steam  a  short  distance  north 
of  the  new  bridge  near  Lover's  Walk,  about  the 
usual  place ;  the  signals  were  off  for  running  in. 
My  speed  was  not  more  than  18  to  20  miles  an  hour, 
the  highest  speed  I  had  attained.  I  saw  the  fireman 
apply  his  break  a  short  distance  past  the  Lover's  Walk 
signal-cabin,  the  usual  place ;  the  speed  then  appearing 
to  diminish,  he  eased  ofi;  the  break  (after  passing 
through  the  points)  at  the  ticket  platform,  and  then 
the  speed  appearing  to  increase  he  again  put  it  on 
at  the  end  of  the  ticket  platform,  still  without  my 
telling  him.  I  had  no  idea  we  were  going  too  fast  tiU 
we  were  more  than  half-way  up  the  platform,  but  then 
the  speed  seemed  to  increase,  sJthough  the  break  was 
tight  on,  and  I  accordingly  reversed  and  put  on  steam 
against  the  engine.  I  did  not  whistle  for  the  guard's 
breaks,  having  hardly  time ;  notwithstanding  these 
efforts  to  reduce  the  speed,  we  struck  the  buffer  stops 
at  a  speed  of  four  miles  an  hour.  Neither  I  nor  the 
fireman  jumped  off,  and  we  did  not  feel  anything  of 
the  blow.  I  could  not  say  whether  the  guard's  breaks 
were  properly  applied.  The  rails  were  dry,  except 
at  the  end  of  the  shed,  where  they  were  a  little  damp. 
I  have  never  run  into  the  stops  before,  though  I  have 
run  into  the  station  some  hundreds  of  times,  and  I 
cannot  account  for  the  present  accident. 

5.  Clifford  Ford,  fireman  five  years. — I  have  worked 
about  six  months  with  Howells.  Nothing  went  wrong 
on  the  journey  out  from  Brighton  to  Hayward's  Heath. 
I  used  my  hand-break  for  stopping  the  train,  and  on 
the  return  journey  I  did  the  same,  the  Westinghouse 
break  not  having  been  employed.  Nothing  at  all  went 
wrong  from  Hayward's  Heath  to  Preston.  Steam  was 
shut  off  just  the  other  side  of  the  new  bridge,  when 
the  speed  was  as  usual,  I  cannot  say  what  rate. 
I  put  my  break  on  soon  after  passing  Lover's  Walk 
box,  the  ^me  place  as  usual,  and  the  speed  decreased. 
I  then  eased  the  break  on  passing  through  the  points 
at  Montpelier  box,  and  applied  it  again  30  or  40 
yards  from  the  north  end  of  the  platform,  still  not 
considering  the  speed  was  too  high.  Forty  or  50 
yards  from  the  buffer  stops  I  thought  the  speed  was 
too  fast,  and  my  mate  then  reversed  and  put  on  steam. 
We  struck  the  buffers  at  less  than  a  walking  pace. 
We  neither  of  us  jumped  off,  and  we  were  not  knocked 
down  or  hurt.  I  cannot  account  for  the  break  not 
taking  more  effect  ;  the  blocks  were  in  good  order. 


Conclusion^ 

This  serious  collision  of  a  passenger  train  with  buffer  stops  at  Brighton  station  was 
caused  by  the  experienced  driver  of  the  train  (a  man  of  19  years  serrice  in  that 
capacity,  and  of  previously  good  character)  having  entered  the  station  at  too  high  a 
speed,  and  not  having  taken  in  time  the  necessary  means  to  reduce  it.  The  com- 
pressed air  break  was  applied  to  the  engine  (though  not  to  the  train),  and  it  was 
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perfectly  within  his  discretion  to  have  had  it  in  action  or  not,  as  he  thought  fit.  He 
informed  me  that  neither  on  the  journey  to  or  from  Hayward's  Heath  had  he  put  it  in 
action  on  the  morning  of  the  collision,  as  the  train  was  light,  and  he  considered  the 
hand-break  sufficient.  It  is,  however,  to  be  regretted  that  he  had  not  made  use  of  it, 
for  had  he  done  so  the  control  of  the  speed  of  the  engine  would  have  been  entirely 
in  his  own  hands;  whereas  it  is  highly  probable  that  the  action  of  the  fireman 
in  releasing  the  hand-break  at  Montpeher  cabin,  610  yards  from  the  buffer  stops, 
allowed  the  train  to  continue  at  the  speed,  wJiich  the  driver,  depending  upon  the 
fireman,  too  late  observed  to  be  higher  than  he  could  control.  The  guard  of  the 
train  appears  to  have  acted  properly. 

The  evidence  of  the  driver  and  guard  of  the  train  affords  a  curious  illustration  of 
the  ideas  of  speed  entertained  (or  professed  to  be  entertained)  by  so  many  railway 
servants.  The  distance  from  Preston  to  Brighton  being  1^  miles,  and  the  time 
allowed  for  running  it  (not  certainly  exceeded,  but  rather  the  contTary  on  the  present 
occasion)  beiug  three  minutes,  there  must  have  been — allowing  for  starting  and  stop- 
ping:— a  maximum  of  35  miles  an  hour  attained  during  a  considerable  part  of  the 
distence ;  yet  the  driver  says  that  the  maximum  speed  attained  was  18  to  20  miles  an 
hour,  and  the  guard  11  miles  an  hour ! 

I  have,  &c.. 
The  Secretary,  0.  S.  Hutchinson, 

(Kailway  Department,)  Board  of  Trade.  Major-G-eneral  B.JE. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  7th  July. 


NORTH  BRITISH  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sill,  13,  Downing  Street,  London,  S.W.,  26th  April  1879. 

I  HA.VE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  17th  inst.,  the 
result  of  my  inquiry  into  the  circumstances  attending  a  collision  which  occurred  on 
the  8th  inst.,  between  Oardenden  station  and  Thornton  junction,  on  the  North  British 
Railway  Company's  line  from  Stirling  to  Thornton  jimction. 

In  this  case  the  1.55  p.m.  up  passenger  train  from  Dunfermline,  consisting  of 
engine  and  tender,  loaded  cattle  truck,  one  third,  one  second,  and  one  first  class 
carriage,  and  break-van  in  rear,  while  running  during  a  fog,  overtook  and  came  into 
collision  with  the  tail  of  a  ballast  train,  consisting  of  engine  and  tender,  18  loaded 
ballast  trucks,  and  break  van,  which  was  proceeding  in  the  same  direction  on  the 
up  line. 

One  passenger  complained  of  injury,  and  the  guard  of  the  passenger  train  was  also 
cut  on  the  head. 

The  break- van  and  one  truck  in  the  ballast  train  were  slightly  damaged,  but  none 
of  the  vehicles  in  the  passenger  train  sustained  any  damage. 

A  large  number  of  chairs  were  broken. 

Description. 

The  scene  of  this  collision  was  a  few  yards  over  3^  mUes  west  of  Thornton  junction, 
and  about  If  miles  east  of  Oardenden,  on  an  embankment  about  26  feet  in  height. 
The  line  running  from  west  to  east  falls  from  Oardenden  on  a  gradient  of  1  in  200, 
is  straight  for  about  half  a  mile,  up  to  a  point  600  yards  west  of  the  point  of  collision, 
and  is  then  on  a  28  chain  curve  to  the  left,  up  to  and  beyond  this  point. 

The  view  from  an  approaching  train  is  impeded  by  a  cutting,  and  is  limited  to 
about  800  yards. 

Lochgelly  colliery  sidings  are  1  mile  55  chains  west  of  Oardenden  station,  Loch- 
^elly  station  being  about  half  a  mile,  and  Lumphinnans  junction  about  1^  miles 
farther  west. 

The  line  is  not  worked  on  the  block  system.  Under  the  rules  in  force  goods  trains 
must  not  be  started  within  10  minutes  of  an  ordinary,  or  15  minutes  of  an  express 
or  fast  passenger  train  being  due  on  the  same  line,  and  an  interval  of  five  minutes 
must  be  maintained  betwo^n  the  starting  of  one  train  after  another  in  the  same 
direction. 
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Moidence. 


1.  Samuel  Morrison^  signalman  20  years,  states : — 
On  the  8th  inst.  I  came  on  duty  at  6.30  a.m.  at  Loeh- 
gelly  Colliery,  or  No.  12  siding.  My  tour  of  duty  is 
over  at  8  p.m.,  when  my  box  is  shut  up  for  the  night. 
A  little  before  12  o'clock  the  ballast  train  from  Lady- 
bank  came  into  the  sidings  to  load  ballast.  It  re- 
mained there  till  2.10  p.m.,  when  James  Turner,  the 
ballast  foreman,  who  was  in  charge  of  the  train,  asked 
me  if  I  was  going  to  let  him  out.  I  told  him  he  was 
rather  late.  He  said,  **  If  you  let  us  out  it  will  put  us 
greatly  forward."  I  answered,  "  You  have  little  time; 
you  are  upon  the  passenger  time."  He  replied  that 
ne  had  run  milas  in  front  of  the  passenger  train  before, 
and  that  she  had  "  never  made  an  inch  on  him."  Then 
I  let  him  out.  It  was  then  jast  10  minutes  past  2 
o'clock.  The  passenger  train,  1.55  p.m.  from  Dun- 
fermline, is  due  to  pass  my  box  at  2.19  p.m.  It  passed 
on  the  8th  inst.  five  minutes  late,  that  is,  at  2.24  p.m. 
I  know  the  rule  that  goods  trains  are  not  to  be  allowed 
to  leave  within  10  minutes  of  a  slow  passenger  train. 
The  1.55  p.m.  train  from  Dunfermline  is  a  slow  train. 
There  was  a  goods  train,  12.10  from  Dunfermline,  which 
passed  shortly  before  the  time  at  which  I  let  out  the 
ballast  train,  but  I  can't  say  exactly  how  long.  I 
didn't  book  it  on  that  day.  I  ought  to  book  all  pass- 
ing trains. 


2.  Robert  Hutchinson,  passenger  porter  six  months, 
states : — I  am  in  charge  of  the  signals  at  Cardenden 
station,  under  the  station-master.  On  the  8th  inst. 
the  12.10  up  goods  train  from  Dunfermline,  due  here 
at  1.1,  arrived  at  2.16  p.m.  It  put  in  a  waggon  into 
the  station  siding,  and  left  at  2.20  p.m.  That  is  five 
minutes  before  the  1.55  up  passenger  is  due.  Then 
it  went  on  to  the  Colliery  sidings  to  lift  waggons,  and 
finally  left  at  about  2.25.  I  told  the  goods  guard  to 
shunt;  and  he  pointed  out  that  the  crossing  was  blocked, 
so  that  he  couldn't  shunt.  At  2.25  p.m.  the  ballast 
train  arrived.  The  distant -signal  was  at  **  danger" 
against  it.  There  is  no  home-signal.  The  distant  is 
about  800  yards  off.  He  came  past  the  distant-signal, 
and  stopped  behind  .the  goods  train,  which  was  just 
moving  off.  This  was  at  about  100  yards  east  of  the 
station.  I  waved  to  him  to  set  back  across  the  road, 
so  as  to  put  him  into  Cardenden  Colliery  siding,  which 
was  empty  at  Iho  time.  No  attention  was  paid  to  my 
signal,  but  the  train  went  on  after  the  goods  train. 
I  am  certain  the  driver,  fireman,  and  ballast  foreman, 
who  was  on  the  engine,  saw  the  signal.  At  2.28  the 
passenger  train  arrived,  three  minutes  late.  It  left  at 
2.29,  four  minutes  behind  the  ballast  train.  I  cautioned 
the  driver  that  the  two  trains  were  only  two  or  three 
minutes  started.  The  stationmaster  was  on  the  plat- 
form. I  know  that  there  is  a  rule  that  an  interval  of 
five  minutes  Is  to  be  maintained  between  all  trains. 
This  rule  is  very  seldom  adhered  to,  in  my  experience 
of  six  months.  Trains  are  generally  allowed  to  go  on 
with  a  caution.  It  was  a  very  foggy  afternoon.  I 
should  say  that  signals  were  visible  for  about  70  to 
100  yards.  The  lamps  were  lighted,  but  there  were 
no  fogmen  out.  The  ballast  train  had  tail  lamps  on, 
but  they  were  not  lighted.  I  signalled  to  the  driver 
of  the  ballast  train  as  he  passed  the  platform.  I  am 
certain  I  warned  the  driver  of  the  passenger  train. 

3.  James  Dall,  stationmaster  at  Cardenden :  —  I 
was  in  the  office  when  the  ballast  train  passed,  so  that 
I  cannot  say  what  passed  between  the  porter  and  the 
driver.  I  was  on  the  platform  when  the  passenger 
train  arrived.  I  didn't  hear  the  porter  warn  the 
driver  that  the  ballast  train  was  close  ahead  of  him, 
but  the  ballast  train  was  still  in  sight  when  the  pas- 
senger train  was  coming  in.  I  saw  it  myself.  I  gave 
permission  for  the  passenger  train  to  start.  I  didn't 
warn  the  driver  myself,  but  I  asked  the  porter,  and 
he  said  he  had  done  so.  The  passenger  train  would 
not  be  in  more  than  two  minutes.  I  know  rule  170. 
I  have  been  28  years  stationmaster.    I  have  never 


been  in  the  habit  of  keeping  back  a  passenger  train 
when  there  is  another  train  less  than  ^ve  minutes 
ahead  of  it.     I  always  send  them  on  with  a  caution. 

4.  Robert  Law  son,  engine-driver  nine  years,  states : 
— On  the  8th  inst.  I  was  driving  the  engine  of  a  bal- 
last train  from  Ladybank.  We  went  into  Lochgelly 
Colliery  sidmgs  to  load  at  about  10  o'clock.  We 
finished  our  loading  at  about  1.45  by  my  watch,  which 
was  right.  I  drew  my  train  out  up  to  the  points- 
man's box,  and  whistled  for  the  signal.  I  then  came 
out  on  the  main  line,  and  the  van,  which  was  on 
another  siding,  was  let  down  and  hooked  on.  My 
train  then  consisted  of  tender,  engine,  running  tender 
first,  18  loaded  trucks,  and  break-van.  My  engine 
was  about  70  yards  east  of  the  pointsman's'  box.  I 
whistled  and  started.  It  was  just  2  o'clock  by  my 
watch,  or  it  might  have  been  as  much  as  a  minute  or 
two  past.  I  am  sure  it  wasn't  10  minutes  past.  No- 
thing passed  between  me  and  the  pointsman.  The 
ballast  foreman  was  on  my  engine.  The  pointsman 
spoke  to  him  as  we  passed  his  box.  He  said,  «  Are 
you  going  ^ut?"  or  words  to  that  effect.  The  fore- 
man said,  ♦<  Yes  ;"  nothing  more  at  all.  Nothing  about 
the  passenger  train.  Nothing  about  running  ahead  of 
it.  I  can't  say  how  long  the  goods  tram  had  passed. 
I  came  a  fair  speed,  perhaps  15  miles  an  hour  up  to 
Cardenden  distant-signal,  which  I  saw  about  200  yards 
off:  It  was  at  "  danger,"  so  I  shut  off  steam  and 
came  slowly  into  the  station,  perhaps  four  or  five 
miles  an  hour.  I  didn't  look  at  my  watch,  but  the 
fireman  said  it  was  about  2.10  or  2.12  as  we  passed 
the  sidings  points  west  of  the  station.  I  could  see 
the  goods  train  in  front  of  me,  and  I  pulled  up  about 
30  yards  short  of  the  tail  of  it.  I  stoppe<l  there 
about  five  minutes,  I  should  think.  The  goods  train 
was  moving  off  when  I  stopped.  It  went  on  to  Car- 
denden Colliery  sidings,  lifted  some  waggons,  and  then 
went  right  away.  I  followed  at  once,  keeping  the 
van  in  sight  as  far  as  Clunie  coal  sidings,  when  it 
went  ahead  out  of  my  sight.  I  came  in  sight  of  it 
again  a  little  further  on,  and  very  soon  after  1  was 
overtaken  by  the  passenger  train.  At  the  time  I  was 
overtaken  my  engine  was  just  over  the  viaduct  over 
the  river.  I  was  running  over  fifteen  miles  an  hour 
at  the  time.  My  train  was  driven  up  on  to  the  engine. 
I  could  feel  the  shock,  but  was  not  knocked  down. 
I  shut  off  steam  when  I  felt  the  shock,  but  didn't  put 
on  my  breaks,  or  try  to  stop  the  train.  One  of  the 
ballast  men— the  flagman— jumped  out  of  the  van,  and 
ran  back,  and  I  then  put  on  my  break.  This  was  a 
minute  or  two  after  we  were  struck.  We  i-an  more 
than  half  a  mile  before  we  stopped.  When  we  stopped 
I  got  out  and  went  back.  I  found  the  rear  truck  with 
the  leading  wheels  off  the  rails,  and  buffer  locked  with 
the  one  in  front.  The  van  was  slightly  damaged.  I 
went  back  and  found  the  passenger  train  standing 
about  a  train's  length  behind  me.  I  left  Lochgelly 
Colliery  sidings  18  minutes  before  the  passenger  train 
was  due  by  my  calculation.  When  I  passed  Carden- 
den station  the  porter  was  on  the  platform.  He 
pointed  ahead,  and  I  thought  he  was  pointing  at  the 
van  of  the  goods  train,  which  was  standing  on  the 
main  line.  When  I  left  Cardenden  I  knew  that  the 
passenger  train  was  ahnost  due.  I  didn't  shunt,  be- 
cause I  didn't  think  Cardenden  Colliery  sidings  would 
hold  my  train.  I  didn't  think  the  porter  was  signal- 
ling to  me  to  shunt.  The  collision  occurred  at  about 
2.30  p.m.  At  that  lime  one  could  see  200  yards 
ahead.  I  stopped  at  the  station  platform  at  Carden- 
den, and  stood  there  for  four  minutes  behind  the  van 
of  the  goods  train.  1  didn't  know  whether  the  van 
was  attached  or  detached  at  that  time.  When  it  went 
on  I  followed  it  down,  and  then  it  was  detached  while 
the  engine  lifted  some  waggons  out  of  the  Colliery 
siding. 

5.    William  Grey,  fireman  1^  years,  states  :~0n 
the  8th  inst,  I  was  fireman  to  Richard  Lawson.    We 
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left  Lochgeliy  Colliery  sidings  at  2  p.m.  exactly. 
Nothing  passed  between  the  pointsman  and  anybody 
else,  that  I  heard,  except  thai  he  asked  the  foreman 
if  he  was  going  out,  and  he  said  *'  Yes."  It  was  2.12 
when  we  got  to  Cardenden  sidings. 

6.  Robert  Hutchinson  recalled,  states  : — I  am  sure 
that  the  ballast  ti-ain  did  not  stop  opposite  to  the 
platform,  and  when  it  did  stop  the  van  of  the  goods 
train  was  100  yards  east  of  the  station. 

7.  James  Dall  recalled,  states  : — The  ballast  train 
did  not  stop  opposite  to  the  station. 

8.  David  iSpeed,  goods  guard  three  years,  states : — 
On  the  8th  insfc.  I  was  guard  of  the  12.10  up  goods 
train  from  Dunfermline.  We  left  at  12.50.  We 
passed  Lumphinnans  at  i.57.  We  left  Lochgeliy  at 
2.5,  and  passed  Lochgeliy  Colliery  siding  at  about  2.7. 
We  arrived  at  Cardenden  at  2.11  or  2.10.  We  stopped 
with  my  van  about  20  or  30  yards  west  of  the  station. 
The  engine  and  part  of  the  train  was  then  detached 
and  put  with  a  waggon  into  the  sidings ;  came  out 
and  booked  on  again.  We  then  pulled  on  to  the  col- 
liery sidings,  and  the  engine  and  two  waggons  were 
then  detached,  and  picked  11  coal  waggons  out  of  the 
sidings ;  came  out,  hooked  on,  and  went  right  away. 

I  was  on  the  platform,  and  started  my  train  after 
putting  the  first  waggon  in.  The  ballast  train  hadn't 
then  arrived,  at  least  I  didn't  see  it.  I  saw  it  coming 
slowly  down  past  the  station,  just  as  we  were  starting 
from  the  colliery  after  the  train  had  been  made  up 
again,  and  that  was  the  first  time  I  saw  it.  There 
was  no  way  for  me  to  shunt  at  Cardenden  out  of  the 
way  of  the  passenger  train.  My  train  was  never 
stopped  opposite  to  the  platform. 

9.  James  Turner ^  ballast  foreman,  states  : — I  was 
in  charge  of  the  ballast  train  on  the  8th  inst.  We 
got  into  the   siding  at  Lochgeliy  Colliery  at  about 

II  p.m.  At  2  p.m.  by  the  driver's  watch  wo  drew 
out  on  to  the  up  main  line,  and  my  van,  which  v/as 
on  the  colliery  line,  was  let  down  on  to  it.  The  only 
thing  which  passed  between  me  and  the  pointsman 
was  that  he  asked  me  if  we  were  going  away,  and  I 
said  **  Yes."  He  never  mentioned  the  passenger  train, 
nor  did  I  say  anything  about  running  ahead  of  it. 
I  saw  the  goods  train  pass,  I  should  think  about  five 
minutes  before  we  left.  I  didn't  look  at  my  watch, 
because  it  was  not  keeping  very  good  time  ;  I  trusted 
to  the  driver's  watch.  We  came  right  away,  at  about 
15  miles  an  hour,  to  within  sight  of  Cardenden  distant 
signal,  which  was  visible  about  100  yards  off.  It  was 
at  **  dauger,"  and  we  came  slowly  past  it.  We  pulled 
to  a  dead  stand  at  the  platform.  The  van  of  the  goods 
train  was  standing  opposite  to  the  platform  when  we 
stopped,  close  up  to  it.  It  was  just  moving  away, 
and  we  followed  it  up  to  the  colliery  sidings,  where 
we  stood  three  or  four  minutes  behind  it.  When  it 
started  away  we  followed  it  right  away,  keeping  it  in 
sight.  This  was  at  2.23  by  the  driver's  watch. 
When  we  stopped  at  the  platform  I  didn't  see  the 
porter.  I  never  saw  him  at  aU.  I  was  on  the  right- 
hand  side  of  the  engine.  I  didn't  shunt  out  of  the 
way  of  the  passenger  train,  because  we  were  not  told 
to  do  so,  and  there  was  no  room  for  us.  We  had 
1 8  waggons  and  a  van  on.  I  got  no  signal  from  any 
one  to  start  from  Cardenden.  My  break-van  was 
slightly  damaged,  and  one  truck.  The  one  next  to 
the  van  was  knocked  off  the  rails,  but  was  not 
damaged.  It  ran  off  the  rails  for  three-quarters  of  a 
mile  after  the  accident.  The  passenger  train  stopped 
a  few  yards  back  behind  the  place  where  the  van  was 
standing,  after  we  had  stopped.  I  know  that  there  is 
a  rule  that  ballasting  is  not  to  be  carried  on  in  foggy 
weather.  We  were  not  ballasting,  but  were  taking  a 
ballast  train  from  one  point  to  another. 

10.  David  Lyon^  passenger  driver  25  years,  states  : 
— On  the  8th  inst.  I  was  driver  of  the  1.55  p.m.  up 
p&senger  train  from  Dunfermline,  consisting  of  engine 


and  tender  (runnmg  engine  first),  cattle  waggon 
(loaded),  ^vq  passenger  carriages,  and  break- van  in 
rear.  We  left  Dunfermline  right  time,  and  left  Loch- 
geliy at  2.22,  four  minutes  late.  We  had  a  fair  run  to 
Cardenden,  where  we  arrived  at  2.28.  We  left  about 
one  minute  aft-erwards.  AVhen  we  arrived  I  asked  the 
booking  clerk,  who  was  on  the  platform,  if  there  was 
anything  before  us.  He  said  '*Two  trains,"  I  think  ; 
and  a  sui*facenian  who  was  working  at  the  side  of  the 
line  said  that  a  goods  train  and  the  ballast  train  wore 
ahead  of  us.  I  understood  this  to  mean  that  they 
were  a  short  time  ahead  of  us,  within  tlie  regulated 
five  minutes*.  The  porter  did  not  speak  to  me  at  all, 
nor  did  the  station  master.  The  porter  pointed  ahead, 
and  that  is  the  reason  that  1  spoke  to  the  booking 
clerk.  Wo  started  from  Cardenden  at  2.29.  It  was 
very  thick,  so  thick  that  we  couldn't  see  50  yards 
ahead.  It  got  thicker  as  we  proceeded.  I  passed  the 
signals  at  Clunie  coal  and  Clunie  lime  sidings  so 
slowly  that  I  could  have  pulUnl  up  at  the  signals  if 
necessary ;  not  more  than  12  miles  an  hour.  I  put  on 
speed  a  little,  and  was  going  at  about  15  miles  an 
hour  when  I  saw  the  red  van  of  the  ballast  train 
through  the  mist,  about  20  yards  off*.  It  was  moving 
ahead  at  the  time.  I  shut  off  steam  at  once,  reversed 
my  engine,  and  sounded  my  whistle  for  the  breaks  ; 
and  my  mate  put  on  the  tender  breaks,  and  opened 
the  sand-boxes.  We  had  reduced  to  about  half  speed 
when  we  struck  the  break-van.  There  was  hardly 
any  shock.  The  ballast  train  went  on  aliead,  and  then 
I  followed  slowly  so  as  to  get  my  train  quietly  under 
protection.  I  called  out  to  some  surface  men  t^  go 
back  to  protect  the  ti-ain,  and  the  flagman  of  the  ballast 
train  also  went  back.  I  never  pulled  up  altogether 
till  we  had  gone  about  three-quarters  of  a  mile.  I 
stopped  about  20  or  30  yards'  behind  the  van  of  the 
ballast  train.  I  only  touched  it  once.  My  engine 
was  not  damaged.  It  is  a  single  engine,  with  G-ft. 
driving  wheels,  and  with  6-wheeled  tender,  having  a 
break  block  on  each  tender  wheel.  I  didu't  note  the 
time  when  the  collision  occurred. 

11.  Thomas  Kirk,  fireman  18  months,  states  : — 
The  fog  on  the  8th  was  so  thick  at  the  time  of  the 
collision  that  it  was  impossible  to  see  more  than  20 
or  25  yards  ahead.  We  were  running  about  15  miles 
an  hour  when  we  saw  the  train  in  front.  I  can't  say 
how  fast  we  were  running  when  we  struck  it. 

12.  Peter  Kiel,  passenger  guard  14  years,  states  : — 
On  the  8th  inst.  I  was  guard  of  the  1 ,55  p.m.  passenger 
train  from  Dunfermline,  consistiug  of  engine  and 
tender,  cattle  truck,  third-class,  second-class,  and  first- 
class  carriages,  and  break-van  in  which  I  was  riding. 
We  left  Cardenden  at  2.30.  It  was  vary  foggy.  1 
could  scarcely  see  the  engine  from  my  van.  We  went 
pretty  slowly  past  Clunie  sidings,  and  then  increjised 
speed  to  about  15  miles  an  hour.  The  first  thing  I  knew 
of  anything  being  wrong  was  from  having  my  head 
knocked  through  the  window.  We  were  then  run- 
ning about  15  miles  an  hour.  I  hadn't  put  on  my 
break,  because  I  didn't  think  I  heard  any  whistle. 
After  the  first  shock  the  train  went  slowly  on  for 
about  three-quarters  of  a  mile,  and  I  then  got  out. 
There  was  no  damage  to  the  train,  and  no  passengers 
complained  of  injury  at  the  time.  I  can't  say  at  what 
time  the  collision  occurred.  There  was  no  one  in  the 
engine  but  the  driver  and  foreman,  and  both  were 
quite  sober.  At  Cardenden  I  asked  what  was  ahead. 
The  porter  told  me  there  was  a  train  ahead.  I  asked 
him  how  much,  and  he  said  **  You'll  never  see  them," 
and  we  got  a  signal  to  start.  I  didn't  say  anything 
to  the  driver  about  it,  but  I  heard  the  surface  man 
telling  him. 

13.  Robert  Christie,  acting  guard  of  ballast  train, 
states : — I  was  knocked  down  by  the  collision,  and 
then  got  out  and  went  back  to  protect  the  train.  We 
had  stopped  at  the  west  end  of  the  platform  at  Car- 
denden. We  left  Lochgeliy  Colliery  sidings  at  2,2  p.m. 
We  were  running  from  15  to  20  miles  an  hour  when 
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the  collision  occurred.     When  my  van  was  passing  train  that  the  ballast  train  was  before  him.    I  didn't 

the  platform  I  saw  the  porter  lower  the  down  distant  say  how  long.     I  didn't  hear  the  porter  say  anything, 
signal.     I  suppose  this  was  for  the  down  fast  train, 

due  to  pass  there  at  2.36  p.m.,  so  that  it  could  not  15^  Charles  Hain,  surface  man,  states :— I  told  the 

have  been  intended  to  shunt  us  across  the  down  line  driver  of  the  passenger  train  that  the  ballast  train  was 

into  the  Cardenden  Colliery  siding.  ahead.     This  ballast  train  was  then  about  300  or  400 

yards  off  at  the  time,  near  the  bridge.     I  could  see  it 

14.  Andrew  Watson,  surface  man,  states :— I  was  ^t  the  time.     The  driver  asked  me  what  was  that 

workmg  opposite  to  the  platform  when  the  baUast  y^^^^^  j^ii^^  ^nd  I  said  the  ballast  train.     I  thought  by 

train  passed.     It  was  moving  slowly  ahead.     I  didn  t  ^g  asking  me  that  he  could  see  irhimself. 
see  the  porter.     I  told  the  driver  of  the  passenger 

Conclwion. 

The  evidence  in  this  case  is  most  conflicting  and  unsatisfactory,  and  it  is  difficult 
to  arrive  at  the  true  facts  concerning  the  collision. 

The  statements  of  the  whole  of  the  men  with  the  ballast  train  .agree  exactly,  but, 
with  regard  to  the  time  at  which  the  train  left  Lochgelly  OoUiery  sidings,  a  very  vital 
point,  they  are  contradicted  by  the  signalman  at  these  sidings,  whose  statement  I  am 
the  more  inclined  to  believe,  because  it  condemns  his  own  conduct,  and  was  given  in 
a  straightforward  manner ;  and  by  the  statement  of  the  guard  of  the  preceding  goods 
train  as  to  the  time  at  which  this  train  passed  the  sidings.  With  regard  to  the 
position  at  which  the  ballast  train  stopped  at  Cardenden,  and  to  what  passed  there, 
they  are  contradicted  by  the  evidence  of  the  station-master,  the  porter,  and  the  guard 
of  the  goods  train ;  and  with  regard  to  the  speed  at  which  they  were  running  at  the 
time  of  the  accident,  they  are  contradicted  by  the  evidence  of  the  driver,  fireman,  and 
guard  of  the  passtoger  train  which  overtook  them,  and  by  the  fact,  which  has  since 
been  reported  to  me,  that  the  ballast-men  in  the  rear  van  were  able  to  jump  out 
without  injury  before  the  collision  actually  occurred,  which  they  certainly  could  not 
all  have  done  if  the  train  had  been  running  at  from  15  to  20  miles  an  hour ;  and 
I  am,  therefore,  imable  to  attach  much  credit  to  what  is  plainly  a  well  concocted 
story  on  the  part  of  the  driver  and  fireman  of  this  train  and  the  ballast  foreman. 

It  would  therefore  appear  that  the  ballast  train  was  allowed  to  leave  Lochgelly 
Colliery  sidings  at  2.10  p.m.,  only  nine  minutes  before  the  time  at  which  the  passenger 
train  was  due ;  that  it  did  not  stop  until  beyond  Cardenden  station ;  that  it  almost  at 
once  proceeded,  without  getting  any  signal  to  do  so,  immediately  behind  the  goods 
train,  and  only  at  the  outside  two  minutes  ahead  of  the  passenger  train,  instead  of 
stopping  to  shunt  in  accordance  with  the  rules ;  and  that  it  was  running  certainly 
considerably  under  15  miles  an  hour  when  overtaken  by  the  passenger  train,  running 
somewhat  over  that  speed. 

It  further  appears  that  a  very  large  proportion  of  the  servants  of  the  Company 
concerned  are  to  blame  for  this  collision,  which  discloses  a  very  lax  mode  of  working 
on  their  part. 

In  the  first  place,  under  Rules  Nos.  232  and  344,  the  ballast  train  ought  not  to 
have  been  on  the  line  at  all  in  such  foggy  weather,  and  for  this  the  driver  and  ballast 
foreman  in  charge  are  responsible.  These  men  are  also  to  blame  in  not  stopping  to 
shunt  at  Cardenden,  where  it  seems  that  there  was  room  for  even  a  longer  train,  and 
for  proceeding  without  any  signal  immediately  behind  the  goods  train,  even  allowing 
that  they  did  not  understand  that  the  porter  had  signalled  to  them  to  shunt.  The 
signalman  at  Lochgelly  is,  perhaps,  the  most  of  all  to  blame,  in  having  allowed  the 
ballast  train  to  leave  the  sidings  only  nine  minutes  before  the  passenger  train  was 
due ;  the  porter  at  Cardenden  is  to  blame  for  not  having  taken  more  energetic  steps 
to  cause  the  ballast  train  to  stop  and  shunt,  and  for  not  having  properly  cautioned 
the  driver  of  the  passenger  train  that  the  baUast  train  was  close  ahead  of  him ;  the 
station-master  is  to  blame  for  having  permitted  the  passenger  train  to  start  within 
five  minutes  of  the  departure  of  the  ballast  train,  although  it  would  appear  from  his 
statement  that  Rule  170,  which  prescribes  this  limit  of  time,  is  not  always  observed, 
if  not  habitually  disregarded ;  the  driver  of  the  passenger  train  is  to  blame  in  not 
having  attended  to  Rule  No.  96,  in  accordance  with  which  he  ought,  before  starting, 
to  have  ascertained  "the  exact  time  at  which  the  preceding  train  left,*'  and  he 
certainly  erred  in  running  without  due  caution  in  such  a  thick  fog,  knowing,  as  he 
admits  he  did,  that  this  train  was  under  five  minutes  before  him ;  and,  lastly,  the 
acting  guard  of  the  ballast  train  is  to  blame  for  not  having  had  the  tail  lamps  of  his 
train  lighted  before  starting  in  a  thick  fog. 

The  best  safeguard  against  the  recurrence  of  accidents  of  this  nature  would  be  the 
extension  to  this  line  of  block  telegraph  working,  and  it  is  to  be  hoped  that  the 
Company  will  cause  this  to  be  done ;  but,  in  the  meantime,  it  would  be  well  if  "the 
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staticm-masters,  engine-drirers,  signalmen,  and  others  on  the  line  were  warned  that 
they  are  to  adhere  strictly  to  the  Eules  issued  for  their  guidance,  and  if  steps  could 
he  taken  to  ensure  that  all  cases  in  which  they  fail  to  do  so  should  he  brought  to 
the  notice  of  the  proper  officials  and  the  offenders  punished ;  for  nothing  can  tend 
more  to  diminish  the  value  of  such  Eules  and  Regulations  than  permitting  them  to 
he  disregarded  with  impunity. 

I  have,  &c.. 
The  Secretary,  F.  A.  Mamndin, 

(Railway  Department,)  Board  of  Trade.  Major  B.E. 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  15th  May. 


NORTH  BRITISH  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sib,  13,  Downing  Street,  London,  S.W.,  Jime  30th,  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  19th  ultimo,  the  result 
of  my  inquiry  into  the  causes  of  a  collision  which  occurred  on  the  17th  ultimo  at 
Whitemyre  jtmction,  near  Dunfermline,  on  the  North  British  Railway. 

In  this  case  the  4.15  p.m.  fast  up  passenger  train  from  Glasgow  to  Aberdeen  (viA 
Tay  Bridge),  consisting  of  engine  and  tender,  one  third-class,  one  first-class,  three 
composites,  one  third-class  and  one  composite,  and  rear  break- van,  while  running  at 
about  35  miles  an  hour,  came  into  collision,  at  about  5.55  p.m.,  with  an  engine  and 
tender  which  had  been  uncoupled  from  its  train  on  the  West  of  Fife  mineral  line,  and 
brought  out  through  the  safety-points  foul  of  the  up  main  line.  The  whole  of  the 
passenger  train,  with  the  exception  of  the  rear  carriage  and  break-van,  left  the  rails ; 
and  the  driver  of  the  j)assenger  engine,  which  was  turned  round  and  upset,  was  killed 
on  the  spot,  being  crushed  under  the  cab  of  his  engine,  and  his  fireman  and  another 
driver  and  fireman  who  were  on  this  engine  were  badly  injured,  the  second  driver 
having  lost  one  leg  and  a  thumb. 

There  does  not  appear  to  have  been  any  serious  injuries  to  passengers,  as  the  two 
front  carriages,  which  were  upset,  were  fortunately  empty,  or  nearly  so.  Two 
passengers,  who  at  the  time  complained  to  the  conductor  of  being  hurt,  have  not 
since  made  any  application  to  the  Company. 

About  55  yards  of  the  permanent- way  were  cut  up,  and  the  following  materials 
have  been  used  to  replace  what  was  damaged,  viz. :  One  set  of  switches,  nine  rails  with 
fish-plates  and  bolts,  111  sleepers,  and  95  chairs  with  keys  and  spikes. 

The  passenger  engine  and  tender  were  very  much  damaged,  the  goods  engine 
slightly  damaged,  and  its  tender  almost  destroyed.  The  leading  carriage,  which  was 
upset,  lost  its  wheels,  and,  with  the  next  carriage,  which  was  also  upset,  was  much 
damaged.  The  other  six  vehicles  in  the  train,  which  remained  in  an  upright  position, 
were  all  more  or  less  damaged. 

The  total  damage  to  the  rolling  stock  is  estimated  at  328/.  10^.  Od. 

Description. 

At  Whitemyre  junction,  about  If  miles  west  of  Dunfermline  station,  the  Stirling, 
Alloa,  Dunfermline,  and  Thornton  section  of  the  North  British  Railway,  running 
from  west  to  east,  is  joined  by  the  West  of  Fife  mineral  line,  a  single  line,  which 
approaches  from  the  north,  and,  after  running  for  a  little  over  300  yards  parallel  with 
the  main  line,  forms  a  single  junction  with  the  up  line  of  rails. 

There  is  a  goods  yard  with  extensive  sidings  in  the  angle  formed  by  the  two  lines, 
and  further  east,  at  the  point  of  junction,  are  other  sidings  at  both  sides  of  the  line, 
where  the  points  of  a  siding  call^  Morton's  siding,  on  the  north  of  the  main  line,  act 
as  safety-points  for  the  junction,  being  weighted  to  lie  in  their  normal  position  right 
for  this  siding. 

.The  collision  took  place  at  the  fouling  point  of  this  junction,  the  goods  engine 
standing  actually  on  the  up  main  line,  with  its  tender  obliquely  across  the  left  or 
outside  rail  of  this  line. 

The  signal-cabin,  or  pointsman's  box,  is  192  vards  west  of  the  junction,  and  almost 
opposite  to  the  connexions  of  the  goods  yard  with  the  mineral  lino. 
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Thnre  is  an  up  distant-signal,  not  visible  from  the  cabin,  1,213  yards  from  the  point 
of  collision,  and  a  repeater  for  this  signal  on  an  overbridge  692  yards  from  this  point, 
and  within  view  of  the  cabin. 

Tiiorc  is  no  up  home-signal,  there  is  no  interlocking,  and  the  points  are  worked  by 
hand  from  the  ground. 

The  main  line  falls  from  the  up  distant-signal  towards  Dunfermline  on  a  gradient 
of  1  in  120  a^  far  as  Whitemyre  junction  signal-cabin,  and  then  on  a  gradient  of  1  in  110 
past  the  point  of  collision. 

The  main  line  is  nearly  straight,  and  an  a^^proaching  train  on  the  up  line  can  be 
seen  from  the  point  of  collision  as  soon  as  it  comes  under  the  overbridge,  upon  which 
tho  repeater  of  the  up  distant-signal  is  placed,  that  is,  for  a  distance  of  nearly  700 
yards.     Tlie  branch  falls  towards  the  main  line  on  gradients  of  1  in  53  and  1  in  89. 

The  paj^ssnger  train  was  fitted  throughout  with  Westinghouse's  break,  but  the 
regular  engine  being  in  the  shops  for  slight  repairs  to  its  tyres,  this  break  was  not 
connected  with  the  engine  attached  to  the  train,  which  engine  was  only  partially  fitted 
with  the  apparatus  for  working  the  break. 


Evidence. 


L  Johti  Mvlntyre,  goods  guard  12  years,  states: 
On  tln^  IT  til  Instant  I  was  acting  as  goods  guard  to 
IV  cofil  Vviun  working  on  the  West  of  Fife  section.  At 
.1.30  ]MJi*  we  rtvrivcd  at  Whitemyre  junction  on  the 
hmiieb,  with  a  train  consisting  of  engine  and  tender, 
fivi^  waggons  of  coal,  and  break-van.  When  we 
aiTiv*^!  I  went  in  with  the  way  bills  to  the  agent,  and 
oil  eoriiiii;^  out  of  his  office  the  fireman  was  backing 
iti(o  lli*3  sitlin;,^s  called  Morley's  sidings,  with  the  coal 
iVMggont*,  two  ol*  which  were  to  remain  there  during 
tho  iii^^ht.  Tlion  I  told  him  to  corao  out  and  put 
tbreo  ulljcrs  into  the  shed  road  siding.  The  driver, 
irenry  Budiannn,  was  off  his  engine,  walking  down 
the  lirir.  As  soon  as  1  had  told  the  fii-eman  to  put 
l,h«  wag^miiM  into  Morley's  sidings  I  followed  the 
driver,  \\v  wt'Ut  to  a  public-house  in  the  street  and 
ri'nmineil  lh(  n-  about  three  minutes.  We  had  just 
t'otnt^  out  into  the  street  again  and  were  standing 
t!ilkintr,  wilt II  1  heard  the  collision  take  place.  We 
\\'{^rv.  not  mc»n?  than  50  or  60  yards  off.  I  cannot  say 
oxiiftly  the  time.  We  had  to  lift  two  waggons  at 
Wliiirniyrcj  one  to  be  left  in  Morton's  sidings,  and 
the  otliLT  to  go  up  to  Dunfermline  with  the  engine 
and  van.  Neither  of  tiiese  were  lifted  when  I  left 
thi^  train.  As  soon  as  we  had  finished  work  at 
Whitemyro  we  had  to  go  home  to  Dunfennline,  but 
not  till  the  f*x press  had  passed.  I  knew  the  express 
wuit  due.  r  iWA  not  give  any  instructions  whatever 
to  the  firrnnnn  about  lifting  the  waggons  or  putting 
oiii'  into  Morton's  sidmgs.  I  expected  to  be  back  by 
tlie  time  lie  liasl  put  the  waggons  into  the  shed  road. 
1  wiis  in  charge  of  the  shunting  operations  under  the 
Btatioii  agent.  The  signalman  had  shifted  the  sidings 
porniM.  The  j-tjition  agent  was  in  the  office.  As  soon 
{IS  1  hvi\v\\  i\\\\  collision  I  ran  back  and  found  that 
the  express  had  come' into  collision  with  the  tender 
of  our  enghiR  at  the  fouling  point  of  the  junction 
with  the  main  line.  The  goods  engine  was  on  the 
nvils  of  the  np  line  about  30  yards  beyond  the  points, 
the  txTider  wn^  smashed,  but  I  am  not  sure  where  it 
wns  lying,  or  whether  it  was  attached  to  the  engine. 
Til  (J  expio.*is  engine  was  \yu\Q  upset,  with  its  head 
towards  Glasgow,  on  the  down  line  about  30  yards 
from  tlivj  ]>oints ;  the  tender  was  lying  upset  between 
tlio  main  line  and  Morton's  sidings ;  the  two  leading 
carriages  wt-rr  upset  on  Morton's  sidings ;  the  next 
three  wi^rc  ol^  the  rails  and  partly  upset,  and  the 
remsiinilor  off  the  rails,  except  the  last  carriage  and 
the  van,  which  were  still  on  the  rails.  I  found  the 
driver  of  the  express  engine  lying  dead  under  the 
engine.  1  did  not  hear  the  driver  of  my  engine  give 
any  orders  to  his  fireman.  I  know  I  had  no  business 
to  leave  my  train.  None  of  us  had  been  drinking 
before.  Tlie  fireman  had  tasted  no  drink  all  day  that 
I  know  of,  1  heard  the  express  give  two  short 
whistles  just  before  the  collision  took  place.  I  asked 
the  fireman  what  tempted  him  to  foul  the  main  line, 
and  he  said  he  did  not  know.     He  said  no  more,  and 


I  have  not  seen  him  since, 
jumped  off. 


He  was  not  hurt,  having 


2.  Ajidrcw  Whitehead,  station  agent  at  Whitemyre 
junction,  13  years  in  the  service,  and  eight  years  at 
Whitemyre,  states:  On  the  17th  instant  the  special 
Bower\s  Hall  coal  train  arrived  at  about  5.30  p.m., 
and  had  five  waggons  of  coal  to  put  ofi"  at  Whitemyre 
junction.  I  was  in  the  office  at  the  time,  and  the 
guard  came  in  to  me  with  the  way  bills.  1  gave  him 
no  orders.  He  was  telling  me  about  a  waggon  he 
hjul  brought  down  previously  wrongly  addressed.  He 
asked  me  to  alter  the  address.  Then  he  went  out  to 
do  his  shunting.  I  did  not  take  any  part  in  the 
shunting.  It  is  not  ray  custom  to  do  so  when  the 
guards  understand  what  they  have  to  do.  I  remained 
in  my  office  until  the  ^yQ  waggons  had  been  put  off 
and  two  others  lifted.  Someone  called  to  me  that 
they  had  finished  shunting,  and  I  came  out.  I  found 
the  van  uncoupled  on  the  West  of  Fife  main  line, 
and  the  engine,  with  two  waggons  attached,  moving 
towards  the  junction.  I  got  on  to  the  van  in  which 
I  was  going  to  Dunfermline  after  the  express  had 
passed,  and  just  as  I  was  jumping  on  I  saw  the 
signalman  going  towards  his  signal-box,  just  crossing 
the  V^est  Lie  sidings.  I  called  to  ask  if  the  express 
had  passed.  He  said  **  No."  I  got  on  to  the  van. 
There  was  a  young  lad  in  the  van,  one  of  my  clerks. 
He  took  the  break  off"  and  let  the  van  run  down 
towards  the  junction,  and  it  was  coupled  on  to  the 
two  waggons  by  David  Black,  another  clerk.  I  was 
looking  back  towards  the  bridge,  expecting  to  see  the 
express  coming.  I  saw  it  coming,  or  at  least  the 
steam  of  it  over  the  bridge,  immediately  after  the  van 
had  been  coupled.  Then  I  saw  it  coming  through 
the  bridge,  and  then  saw  the  second  signalman  come 
from  his  box  across  the  line,  holding  up  his  arms 
towards  me  and  shouting.  I  then  looked  round 
and  saw  that  the  Bower's  Hall  engine  had  been 
uncoupled  and  run  forward  through  the  safety- 
points  foul  of  the  main  line.  I  also  called  out  to  the 
fireman  on  the  engine,  but  he  seemed  to  be  confuse!. 
I  think  he  reversed  his  engine  and  put  on  steam,  but 
then  shut  it  off  again.  His  engine  was  nearly 
stationary.  I  heard  the  break-whistle  sounded  from 
the  express  engine  when  it  was  some  distance  beyond 
the  signal-cabin.  I  should  think  between  50  and  100 
yards,  or  nearly  opposite  to  the  end  of  our  West  Lie 
sidings.  I  cannot  form  any  estimate  of  the  speed. 
It  was  1 1  minutes  late.  I  cannot  say  that  the  express 
was  coming  any  faster  than  usual.  I  did  not  observe 
whether  steam  was  on  or  off.  The  engine  came  past 
me  at  a  considerable  speed.  I  saw  it  strike  the  tender 
of  the  coal  engine  at  about  the  centre  of  the  right 
side.  I  did  not  see  what  the  men  on  the  engine  did. 
I  jumped  down  and  went  to  give  assistance.  The 
driver  and  guard  of  the  coal  train  were  both  away 
from  the  train,  but  I  did  not  know  it  till  after  the 
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Tan  bad  been  let  down  and  coupled  on.  I  asked 
wbere  the  driver  was,  and  was  told  he  was  down  the 
street.  I  had  no  idea  that  the  fireman  was  doing  the 
shunting  in  the  absence  of  his  driver,  I  have  seen 
this  h|ippen  before  when  the  drivers  are  at  their 
dinner.  I  know  this  is  contrary  to  rules,  but  I  have 
not  reported  it  when  I  have  observed  it  After  the 
accident  I  went  to  give  assistance,  and  I  found  that 
the  driver  of  the  express,  Richard  Henderson,  was 
killed  under  his  engine.  His  fireman,  William  Smith, 
was  hurt.  There  were  two  other  men  on  the  engine. 
Thomas  Ramage,  a  driver,  was  very  badly  hurt,  his 
leg  having  been  since  amputated,  and  his  fireman, 
Alexander  Betts,  was  slightly  hurt.     None  of  the 

Passengers  made  any  complaint  to  me  of  being  hurt, 
inquired  from  the  fireman  of  the  coal  train,  James 
Robertson,  and  from  the  clerk,  David  Black,  who 
had  been  on  that  coal  engine,  how  the  accident  had 
occurred.  David  Black  told  me  that  one  of  the 
waggons  had  to  be  put  into  Morton's  sidings,  and 
that  he  had  pulled  over  the  points  so  that  the  engine 
could  go  out  on  to  the  main  line,  and  the  waggon 
be  dropped  into  the  sidings.  He  did  not  say  who 
uncoupled  the  engine.  He  had  no  business  to  meddle 
with  ue  points  at  all.  The  fireman  told  me  much  the 
same  story,  but  neither  of  the  men  said  who  had  told 
them  to  do  so. 

3.  WUliam  Taylor^  second  signal  porter  16  months, 
five  years  in  the  Company's  service,  states :  I  have 
been  doing  the  duty  of  second  signal  porter  at  White- 
myre  junction  for  16  months.  On  the  17th  instant 
I  came  on  duty  at  6  a.m.  My  tour  of  duty  is  till 
the  last  train  passes  at  7.20  p.m.  when  the  box  is 
shut  up.  At  5.35  p.m.,  the  coal  train  arrived  on  the 
branch,  and  I  went  to  assist  in  the  shunting  by 
holding  the  points.  I  also  did  some  of  the  uncoupling, 
as  the  guard  went  away.  Before  leaving  my  cabin 
the  signals  were  lowered  for  the  express,  which  was 
due  to  pass  at  6:44.  The  coal  train  dropped  two 
waggons  into  Morley's  sidings,  came  out,  dropped 
three  into  the  shed  road,  came  out,  and  picked 
up  one  vi^gon  out  of  West  Lie,  and  then  put  out 
another  from  Steel  Yard  sidings  for  Dunfermline. 
The  engine  took  these  two  waggons  down  towards 
the  junction,  the  front  waggon  being  for  Morton's 
sidings.  I  said  to  the  fireman  who  was  in  charge 
of  the  engine,  the  driver  being  away,  "  There  is  one 
waggon  ror  Loch  Head  and  one  for  Dunfermline." 
He  knew  that  the  Loch  Head  waggon  must  go  into 
Morton's  sidings  for  the  nk^ht.  I  did  not  tell  him 
anything  about  putting  it  there.  I  cannot  be  sure 
whe^er  Black  was  on  the  engine  or  not.  I  came 
down  on  the  engine  and  jumped  off  opposite  my 
cabin.  I  stood  there  and  saw  the  van  bein^  let  down 
to  the  engine.  The  express  was  not  in  sight  when 
the  van  passed  me.  About  two  nunutes  later  the 
steam  became  visible  over  the  bridge.  I  then  saw 
the  express  come  through  the  bri<%e,  and  put  back 
the  sigmJs  to  ''danger."  Immediately  I  had  done 
this  I  crossed  on  to  the  branch  line,  and,  on  looking 
round,  saw  Black  holding  the  points  of  Morton's 
sidings,  and  the  coal  engine  moving  forward  through 
them^  and  fouling  the  main  line.  I  held  up  my  arms 
and  shouted  at  the  top  of  my  voice.  At  this  time 
the  express  was  behind  me  as  I  was  standing,  but  I 
cannot  say  how  far.  When  I  shouted,  the  coal  engine 
had  just  commenced  to  move.  Very  soon  after  I 
heard  the  break-whistle  from  the  express  engine. 
The  driver  must  have  whistled  the  moment  be  could 
have  seen  the  goods  engine  foul  the  line.    I  cannot 


say  how  far  the  express  engine  was  behind  me  when 
the  whistle  was  sounded.  I  think  the  steam  was  ofi* 
before  the  express  came  through  the  bridge.  It  was 
10  or  11  minutes  late,  but  I  do  not  think  it  was 
running  any  faster  than  usual.  I  cannot  estimate 
the  speed.  I  cannot  say  whether  or  not  the  breaks 
were  applied.  I  saw  the  fireman  on  the  goods  engine 
jump  off.  I  did  not  think  anything  of  the  fireman 
doing  the  shunting,  for  it  is  often  done  when  the 
driver  is  at  his  mekls.  I  have  seen  the  same  fireman 
do  it  in  the  same  driver's  absence.  The  accident 
happened  at  5.65  p.m. 

4.  Henry  Buckanauy  goods  driver  3^  years,  states  : 
On  the  I7th  inst.  I  was  driver  of  the  spedal  Bower's 
Hall  coal  train.  On  arrival  at  Whitemyre  junction 
at  6.30  p.m.  with  five  loaded  coal  waggons,  I  stopped 
to  get  them  checked  by  the  derk,  and  then  went 
down  to  the  points  to  set  back  into  Morley's  sidings. 
I  dropped  two  waggons  there,  and  then  came  down 
to  the  points  again,  and  then  got  off  my  engine.  The 
fireman  put  the  engine  with  the  other  three  waggons 
into  the  shed  road,  and  I  went  away,  I  told  the 
fireman  that  we  wouldn't  get  away  before  the  fast,  and 
I  intended  him  V>  remain  in  the  shed  road  sidings. 
I  didn't  know  anything  about  the  other  two  waggons 
to  be  lifted.  I  never  inquired  if  anything  more  was 
to  be  done  before  I  went  away.  I  was  in  the  street 
with  the  guard  when  the  accident  occurred.  After 
the  accident  I  saw  that  the  express  engine  had  been 
reversed.  I  allowed  my  fireman  to  put  back  the 
waggons  into  the  shed  road.  I  know  that  there  is 
a  strict  order  against  engines  being  moved  at  all  by 
firemen  in  the  absence  of  their  drivers.  I  have 
before  allowed  my  fireman  to  do  so.  I  wasn't  above 
eight  or  10  minutes  away. 

6.  James  Gray^  passenger  guard  five  years,  and  14 
years  in  the  service,  states :  On  the  17th  inst.  I  was 
guard  of  the  4.15  up  fast  passenger  tram  frpm  Glas- 
gow to  Aberdeen.  We  1^  Gk^ow,  three  minutes 
late,  with  train  consisting  of  engine  and  tender,  one 
third,  one  first,  three  composites,  one  third,  one 
composite,  and  break-van  in  rear.  I  was  riding  in 
the  rear  van.  We  left  Alloa  at  5.34, 11  minutes  late, 
and  had  no  stoppage  between  Alloa  and  Whitemyre. 
I  didn't  observe  tiie  Whitemjrre  signals.  We  came 
under  the  overbridge  at  from  20  to  25  miles  an  hour, 
about  the  usual  sp^d,  with  steam  off!.  I  was  looking 
out  of  the  leftrhand  side  window  of  my  van,  and  saw 
the  goods  engine  coming  out  of  the  siding.  I  think  my 
van  was  about  opposite  the  signal-box  at  the  time. 
I  got  three  or  four  turns  of  my  break  when  the 
coUision  occurred.  I  never  heard  any  whistle*  from 
the  engine.  I  was  knocked  over,  but  not  hurt.  A 
conductor  was  with  me  in  the  van.  When  I  got  out 
I  went  forward  to  the  engine,  and  then  back  to 
protect  my  train.  I  didn't  make  any  inquiries  among 
the  passengers,  and  none  made  any  complaints  to  me. 
The  train  was  fitted  throughout  with  Westinghouse 
break,  but  was  not  connected.  The  two  front  car- 
riages were  nearly  empty. 

6.  Alexander  Mcintosh,  conductor  two  months, 
and  eight  years  in  the  Company's  service,  states :  On 
the  17th  inst.  I  was  in  the  guard's  van  of  the  4.15 
fast  train  when  the  accident  occurred.  I  can  cor- 
roborate his  evidence.  The  Whitemyre  signals  were 
right  for  us.  Two  passengers  complained  to  me  of 
b^ng  hurt,  but  they  were  not  seriously  injured,  and 
they  could  walk  to  the  train  which  came  for  them. 


All  the  men  on  the  passenger  engine  were  too  much  hurt  to  appear  at  my  first 
inquiry  on  the  21st  Mayi  and  the  evidence  of  two  of  them^  given  on  a  subsequent 
occasion,  is  detailed  below. 


7.  William  Smithy  foreman  three  yeara,  states :  On 
the  17th  May  I  was  fireman  to  Richard  Henderson, 
who  was  driver  of  the  4.15  p.m.  feist  passenger  train 
from  Glasgow   to   Aberdeen.    Henderson's  own  en- 

H78.  ] 


gine.  No.  224,  was  taken  into  the  shops  for  slight 
repairs  to  wheels,  two  or  three  days  before  the  17th, 
and  on  that  day  he  was  driving  engine  No.  427,  which 
was  not  completely  fitted  with  Westinghouse's  break 


Digitized  by 


Google 


(    74    ) 

as  his  own  engine  No.  224  was.     We  left  Glasgow  do  anything  in.    T  was  thrown  off  by  the  collision 

about  two  minutes  late,  and  lost  a  little  time  on  the  and  badly  cut  about  the  back.    I  cannot  remember 

way    at   stations,   it  being   Saturday.    At    Stirling,  much  that  happened    idfterwai-ds.     I    was    off  work 

driver  Ramage    and    his    fireman    Betts,    who  had  over  three  weeks.    I 'didn't  see  the  pointsman  myself, 

brought  a  light  ecgiae  to  Stirling,  shifted  their  tools  nor  did  I  remark  the  signals  after  we  had  passed 

on  to  our  engine,  and,  the  signal  to  start  being  given  them.  ' 

just  as  they  had  completed  doing  so,  they  stepped  on  to 

our  engine  and  remained  there.    We  left  Alloa  at         8.  Alexander  BettSy  fireman  2^  years,  states :  On 
about  5.29  and  found  the  signals  right  for  us  all  the  the   17th  May  I  was  fireman  to  Thomas  Ramage. 
way.     On  approaching  Whitemyre  junction  we  were  We  took  an  engine  to  Cowlairs  from  Dunfermline  and 
running  from  35  to  40  miles  an  hour. with  steam  on.  left  it  there.     We  then  brought  another  engine  to 
The  first  intimation  I  had  of  anything  being  wrong  Stirling  and  left  it  there.     We  shifted  our  tools  on  to 
was  from  hearing  the  driver  give  three  or  four  short  the  engine  of  the  4.15  down  express  at  Stirling,  and 
sharp  whistles.     We  were  then,  as   far    as  I    can  got  on  to  the  engine  ourselves.     We  had  not  got  a 
recoUect,  past  the  pointsman's  box.    I  was  on  the  pass  at   Cowlairs,  and   so  we  did  not  get  into  a 
right-hand  side  of  the  engine,  and,  on  looking  over,  I  carriage  at  Stirling  or  Alloa,  but  remained  on  the 
saw  the  coal  engine  coming  out  of  the  sidings  foul  engine.    I  was  sitting  on  the  right-hand  side  close 
of  the  main  line.    My  driver  reversed  his  engine  and  to  the  fireman.     On  approaching  Whitemyre  junction 
got  steam  against  her,  and  I  opened  the  sand-boxes  we  were  running  from  35  to  40  miles  an  hour  as 
and  got  to  my  break.  I  don't  think  I  had  time  to  do  near  as  I  can  judge.     I  did  not  know  anything  was 
more  than  take  up  the  slack  of  the  break  before  the  wrong  until  the  driver  cried  out  to  stop,  and  sounded 
collision  occurred.  his  whistle.    At  that  time  I  am  certain  we  were  past 
I  had  seen  the  coal  engine  steaming  forward  on  the  the  pointsman's  box.    I  did  not  see  the  pointsman  at 
branch  about  200  yards  back,  but  I  had  no  idea  that  all  as  we  passed.     The  driver  reversed  and  got  back 
it  was  doing  anything  more  than  some  shunting  on  the  steam,  and  the  fireman  opened  the  sand  box  and  ran 
branch,  or  that  it  was  coming  out  on  to  the  main  line,  to  his  break,  but  he  had  not  time  to  do  much  before 
I  am  certain  my  driver  saw  fiie  obstruction  as  soon  as  we  struck  the  tender  of  the  coal  engine  on  its  right- 
it  was  possible  for  him  to  do  so,  for  when  I  looked  hand  side.  We  all  stuck  to  our  engine,  which  I  am  told 
out  after  he  had  whittled,  the  coal  engine  was  just  was  thrown  over  on  its  side,  but  I  cannot  remember 
half  foul  of  the  main  line.    The  man  on  the  engine  myself  what  happened.     I  was  badly  hurt  in  the  legs 
shut  off  his  steam  when  he  heard  our  whistles.    We  and  hand,  and  have  been  off  work  for  a  month.    My 
were  full  in  sight  of  the  men  on  the  engine  if  they  driver  had  lost  one  leg  and  a  thumb,  and  was  badly 
had  chosen    to    look    round.     Our    break    was   |in  cut  on  the  head.    I  am  sure  that  the  distant-signal 
ordinary  screw  tender  break  with  one  cast-iron  block  was  not  put  back  to  '*  danger  "  until  long  after  wc 
on  each  of  the  six  wheels.    It  was  in  good  order.    I  had  passed  the  overbridge,  fbr  I  looked  back  to  see 
don't  think  we  had  more  than  five  to  seven  seconds  to  after  we  had  passed  McLeod's  Foundry. 

Conclusion. 

The  evidence  in  this  case,  although  slightly  conflicting  on  one  or  two  minor  points^ 
leaves  no  douht  as  to  the  causes  of  this  unfortunately  fatal  accident. 

It  is  clearly  proved  that  the  driver  and  guard  of  the  Bowers  Hall  coal  train,  which 
had  arrived  at  Whitemyre  upon  the  branch  line  at  5.30  p.m.,  left  their  train  before  the 
necessary  shunting  operations  had  been  properly  completed,  and  that  in  so  doing  they 
acted  in  contravention  of  the  rules  of  the  Company. 

The  fireman  of  this  train  being  left  in  charge  of  the  engine,  proceeded  to  carry  on 
the  shunting,  and,  although  very  possibly  he  acted  on  this  occasion  without  any 
orders,  yet  there  can  be  no  doubt,  from  the  evidence  of  all  concerned,  that  in  so  doing 
he  was  only  following  a  very  common  practice,  which  is  nevertheless  entirely  opposed 
to  one  of  the  rules  of  the  Company,  by  which  firemen  are  prohibited  from  moving  an 
engine  in  the  absence  of  their  drivers. 

Having  put  aU  the  coal  trucks  composing  the  train  into  the  sidings  in  the  goods  yard, 
he  then  picked  up  two  waggons,  one  of  which  had  to  be  left  in  Morton's  sidings, 
while  the  other  was  to  go  to  Dunfermline  with  the  engine  and  van  as  soon  as  the  fast 
passenger  train  had  passed. 

These  two  waggons  were  brought  down  the  branch  as  far  as  the  points  of  Morton's 
sidings,  the  engine  came  to  a  stand,  and  the  goods  break- van,  which  had,  during  the 
shimting  operations,  been  left  about  400  yards  back  up  the  branch,  was  let  down  by  a 
goods  clerk,  together  with  the  station  agent,  and  coupled  to  the  rear  waggon  of  the 
two  attached  to  the  engine.  Almost  immediately  after  this  was  done,  the  goods  engine 
was  uncoupled,  and  another  goods  clerk,  David  Black,  who  was  with  the  engine, 
having  opened  the  points,  the  engine  was  taken  out  through  them  foid  of  the  up  main 
line,  with  the  object  apparently  of  allowing  the  leading  waggon  to  be  let  down  into 
Morton's  sidings,  and  so  hurrying  forward  the  work,  and  preparing  to  get  away  to 
Dunfermline  as  soon  as  possible  after  the  passenger  train.  Both  the  men  concern^  in 
this  operation  being  in  custody,  their  evidence  has  not  been  taken,  but  both  are 
responsible  for  what  occurred,  as  the  clerk  had  no  business  to  meddle  with  the  points 
at  all,  and  the  fireman,  who  was  at  this  time  in  charge  of  the  engine,  should  have  been 
guided  by  Rule  No.  213,  which .  forbids  enginemen  to  "  enter  on  the  main  line  from  a 
siding  without  the  permission  of  the  station  agent  or  signalman." 

The  exact  position  of  the  passenger  train  at  this  moment  is  somewhat  doubtful,  for 
according  to  the  evidence  of  the  men  on  th|^  engine  of  this  train  it  was  past  the  pointsman's 
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box,  or  withiii  168  yards  of  the  point  of  collision,  while  according  to  the  evidence  of  the 
pointsman  and  the  station  agent  it  was  some  50  yards  further  off;  but  this  point  is  not 
material,  except  so  far  as  the  consideration  of  the  possible  effect  of  a  continuous  break 
is  concerned. 

It  is  abundantly  proved  that  when  the  points  were  being  opened,  the  passenger  train, 
some  minutes  overdue,  and  running  probably  about  35  miles  an  hour,  was  full  in 
view  of  the  men  with  the  goods  engine,  that  it  must  have  been  in  view  for  some 
seconds,  and  that  if  either  of  them  had  before  acting  taken  the  ordinary  precaution 
of  turning  his  head  to  look  along  the  up  line,  he  must  have  seen  the  train  approaching. 
It  is  also  equally  clear  that  it  was  impossible  for  the  driver  of  the  passenger  engine  to 
stop  his  train  in  time  to  avoid  the  collision,  although  he  appears  to  have  been  keeping 
a  good  look  out,  to  have  seen  the  obstruction  as  soon  as  it  was  possible  for  him  to  do 
so,  and,  together  with  his  fireman,  to  have  bravely  remained  at  his  post  to  the  last, 
doing  all  he  possibly  could  to  check  the  speed  of  his  train. 

The  fireman  of  the  goods  engine  seems  to  have  been  paralysed  when  he  heard  the 
whistle  from  the  approaching  train  or  the  shouts  of  the  pointsman  and  station  agent, 
and  he  did  the  very  worst  thing  he  could  possibly  have  done,  by  shutting  off  steam 
and  remaining  stationary.  If  it  had  fortunately  occurred  to  him  to  run  forward  as 
fast  as  possible,  the  tender  of  his  engine  would  probably  have  got  on  to  the  main  line 
and  have  been  struck  fairly  behind,  whereas,  standing  where  it  did,  it  was  struck 
obliquely  on  its  right  side  by  the  left-hand  leading  end  of  the  passenger  engine,  which 
was  turned  completely  round,  and  upset  on  the  right-hand  side  of  the  line,  about 
30  yards  beyond  the  point  of  collision. 

The  tender  of  the  goods  engine  was  broken  into  pieces,  but  the  engine  itself  received 
little  damage,  and  was  merely  driven  forward  for  some  distance  on  the  up  main  line. 

The  vehicles  composing  the  passenger  train  ran  only  about  40  or  50  yards  after  the 
collision,  the  two  leading  carriages  were  upset  on  the  left-hand  side  of  the  line,  and  all 
the  others,  except  the  rear  carriage  and  break- van,  were  off  the  rails  on  the  left-hand 
side ;  so  that,  considering  the  speed  at  which  the  train  was  running,  and  the  violence  of 
the  shock,  it  is  astonishing  that  the  passengers  should  have  escaped  almost  uninjured. 

It  is  then  beyond  question  that  disobedience  of  orders,  and  recklessness  almost 
inconceivable,  on  the  part  of  the  fireman  of  the  goods  train  and  the ^  goods  clerk, 
David  Black,  were  the  immediate  causes  of  this  collision,  but  the  responsibility  for  it 
does  not  cease  with  the  action  of  these  two  men.  Both  the  guard  and  the  driver  of 
the  goods  train  are  directly  implicated,  for  they  also  were  guilty  of  disobedience  of 
orders  in  leaving  their  train,  and  it  is  impossible  to  imagine  that,  if  they  had  been  in 
their  proper  places,  they  would,  as  experienced  men,  have  been  so  senseless  as  to  act 
in  the  same  manner  as  did  those  who  were  doing  their  work,  and  probably  the  accident 
would  not  have  occurred. 

Further  than  this,  it  is  only  too  clear  from  the  evidence  in  this  case,  as  it  was  from 
that  in  the  case  of  an  accident  which  recently  happened  near  Cardenden  on  the  same 
line,  that  there  does  not  exist  that  discipline  among  the  men,  and  that  proper  attention 
to  the  rules  of  the  Company,  which  alone  can  ensure  safe  working  on  any  railway,  for 
not  only  does  it  appear  that  it  is  a  common  practice  for  engine-drivers  to  allow  their 
firemen  to  move  their  engines,  in  spite  of  the  stringent  rule  forbidding  it,  but  it  is 
admitted  by  the  station  agent,  a  man  in  authority  and  with  13  years  experience,  that 
he  has  allowed  breaches  of  this  rule  to  pass  by  unchecked  and  un-reported,  and  I 
consider  that  for  this  he  is  much  to  be  blamed.  It  was  also  a  breach  of  the  rules  of 
the  Company  for  the  second  driver  and  fireman  to  be  riding  on  the  engine  of  the 
passenger  train. 

Having  pointed  out  who  are  in  my  opinion  in  fault  in  this  case,  I  must  observe  that 
all  the  carelessness  and  irregularity,  to  which  I  have  called  attention,  could  not  have 
caused  this  accident,  had  it  not  been  for  the  absence  of  proper  appliances  at  this 
jimction,  for  if  there  had  been  a  proper  set  of  signals,  interlocked  with  the  points  and 
worked  from  a  signal-cabin,  or  even  if  the  safety-points  had  been  interlocked  with  the 
existing  signals,  insufficient  although  they  are,  these  points  could  not  have  been 
opened  unless  the  signals  had  been  against  the  passenger  train,  which  would  have  had 
ample  time  to  stop,  and  which,  moreover,  imder  a  proper  system  of  block  telegraph 
working,  would  not  even  have  been  allowed  to  leave  the  preceding  signal  cabin,  so 
long  as  these  points  were  open  for  shunting  purposes. 

This  section  of  the  North  British  Railway  has  become  of  far  greater  importance 
since  the  opening  of  the  Tay  bridge,  and  it  is  to  be  hoped  that  this  fact  will  induce 
the  Company  to  lose  no  time  in  providing  f  ot  it  the  means  of  working  on  the  absolute 
block  syi^m,  and  also  those  propw  signalling  appliances  which  the  travelling  public 
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hare  now  certainly  a  right  to  expect,  and  which  ought  to  exist  in  the  interiBsts  of  the 
Company  itself,  and  for  the  protection  of  its  servants  in  the  execution  of  their  duty. 

It  was  most  unfortunate  that  tire  engine  which  is  usually  attached  to  this  train  was 
under  repair,  and  that  another  engine  not  completely  fitted  with  Westinghouse's 
hreak  was  temporarily  in  use,  for  it  is  prohahlethat  if  the  Westinghouse  hreak,  with 
which  all  the  vehicles  in  the  train  were  fitted,  could  have  heen  utilized,  the  force  of  the 
collision  would  have  been  considerably  mitigated,  while,  if  the  evidence  of  the  station 
agent  and  the  pointsman,  as  to  the  point  at  which  the  driver  of  the  passenger  train 
perceived  his  danger,  be  correct,  it  might  even  have  been  altogether  averted. 

I  have,  &c.. 
The  Secretary,  F-  A.  Martndin, 

(Railway  Department,)  Board  of  Trade.  Major  B.E. 

Printe*!  copies  of  the  aljove  report  were  sent  to  the  Company  on  the  14th  July. 


NORTH  BRITISH  RAILWAY. 


Sib,  Glasgow,  30th  Jnne  1879.  ^ 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
compliance  with  the  instructions  contained  in  the  Order  of  the  27th  instant,  the  result 
of  my  inquiry  into  the  circumstances  connected  with  the  collision  which  occurred  on 
the  22nd  ultimo  at  Queen  Street  station,  Glasgow,  on  the  North  British  Railway. 

In  this  case  the  7-10  p-m.  express  train  (consisting  of  three  incline  hreak  waggons, 
13  Tehicles,  and  two  engines),  after  descending  the  incline  of  1  in  45  leading  from 
Cowlairs  to  Queen  Street  station,  came  into  collision  with  the  huffer-stops  at  the  end 
of  that  station, 

Four  passengers  complained  of  being  shaken. 

There  was  no  damage  sustained  by  the  passenger  carriages  or  incline  break  waggons, 
but  a  coupling  between  the  two  engines  was  broken. 

The  buffer-stops  were  slightly  damaged. 

Description. 

The  distance  from  Cowlairs  station  to  the  buffer-stops  at  Queen  Street  station  is 
about  1 1  miles ;  200  yards  at  each  end  are  more  or  less  level,  the  remaining  \\  miles 
consisting  of  a  falling  gradient  of  1  in  45,  a  large  portion  of  which  is  a  tunnel.  All 
trains  are  stopped  at  the  top  of  the  incline  (the  engines  having  previously  left  them), 
and  worked  down  it  by  incline  break  waggons  weighing  about  14  tons  each,  the 
ascending  traffic  being  worked  by  a  rope.  In  consequence  of  the  extremely  limited 
accommodation  in  Queen  Street  station,  it  is  stated  to  be  necessary  that  sometimes  one 
engine,  and  at  other  times  two  engines  should  be  attached  to  the  rear  of  descending 
trains  in  order  to  be  in  readings  to  proceed  with  outgoing  trains.  The  station  is  now 
being  enlarged,  but  I  regret  to  hear  that  the  improvements,  when  completed,  will  not 
permit  of  this  very  objectionable  practice  of  attaching  engines  to  the  rear  of  descending 
trains  being  discontinued. 

The  time  allowed  for  the  journey  from  Cowlairs  to  Queen  Street  is  eight  minutes, 
or  an  average  speed  of  11^  nnles  an  hour.  A  rule  in  the  rule  book  states,  that  trains 
or  engines  going  down  the  tunnel  are  never  to  exceed  in  speed  10  miles  an  hour, 
and  therefore  must  always  occupy  at  least  five  minutes  in  passing  from  Cowlairs  to 
Queen  Street ;  the  second  part  of  the  rule,  therefore,  allows  an  average  speed  of 
18  miles  an  hour  to  be  maintained,  though  the  first  part  limits  it  to  10  miles 
an  hour;  or  looking  at  it  another  way,  the  fijrst  part  of  the  rule  requires  nine 
minutes  for  accomplishing  the  distance  which  according  to  the  second  part  is  not  to 
take  less  than  five  minutes.  It  will  be  scarcely  credited  that  though  the  ex- 
traordinary discrepancy  between  the  two  parts  of  this  rule  was  pointed  out  in  a 
report  on  an  aecident  which  occun*ed  at  the  same  spot  two  years  agO|  no  change  haa 
yet  been  made  in  the  rule. 

Evidence. 

L  WilUttm  ffa^j  incline  br^keman  from  Cowlairs  Edinburgh  was  a  few  minutes  late,  and  I  joined  the 
to  Queen  Street  eight  years,<— I  came  on  duty  at  front  of  the  train  at  about  8.30  p.m.|  and  had  chai^ 
U  a.m.  for  IL  or  12  houra.    The  7.10  p*m«  from     of  two  tunnel  breaks  of  nbout  14  ions  each,  timo 
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being  a  third  break  behind  mine  in  charge  of 
Alexander  Frizzle.  There  were  13  vehicles  in  the 
train.  The  tunnel  breaks  were  attached  in  front  of 
the  train  before  it  left  Cowlairs  station,  and  we  were 
pushed  to  the  head  of  the  incline  by  two  engines 
going  down  into  Queen  Street.  The  general  way  is 
for  one  or  two  engines  to  go  down  behind  all  trains ; 
they  ought,  according  to  Rule  540,  to  be  coupled  to 
the  train.  Although  Rule  537  says  that  there 
should  be  one  break  waggon  to  eight  carriages — ^the 
London  carriages  being  generally  heavy,  I  thought  it 
better  on  the  present  occasion  to  have  three  breaks 
than  only  two.  It  is  an  understood  thing  that  the 
engines  are  to  look  after  themselves  as  regards  breaks. 
We  do  not  at  all  depend  upon  the  guard's  breaks  for  the 
descending  journey.  Almost  at  starting  I  felt  that  we 
were  going  too  quickly,  and  I  put  sand  down  before 
entering  the  tunnel  mouth  about  three-quarters  of  a 
mile  from  the  top  of  the  bank ;  the  speed  at  this  time 
was  not  much  more  than  usual,  but  I  felt  that  I  had  lost 
control  of  the  train.  I  in  consequence  told  my  mate 
to  go  into  the  break-van  next  the  last  tunnel  break 
and  apply  the  break,  which  he  did  just  before  enter- 
ing the  tunnel.  I  did  not,  however,  feel  that  this 
made  any  difference.  I  do  not  remember  trying  to 
gain  the  drivers'  attention  before  entering  the  tunnel, 
hopin&^  that  the  application  of  the  guard's  break  might 
control  the  speed.  The  speed  did  not  increase 
through  the  tunnel,  but  I  felt  that  there  was  no  means 
of  checking  it  unless  I  could  attract  the  drivers' 
attention  at  the  Queen  Street  end  of  the  tunnel.  On 
reaching  the  Queen  Street  end  of  the  tunnel  the  speed 
however  diminished  considerably,  so  much  so  that  I 
told  my  mate  to  take  off  the  guard's  break,  and  I 
myself  eased  my  mate's  break,  fearing  that  there  would 
not  be  speed  enough  to  carry  us  to  the  buffer-stops. 
When  about  half  •way  up  the  platform,.!  felt  a  sudden 
increase  of  speed  as  if  we  had  been  pushed  from 
behind,  my  two  breaks  being  still  on,  and  I  still  stand- 
ing in  the  third  break  waggon.  I  at  once  put  the 
break  on  again,  but  I  could  not  stop  the  train  before 
it  struck  the  buffer  stops  ivt  a  slow  speed.  My  mate 
at  tnis  Ume  was  back  in  his  break.  We  neither  of  us 
jumped  off,  though  we  could  have  done  so  and  kept 
on  our  feet.  One  side  of  the  buffer-stops  was  cracked. 
The  breaks  were  not  injured.  The  engines  were 
still  at  the  back  of  the  train,  dose  up  to  it,  when  we 
stopped.  I  did  not  ask  either  of  the  drivers  why  they 
had  pushed  us.  It  is  customary  for  the  engines  not 
to  be  uncoupled  until  the  train  has  stopped  at  the 
platform.  The  rails  were  in  fair  order.  The  break 
power  we  had  ought  to  have  been  sufficient  to  hold  a 
train  of  18  vehicles. 

2.  Alexander  Frizzle^  spare  goods  guard. — I  have 
been  acquainted  for  five  years  with  the  mode  of 
working  the  incline  into  Queen  Street,  where  I  have 
often  been  emploved  as  bi'eaksman.  I  agree  with 
Hay's  evidence.  I  felt  the  increase  of  speed  just  on 
reaching  the  platform,  and  I  had  time  before  reaching 
the  buffer-stops  to  re-apply  my  break,  which  my  mate 
had  partly  done  and  was  then  working  at  his  own.  I 
had  left  the  guard's  break  just  rubbing.  We  ran  into 
the  buffer-stops  at  a  quick  walking  pace.  I  did  not 
jump  off. 

3.  William  Fairley,  driver  about  30  years.— I 
joined  the  tail  of  the  7.10  p.m.  train  from  Edinburgh 
at  the  top  of  the  bank  while  it  was  standing  there 
waiting  to  go  down.  The  fireman  coupled  me  on. 
Two  or  three  minutes  afterwards  Walker's  engine 
came  along  and  joined  mine,  coupling  on.  We  then 
started  immediately.  As  we  started,  the  coupling 
between  my  engine  and  Walker's  broke  in  the  long 
link.  It  was  the  coupling  at  the  front  of  my  engine 
that  broke.  Walker's  engine  was  on  the  level,  and  the 
sudden  snatch  of  the  train  starting  broke  the  coupling. 
I  did  not  feel  any  effect  from  die  fracture  of  the 
coupling.  I  applied  my  tender  break  alone  to 
enable  Walker  to  overtake  me,  which  he  did,  and  his 


fireman  again  coupled  on  with  the  screw  coupHng 
from  the  front  framing  of  the  engine.  I  kept  the 
tender  break  on  all  the  way  down  the  bank,  and  I  did 
not  observe  that  the  speed  was  more  than  usual.  I 
had  no  intention  of  uncoupling  before  the  train  came 
to  a  stand,  which  it  did  at  the  buffer-stops  at  Queen 
Street.  I  felt  very  little  of  the  blow  with  which  they 
were  struck.  I  had  not  slackened  my  break  in  the 
least,  and  can  see  no  reason  for  the  increase  of  speed 
after  reaching  the  bottom  of  the  bank.  I  did  not  feel 
Walker  give  any  push  after  the  train  had  stopped.  Tiie 
coupling  between  the  engines  again  broke,  I 
suppose,  owing  to  the  rebound,  which  however  was 
not  much.  I  had  received  no  signal  from  the  breaks- 
man  to  help  him  down  the  bank.  I  might  have  seen 
such  a  signal  before  entering  the  tunnel.  We  are 
ordered  to  break  our  own  engines  down,  and  in  case 
of  need  we  give  assistance  to  the  train.  There  was 
no  damage  to  either  engine.  I  was  about  50  yards 
down  the  incline  when  Walker  coupled  on  the  second 
time.     He  did  not  come  in  with  a  bump. 

4.  Peter  Preston^  fireman  four  years  ;  with  Fairley 
for  about  10  months. — ^I  agree  with  driver  Fairley's 
evidence. 

5.  John  Walkery  driver  25  years. — ^I  joined  the  Edin- 
burgh train  at  the  top  of  the  incline,  coupling  on  to 
Fairley's  engine,  which  was  already  there.  My  fire- 
man coupled  me  on  with  Fairley's  engine  coupling. 
We  stood  scarcely  a  minute  before  starting,  my 
engine  being  just  at  the  top  of  the  bank,  on  the 
level  When  the  train  started  my  break  was  off, 
but  the  coupling  broke  just  as  the  engine  got  into 
motion.  I  was  obliged  to  give  the  engine  steam  to 
keep  it  up  to  the  other  engine,  and  the  fireman  imme- 
diately coupled  on  again,  using  my  tender  screw- 
coupling.  Nothing  occurred  to  attract  my  attention 
as  we  went  down  the  bank.  I  put  on  my  tender- 
break  as  soon  as  the  coupling  was  on,  and  I  never 
took  it  off  till  we  reached  the  bottom  of  the  tunnel, 
when,  as  the  train  was  going  slowly,  I  had  the  left 
tender-break  (the  tender  has  two  breeJcs)  eased.  The 
train  then  continued  to  go  slowly  on,  and  I  did  not  know 
we  should  strike  the  buffer-stops  till  we  did  so.  The 
coupling  then  snapped  again,  owing,  I  believe,  to  the 
recoil  after  striking.  I  don't  know  whether  Fairley 
eased  his  break  as  well  as  myself.  The  signalman 
allowed  me  to  join  Fairley's  engine  on  my  telling  him 
I  was  going  to  be  driver  of  the  8.50  train  to  Edin- 
burgh. I  am  not  aware  of  any  rule  against  two 
engines  going  down  together  in  rear  of  a  train. 

6.  Crearge  Tkonuon^  fireman  four  years;  only 
one  day  with  Walker,  his  own  regular  fireman  being 
offfortheday. — I  agree  with  Walker's  evidence.  I 
eased  my  break  by  the  driver's  direction  just  before 
we  struck  the  buffer-stops. 

7.  Je^se  Basset^  guard  35  years. — I  joined  the 
7.10  p.m.  train  from  Edinburgh  at  Waverly  station. 
We  started  at  right  time  with  18  vehicles.  Of  these 
we  detached  five  at  Polipont  junction,  which  we  left 
at  7.44  p.m.,  3  minutes  late.  The  train  was  fitted 
partly  with  the  Westinghouse  break,  but  from  my  van 
at  the  rear  of  the  train  there  was  no  control  over  it. 
We  arrived  at  Cowlairs  at  8.13,  one  minute  late,  and 
left  at  8.18,  also  one  minute  late.  We  were  then 
detained  at  the  bank  head  seven  minutes.  The  speed 
in  descending  the  bank  did  not  attract  my  attention, 
and  I  did  not  apply  my  break  till  after  we  ha<l  struck 
the  buffer-stops  at  a  very  slow  speed.  At  the  Glasgow 
end  of  the  tunnel  I  thought  the  train  would  hardly 
reach  the  buffer-stops,  but  directly  afterwards  I  felt  the 
engines  give  my  van  a  sharp  jerk,  which  sent  the 
train  forward.  I  had  not  time  to  apply  my  break, 
except  to  stop  the  recoil  of  the  train  after  the 
collision.  We  arrived  at  the  platform  at  8.30,  having 
left  the  bank  head  at  8.25.  I  had  felt  a  shock  at  the 
top  of  the  bank  on  the  train  starting,  but  T  felt  no 
second  bump. 
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Conchmon. 

This  t^oUision  (a  second  of  the  same  nature  within  17  days)  of  a  train  consisting 
of  three  incline  break  waggons,  13  vehicles,  and  two  engines,  with  the  huffer-stops  at 
Queen  Street  station  was  the  natural  result  of  sending  engines  down  the  incline 
attached  to  the  rear  of  passenger  trains,  any  want  of  unanimity  of  action  Ijetween 
the  breaksmcn  at  tlie  head  of  the  train  and  the  driver  or  drivers  at  the  rear  being 
tolerably  sure  to  end  in  some  mishap.  At  the  commencement  of  the  descent  of  1  in  45 
the  coupling  between  the  two  engines  gave  way,  a  great  strain  having  been  brought 
on  it,  oiriog  to  the  rear  engine  baying  been  standing  on  the  level.  This  fracture,  no 
doubt,  led  to  the  front  of  the  train  getting  a  forward  impetus^  and  to  the  breaksman 
ill  charge  feeling  that  ho  had  lost  proper  control  of  the  train.  This  control,  however, 
he  appears  to  have  regained  on  reaching  the  bottom  of  the  incline,  and  he  was  so  fully 
under  the  impression  that  he  had  done  so,  that  fearing  he  would  not  have  sufficient 
impetus  to  gain  the  end  of  the  platform  line  at  Queen  Street  station  he  released  the 
blocks  from  one  of  the  incline  breaks,  and  told  his  mate  to  do  the  same  with  those  of 
the  front  van,  which  latter  break  had  been  applied  when  the  speed  was  found  to  be 
too  high.  It  must  have  lieen  just  at  this  time  that  the  driver  of  the  rearmost  engine, 
also  thinking  the  speed  so  slow  that  they  would  not  reach  the  buflfer-stops,  had  his 
tender  break  partly  released,  and  hence  the  collision  before  the  incline  breaksman  had 
had  time  to  counteract  the  effect  of  the  release  of  the  tender  break  of  the  rearmost 
engine. 

As  I  l>efore  stated,  the  accommodation  at  Queen  Street  station  is  so  very  limited, 
and  the  time  occupied  in  descending  from  Cowlairs  (where  the  engines  are  kept)  to 
Queen  Street  so  great,  that  the  trafiic  could  not  be  worked  without  resorting  to  the 
expedient  of  sending  down  engines  (sometimes  one,  at  •  other  times  two)  at  the  rear 
of  passenger  trains  for  the  purpose  of  being  attached  to  departing  trains.*  Queen 
Street  station  is  now  being  enlarged,  and  although  when  the  improvements  are 
completed  it  wiU,  I  am  informed,  still  be  necessary  to  send  engines  and  trains  together 
down  the  iiuline,  there  will  be,  it  is  to  be  hoped,  sufficient  accommodation  to  enable 
the  engines  to  be  sent  down  at  the  front  instead  of  at  the  rear  of  the  trains.  In  all 
possible  cases  they  should  even  now  be  sent  down  in  front  of  the  trains. 

It  is  greatly  to  be  regretted  that  the  alterations  in  Queen  Street  station  have  not 
inchided  tlie  alteration  of  the  incline  of  1  in  45  to  one  on  which  the  traffic  could  be 
more  readily  managed.  The  working  of  the  trains,  even  when  the  improvements  are 
completed,  will  still  be  a  subject  of  difficulty  and  danger. 

I  would  again  call  att*3ntio!i  to  the  great  inconsistency  of  the  rule  as  to  speed  and 
time  between  Cowlairs  and  Queen  Street,  and  again  suggest  that  it  should  be 
altered, 

I  have,  &c.. 
The  Secretary,  C.  S.  Hutchinson, 

(Railway  Department,)  Board  of  Trade.  Major-G-eneral  R.E. 

*  It  i^  tivttmdsy  to  attach  engtBCi)  to  the  fro  tit  of  departing  trains  as  a  precaution  against  accident  in  case  of 
the  rope  which  hauls  up  the  trains  brcakittgj  imd  also  to  save  delay  at  the  top  of  the  incline. 

Print<5d  eopif^a  of  the  above  report  were  sent  to  the  Company  on  the  28th  July. 


SOUTH-EASTERN  RAILWAY. 


Board  of  Trade,  (Railway  Department,) 
Sin,  Leeds,  14th  June  1879. 

I  HAVE  the  honour  to  report,  for  the  information  of  the  Board  of  Trade,  in 
complianee  with  the  instructions  contained  in  the  Order  of  the  27th  ultimo,  the  result 
of  my  inquiry  into  the  circumstances  which  attended  the  collision  that  occurred  at 
Tunbridge  station,  on  the  24th  ultimo,  between  a  shunting  engine  and  a  passenger 
train. 

Four  passengers  complained  at  the  time  of  the  collision  of  having  been  slightly 
shaken,  and  the  number  of  claims  which  have  been  sent  in  to  the  Company  altogether 
amount  to  14,  l)ut  it  is  believed  that  there  are  no  serious  cases.  The  fireman  of  the 
Qp  passenger  train  was  bruised^  but  not  laid  up. 

The  buffer-beams  and  buffers  of  the  two  engines  were  both  broken.     The  shunting 
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engine  had  the  slide  spindles  bent,  £rame  bent,  boiler  sprung  at  leading  end,  left 
driving  crank  pin  loosened,  and  the  crank-axle,  life-guards  and  frame  stays  bent,  and 
the  trailing  end  frame  damaged.  The  passenger  train  engine  had  the  valve  motion 
bent,  steam  chest  and  cylinder  covers  broken,  boiler  sprung  at  leading  end,  inside  and 
outside  frames  bent,  and  the  foot-plate  damaged. 

Beacriptian. 

At  Tunbridge  station  the  up  and  down  platforms  are  situated  alongside  of  two 
loop  Enes,  and  besides  these  loop  lines  there  are  up  and  down  main  liues  between 
the  loop  lines  for  the  non-stopping  trains  to  pass  through  the  station  without  delay.  At 
the  eastern  end  of  the  platforms  there  is  an  over-bridge  which  carries  a  public  road 
across  the  railway  nearly  at  right  angles  to  it,  and  the  facing-points  on  the  up  main 
line,  where  the  up  loop  line  commences  that  leads  to  the  up  platform  are  situated 
about  72  yards  east  of  the  eastern  side  of  this  bridge.  The  signal-box  at  the  east 
end  of  the  station  is  close  to  this  pair  of  facing-points. 

About  100  yards  east  of  this  signal-box  there  is  a  cross-over  road  from  the  up  to 
the  down  main  through  lines.  Th%  shunting  engine  was  standing  on  the  up  main 
through  road  about  40  yards  west  of  the  facing-points  leading  to  the  up  platform, 
but  clear  of  the  up  line  to  the  platform,  waiting  for  an  opportunity  to  get  across  to 
the  down  main  through  road  by  the  cross-over  road  to  which  I  have  referred. 

Prom  this  over-bridge  the  up  main  line  is  perfectly  straight  for  a  very  long  distance, 
so  that  the  head  light  on  the  up  passenger  train  engine  might  have  been  seen  if  the 
driver  of  the  shunting  engine  had  looked  for  it. 

The  regulations  which  govern  the  shunting  at  Tunbridge  station  are  as  follows  : — 

**  Yard  shunting  (hand-signals,  &c.) : 

"  All  drivers,  firemen,  guards  (passenger,  goods,  or  ballast),  shunters,  &c.  must 
be  very  careful  as  to  shunting,  as  most  of  the  points  at  each  end  of  the  Tunbridge 
yard  are  now  connectiCd  with  the  signal-boxes,  and  a  proper  hand-signal  must  there- 
fore be  obtained  from  the  signalman  at  either  box  before  any  shunting  is  commenced. 

"It  is  most  important  that  drivers,  guards,  shunters,  and  all  others  concerned 
in  shunting,  should  take  care  to  see  that  the  engines  and  all  vehicles  are  well  clear 
of  the  points  before  shunting  back  or  over  any  of  the  lines. 

"  In  order  to  guide  the  shunting,  and  to  prevent  drivers  and  others  taking  a  wrong 
hand-signal,  the  following  station  arrangements  have  been  approved  of  for  the 
exhibiting  of  the  hand-signals  from  their  signal-boxes  for  the  shunting  work  on  the 
main  line. 


"  East  end  Yabd  Signal-Box. 
"  To^J^nt  Out  down  theUp  Main  j  ^  ^^^  j,^  ^^  ^^^^^  ^^  ^^^^^  ^^^^^ 

"\trL2f  "**  *^!^'''^  Through  j^  White  Flag  or  Light  from  centre  window. 


(< 


'All  the  above  hand-signals  will  be  seen  as  looking  from  the  station  towards 
either  signal-box. 

**  Each  signal-box  has  three  distinct  windows  on  the  station  side,  and  the  hand- 
signals  as  above  described  will  therefore  be  given  from  one  of  those  windows/* 

I  have  omitted  five  other  paragraphs  as  they  do  not  apply  to  this  particular 
collision,  and  I  have  not  quoted  those  which  concern  the  west  end  yard  signal-box 
for  the  same  reason. 

The  first  of  these  instructions  was  applicable  to  the  shunting  engine  on  the  up 
main  line,  which  caused  the  collision ;  the  second  had  reference  to  another  pilot  or 
shunting  engine  which  was  on  the  down  through  main  line. 

Evidence. 

William  Whibley^  engine-driver  nine  years,  and  them  in  the  sidings  off  the  up  line,  also  east  of  the 

20  years  altogether    in   the  service  of  the   South-  station,  and  left  them  ready  in  the  sidings  to  be  taken 

eastern  Railway  Company,  states :  I  was  driving  pilot  away.    My  engine  then  stood  on  the  up  straight  road 

engine  No.  99,  used  for  shunting  purposes  in  the  on  the  eastern  side  of  the  over-bridge  that  can-ies  the 

Tunbridge  station  yard,  on  the   24th   May.     About  public  road  over  the  line,  and  it  stood  on  the  up  line 

S.45p.m.  I  had  brought  a  number  of  mixed  trucks  Irom  between  the  signal-box  and  the  over-bridge  waiting, 

the  sidings  off  the  downline  on  the  eastern  side  of  the  I  had  to  go  into  the  down  sidings  to  marshall  some 

station,  and  had   placed  them  on   the   up   through  more  trucks  for  a  down  goods  train,  but  I  was  not  to 

straight  road,  and  another  pilot  engine  had  taken  cross  from  the  up  to  the  down  main  line  until  the 

these  trucks  from  the  up  straight  road  and  had  plaoed  down  Dover  mail  train  had  passed,  and  I  was  then  to 
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cross.  At  the  time  I  was  thus  waitiDg  the  fireman 
was  not  with  inc  on  the  engine.  About  9.20  |i.m. 
(the  down  Dover  moil  being  flue  here  at  9.16)  th^ 
ground  switjcbman  came  to  inc  and  said  that  I  was 
not  to  wait  for  any  move  trucks,  hut  that  I  wna  to 
follow  the  mail,  m  tlicre  was  a  lot  of  work  t^  tlo  on 
the  other  sitlCj  it  n,  the  down  side,  Tl\e  down  mail  train 
had  gone  wht^n  the  switehman  eame  to  me ;  lie  was 
crossing  to  me  when  the  mail  went  on, — the  usual 
practice  i.s  for  the  ground  switchman  to  ask  tho  signal- 
man in  the  box  whether  the  engine  could  cross^  but 
I  cannot  say  whether  he  did  this  that  night  or  not,— 
then  he  said  to  me,  **  Right  over,"  and  I  started  without 
looking  for  any  signai  from  the  signal- bos.  I  had 
started,  and  I  looked  np  and  I  saw  a  white  light 
from  the  middle  window  of  the  signal-box.  I  knew 
t!]ut  that  white  light  was  not  for  me,  and  T  reversed 
my  engine  at  once,  in  order  to  get  back  out  of  the  way, 
but  I  was  too  late.  My  engine  had  stopj>ed  when  the 
engine  of  the  up  train  eanie  up  and  ran  into  it.  The 
right  buffer  of  iny  engine  and  the  buffer-beam  were 
broken,  but  the  engine  was  uot  thrown  off  the  rails, 
and  my  engine  was  knocked  back  about  20  jards 
ln^yond  the  other  side  of  the  bridge,  as  T  had  the  steam 
on  to  run  the  other  way.  Mine  was  a  tender  engine, 
I  was  running  at  the  time  ot  the  collision  witli  the 
engine  in  front*  The  fireman  was  not  on  the  engine 
when  the  collision  occurred,  I  had  a  retl  light  on 
cacli  end  of  my  engine.  I  saw  the  np  tniin  engine 
had  a  white  light  on  the  top  of  the  smoke-box  when  it 
WOE  not  more  than  50  yards  from  mti ;  this  was  after 
I  had  started. 

George  Avert^^  assistant  shunter  about  five  weeks,  and 
three  years  and  four  months  in  the  Company's  service, 
Males  :  I  was  on  duty  on  the  night  of  the  24th  May. 
I  had  orders  from  shunter  Stephens  to  come  over  and  tell 
the  driver  of  the  pilot  engine,  W.  Whibley,  to  get 
over  to  the  other  side,  the  down  side,  as  soon  as 
the  down  Dover  goods  train  was  gone,  I  came  across 
and  told  the  driver  to  get  over  into  the  siding  as  soon 
as  the  Dover  goods  train  was  gone,  and  when  I  had 
told  him,  I  then  got  on  the  engine ;  that  is,  1  hail  one 
foot  on  the  foot-plate  and  the  other  foot  on  the  top 
ptpp.  I  got  on  from  the  down  or  six*foot  side. 
The  engine  then  moved  forward,  but  I  did  not  feel  it 
move  forward;  and  I  was  not  aware  that  it  was 
moving  forward  until  the  collision  oceurredp  I  did 
not  give  the  driver  any  order  to  move  until  the  goods 
train  had  gone.  1  did  not  tell  hi  in  that  the  Dover 
goo* Is  train  had  not  gone,  as  it  could  be  seen  standing 
there.  I  did  not  tell  him  to  go  as  soon  as  the  down 
Dover  mail  train  had  gone ;  but  that  train  had  gone 
l»efore  the  collision  occurred*  The  signalman  in  the 
sij^njd'liox  called  out  to  the  driver,  **  For  GocFs  sake,  go 
back/'  The  engine-driver  reversed  his  engine  after  the 
signalman  had  eailed  out  for  him  to  go  back»  1  had  not 
seen  the  np  train  coming,  but  when  the  sign^dmnn 
calletl  ont  1  Jumped  off  the  engine.  It  was  a  fine 
niglit  and  clear.  The  fireman  was  not  on  the  engine, 
I  did  nut  see  him  tit  all  until  after  the  coHision  had 
taken  place,  ']'"here  was  a  white  light  in  the  centre 
window  of  the  signal-box*  I  did  not  know  what  that 
signal  meant. 

WtUiam  Wood  J  ground  switchman  10  yejirs,  and 
15  yeni's  in  the  Company's  service,  states  ;  I  was  on 
dnty  on  the  night  of  the  24th  May,  I  don^t  know 
anything  of  the  circumstances  that  led  to  the  collision. 
It  is  not  in  accordance  with  the  practice  in  the 
station  yard,  when  a  pilot  engine  wants  to  cross  from 
the  up  to  the.  down  line,  for  the  ground  shunter,  or 
anyone  mating  for  him,  to  go  to  tho  signalman  and  ask 
pemiiBsion  I'or  the  pilot  engine  to  cross.     The  per- 


mia^ion  to  cross  ia  always  given  by  a  signal  light  at 
nightj  placed  in  one  of  the  windows  in  the  box.  If 
the  pilot  engine  had  to  take  trucks  acrossj  the  ground 
shiinter  would  then  go  to  the  sjgnal-box  and  obtain 
the  signalman's  permission,  but  the  dgnal  to  the 
driver  woidd  be  by  a  hand  light, 

John  Ihickstep^  engine-driver  15  years,  and  25 
years  in  the  service  of  the  Conn*any,  states :  I  was 
driving  No,  26  tender  engine  in  front  of  the  7.30  p.m. 
up  passenger  train  from  Dover  on  the  night  of  the 
24th  May.  My  train  consisted  of  an  engine  and 
tender  and  19  vehicles.  It  was  due  at  Tanbridge  at 
9.15  p.m.,  and  that  night  it  was  four  minutes  late. 
As  I  approached  the  station  the  signals  were  all  right 
for  rae  to  enter,  ajs  we  were  appointed  to  stop  there, 
and  I  did  not  discover  that  anything  was  wrong  until 
we  had  nearly  reached  the  si^tnal-box,  when  I 
heard  the  signalman  calling  otit^  when  we  might  be 
travelling  about  18  or  19  miles  an  hour.  We  struck 
almost  immediately  after  seeing  the  engine  in  front 
on  the  same  line.  We  had  had  the  signals  off  all  the 
way,  and  the  steam  was  off  when  the  collision  t^ok 
place.  I  had  no  time  to  reverse  the  engine  or  to  do 
anything  towards  stopping  the  train.  Both  buffers 
and  the  buffer  beam  in  front  of  my  engine  were 
broken,  the  left  cylinder  cover  and  the  left  piston 
head  were  also  broken,  but  no  vehicles  were  thrown 
off  the  rails;  one  coupling  was  broken  about  the 
middle  of  my  train.  The  pilot  engine  had  a  red  light 
in  front  on  the  right  buffer  beam.  I  was  not  hurt; 
the  Jireman  was  bruised,  but  not  laid  up.  We  were 
both  on  the  engine  when  the  collision  took  place. 
My  engine  was  disabled,  and  tho  train  was  taken 
away  from  it,  and  1  believe  most  of  the  carriages  were 
taken  on.  I  saw  a  red  light  on  the  engine^  but  I 
tliought  it  was  standing  farther  back,  quite  clear  of 
the  crossing,  into  the  platform  line. 

Thomai  Grecn^  signalman  26  years,  and  30  y^rs 
in  the  service  of  the  Company,  states:  I  was  on  duty 
on  the  night  of  the  24tli  May.  The  down  Dover 
mail  trains  run  through  Tunb ridge  station  without 
stopping,  and  I  received  the  signal  for  it  at  9,14  p,ra., 
and  it  passed  my  box  about  9.20,  and  the  collision 
occurred  about  a  minute  or  two  afterwards.  I  had 
not  given  any  signal  for  the  pilot  engine  to  come 
forward,  but  I  had  taken  off  the  signal  for  the  up 
passenger  to  enter  the  station.  Sometimes  I  let  a 
pilot  engine  cross  without  being  asked  by  any  of  the 
shunters  for  permission  to  do  so,  but  they  generally 
do  ask  ;  but  the  engines  do  not  crosH  without  getting 
permission  from  me,  by  the  exhibition  of  a  signal  in 
tl»e  windoiv  of  the  signal-box.  I  tried  to  stop  the 
pilot  engine  from  coming  forward  by  showing  a  red 
light  towards  it  and  calling  out,  and  it  had  just 
stopped  when  the  coUision  occurred.  The  pilot 
engine  whistles  when  they  want  to  cross,  and  when 
it  is  clear  1  can  and  ilo  let  them  across,  without  being 
asked  at  all  times  for  permission  to  crosn. 

George  IVUlmott^  station-master  at  Tunbridge  on 

the  night  of  the  24th  Ma}',  states :  I  was  on  dut/ 
when  the  collision  occurred,  I  heard  the  blow,  I 
knew  when^  the  pilot  engine  was  standing,  and  that 
it  must  have  been  moved,  as  it  was  standing  dear  of 
the  up  platform  line.  Within  an  hour  of  the  oceur- 
renr-e  the  engine-driver,  Wldbley,  admitted  to  me  that 
he  moved  the  pilot  engine  forward,  having  mist-aken 
the  light  in  the  middle  window  of  the  signal-box,  bat 
did  not  sfiy  a  word  about  the  assistant  shunter*  The 
movements  in  the  s hunting  of  trains  are  governed 
by  the  signals  exhibited  in  the  v»indow  of  the 
signal-box. 


Conclumon^ 

Prom  the  preceding  statements  it  appears  that  as  the  7-30  p.m.  up  pas^senger  train 
from  Dover  to  Loiidou,  consisting  of  an  engine  and  tender  and  19  vehicles,  was 
entering  upon  the  line  leading  to  the  up  platfonu  at  Tunbridge  station,  where  it  was 
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appointed  to  stop,  by  means  of  the  facing-points  close  to  the  signal-box  at  the  east 
end  of  the  yard,  the  signals  being  all  right  for  it  to  enter  the  station,  it  caoie  in 
contact  with  the  shunting  ergine  which  had  been  most  improperly  shunted  Imck 
along  the  up  main  line  towards  the  facing-points,  until  it  was  foul  of  the  line  leading 
to  the  up  platform. 

The  shunting  engine  was  on  its  way  towards  the  cross-over  road  to  the  down  main 
line,  and  thence  to  the  sidings  off  the  down  line  which  are  entered  by  a  pair  of 
traiUng-points  a  little  further  to  the  east,  and  the  driver,  when  before  me,  stated  that 
he  was  moving  back  because  he  had  been  told  to  do  so  by  the  assistant  shunter  in 
the  yard  as  soon  as  the  down  Dover  mail  train  had  passed  through  the  station,  and 
that  he  did  not  discover  that  he  was  doing  wrong  until  he  observed  a  white  light  in 
the  centre  window  of  the  (East  Yard)  signal-box,  and  then  he  reversed  his  engine, 
and  endeavoured  to  get  back  clear  of  the  line  on  which  the  up  passenger  train  hacl 
to  pass,  in  order  to  reach  the  station  up  platform.  He  succeeded  in  stopping  tlie 
engine,  which  was  run  into  by  the  up  passenger  train  travelling  at  the  estimated 
speed  of  18  or  19  miles  an  hour.  But  it  appears  that  within  an  hour  of  the 
occurrence  he  had  admitted  to  the  station-master  that  the  collision  was  caused  by 
his  having  mistaken  the  white  light  which  was  exhibited  in  the  centre  window  of 
the  signal-box  for  a  signal  for  him  to  shunt  back  along  the  up  main  line,  whereas 
this  white  light  was,  according  to  the  instructions,  a  signal  to  a  shunting  engine  tlmt 
was  on  the  down  main  line. 

Again,  the  assistant  shunter  entirely  denies  having  told  the  driver  of  the  shunting 
engine  to  follow  the  down  Dover  mail  train,  but  states  that  he  did  tell  him  that  lie 
was  to  shunt  when  the  down  Dover  goods  train,  which  was  then  standing  in  the  yard, 
had  left  the  station. 

However,  nothing  could  be  clearer  than  the  instructions  as  to  the  hand  signalling 
for  the  shunting  of  trains  which  I  have  quoted,  and  I  have  only  to  add  tliat  this 
collision  was  evidently  wholly  due  to  the  gross  carelessness  and  neglect  of  the 
regulations  on  the  part  of  the  driver  of  the  shunting  engine  in  moving  back  towards 
the  signal-box  on  the  up  main  line,  when  in  addition  to  the  absence  of  the  green 
signal  light  in  the  centre  window  of  the  signal-box  he  might,  if  he  had  looked  ahead, 
have  seen  the  head  light  of  the  up  passenger  train  advancing  rapidly  towards  him  on 
the  long  length  of  straight  line. 

I  have,  &c.. 

The  Secretary,  W.  YoLiiAND, 

(Railway  Department,)  Board  of  Trade.  ColoneL 

Printed  copies  of  the  above  report  were  sent  to  the  Company  on  the  2nd  July, 
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